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Details that Dovetail 
that 2 Pre-Planning 






Fos just naturally have con- 
fidence in a mover who can load a 
van with extra care. 







Loading and packing procedure 
designed to protect every shipment 
is standard practice with United 
Van Lines agents. 


All over the United States and 
Canada, more than 300 friendly, 
helpful United agents are ready to 
take over for the particular Traffic 
Manager; to take on the job of 
making all moves a pleasure instead 
of a problem. Every UVL agent is 
equipped to move the contents of a 
household, an office or a plant—on 
schedule—to and from everywhere 


















If you’re not getting this kind of 
better service, we would like to 
demonstrate United Pre-Planned 
service on your very next move. 










NEW SAFEGUARD IN We are certain you will appreciate 

; ‘ : United agents’ attention to every 
MOVING! United Van Lines detail in the careful handling of 
equipment and vans are *Sanitized everything that’s moved. 






for greater safety and cleanliness. 





Your United agent is listed in 








“Bauttined is oontinee to nies in your Classified Phone Book .. . 
the moving industry. This extra or contact Moving Headquarters, 
hygienic protection costs you United Van Lines, Inc., St. Louis 
nothing extra. +R 17, Mo. 







i $ Over 300 agents in U.S. & Canada 
n g te VAN LINES, INC. Headquarters: St. Louis 17, Mo. 
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HE FRISCO IN ’50 


he FRISCO salutes the shippers in Industry and Agriculture 


who have helped make 1949 another successful year. 


e of the FRISCO are proud of our long-standing reputa- 
ion for dependable, efficient freight and passenger 
service to, from and through the great Southeast and 


outhwest. We deeply appreciate that it is the patronage 





of our shippers and travelers a Ox OS 
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, GE, ts us to constantly expand and 






which has made it 
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modernize our facilities and equipment 
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~ to maintain that reputation. 


a As we enter the second half of the 20th 
y entury, you may be sure that the constant 
coal of the officers and the 20,000 
employees of the FRISCO will be to meet 


he ever-increasing demands of our shippers 





by matching our progress with theirs! 


Missouri e Kansas e Arkansas ¢ Oklahoma « Texas 
5 000 Miles Serving: Tennessee ¢ Mississippi e Alabama « Florida 
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motor freight line than 


MID-STATES 


TERMINALS 


ALBANY, Albany 6-1545; BOSTON, Hancock 
6-4180; BUFFALO, Bedford 1428; CHICAGO, Calu- 
met 5-0808; INDIANAPOLIS, Market 8377; KANSAS 
CITY, Victor 7790; JERSEY CITY, Delaware 2-4402; 
NEWARK, Humboldt 2-4762; NEW HAVEN, New 
Haven 6-5857; NEW YORK, Worth 4-4576; PHILA- 
DELPHIA, Stevens 4-1777; PROVIDENCE, Elmhurst 
1-7912; TOPEKA, Topeka 2-5861; WICHITA, Wichita 
2-4941; WORCESTER, Worcester 7-4593. 


MID-STATtS 


FREIGHT LINES, Inc. 


3009 S. SHIELDS AVE. CHICAGO 16, ILL. 
Phone: CAlumet 5-0808 





In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 
We do not desire to take the place of the traffic man, but to help him in his 


practical traffic problems. 


work, nor do we undertake to render legal opinions. 
question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 


Tariff Interpretation— 


Application of Combination Rule 


Question—Tennessee 


A carload of freight was loaded at A 
and billed to C. At B the car was or- 
dered diverted to D. The through rate 
to D is not applicable through B, there- 
fore, the combination over B was used. 
The commodity has a maximum in both 
Tariffs X-162 and X-166. 

It is our view that Rule 7, Supp. 2, 
to the composite X-162-166 Tariff does 
not come into play here, but said rule 
applies only where combinations are the 
only way to make rates. Therefore, the 
full rate to and from B is used and 
not the two basic rates plus one “up” 
in Tariff X-162 and another in Tariff 
X-166. 

Please advise if you agree. 


Answer 

From the point of origin to the re- 
consigned destination, there is apparently 
a through rate, but a combination rate 
is applicable via the actual route of 
movement. The issue herein is whether, 
in view of the fact that a through rate 
applies over at least one route, the com- 
bination rule can be applied over a route 
over which there is no through rate. 

Rule 7 of Supplement No. 2 to com- 
posite tariff X--162-166 reads in part as 
follows: 

. . « where a through rate for the line- 
haul transportation is provided in a tariff 
as composed of two or more rates or where 
a through rate is made by combining sep- 
arately stated rates (either in the absence 
of a single-factor through rate . . .) each 
rate comprising such combination is in- 
creased separately ... in connection with 
movements from and to the origins and 
destinations between which such separately 
stated rates are applicable, and the appli- 
cable rate is the sum of the separate rates 
so increased. 

The above rule was amended to read 
in part as follows, effective November 
15, 1949, in Supplement 9 to the com- 
posite tariff: 

‘ . where a through rate for line-haul 
transportation is provided in a tariff as com- 
posed of two or more rates or where the ap- 
plicable through rate is made by combining 
separately stated rates (either in the ab- 
sence of a single-factor through rate via 
any route .. .), each rate comprising such 
combination is increased separately, . .. in 
connection with movements from and to 
the origins and destinations between which 
such separately stated rates are applicable, 
and the applicable rate is the sum of the 
separate rates so increased. 

See, in this connection, Wausau 
Southern Lumber Co. v. Alabama G. S. 
R. R. Co., 142 I. C. C. 521, wherein the 
Commission said that they had uni- 
formly held, in cases where tariff situa- 
tions similar to those here considered 
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were presented, that the combination 
rule was applicable in the absence of a 
joint rate over the route traversed, re- 
gardless of the fact that joint rates were 
applicable over other routes citing Can- 
cellation Rule for Combination Rates, 
93 I. C. C. 614; M’Gowin-Foshee Lumber 
Co. v. A. G. & G. Ry. Co., 95 I. C. C. 451; 
Moore-Marshall Lumber Co. v. N. O. & 
N. & RR. BR. Co, 12 Ff. C. €. 3 and 
Gunther & Co. v. L. & N. R. R. Co., 112 
I. C. C. 387. 

The Wausau case was taken to the 
Supreme Court of the United States in 
W. P. Brown & Sons Lumber Co. v. L. & 
N. R. R. Co., 299 U. S. 393, and the court, 
after consideration of the facts, reversed 
the Commission’s findings and held that 
the combination rule did not apply in 
connection with the route over which the 
combination rate applies, because there 
was a through rate via another route. 

Notwithstanding the wording of Rule 
7, as published in Supplement 2, when 
it is read in the light of the interpreta- 
tion of the Supreme Court of the rule 
involved in Brown & Sons, supra, Rule 
7, in Supplement No. 2, in our opinion, 
has the same meaning as Rule 7 pub- 
lished in Supplement 9, namely, that it 
has no application when there is a 
through rate applicable via any route. 
































Tariff Interpretation— 


Cross Reference—Restrictions in Tariff 
Referred to Apply to Tariff Making 
Cross Reference 





Question—Maryland 


I will appreciate receiving the benefit 
of your opinion as to the proper rate to 
be assessed on the following shipment: 

During February, 1949, there was for- 
warded from a furniture producing point 
in Pennsylvania to a destination in 
Florida, a shipment of two (2) lowboys 
and one (1) night stand which, under 
Agent Boin’s Freight Tariff No. 141-B, 
I.C.C. No. A-838, as per Item 19737-A of 
Supplement No. 38, is entitled to a first 
class rate in LCL lots when SU, in Pack- 
age No. 946. 

If you will refer to Official Classifica- 
tion, you will note that Package No. 946 
expired on July 1st. 1948. In other words, 
the carrier has accepted a shipment in 4 
specified package which the Classifica- 
tion did not provide for, but the Excep- 
tions Tariff referred to above continued 
to carry the package as an effective ship- 
ping container. The carriers have dis- 
covered their error and effective Sep- 
tember 9th, in Supplement No. 80, under 
Item No. 19737-D, have provided for 
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these lowboys and night stands, SU, in 
Package No. 35-F at the first class rate. 

Here is a case where a rating is pro- 
vided on a package description which 
expired prior to the movement of the 
shipment in question, and I would like 
to know what rating should be applied 
on shipments which were forwarded in 
Package No. 946 from July 1, 1948 up to 
September 9th, 1949. If a similar prop- 
osition has been before the Commission, 
I will appreciate reference thereto. 





Answer 


Agent Boin’s Tariff No. 141-B does 
not specifically provide for package de-- 
scriptions for package 946, but refers to 
Consolidated Freight Classification No. 
18 for the proper package description to 
apply in connection with package 946. 


To obtain the package description it is 
necessary to refer to Consolidated Freight 
Classification No. 18, and it is found that 
there is no specification for package 946, 
due to the fact that the expiration date 
thereof was not extended. 


It is our opinion that, as there is 
no specification in the Consolidated 
Freight Classification for package 946, 
there is likewise no such package descrip- 
tion in the exceptions tariff, as the Com- 
mission in its report in Lammert Furni- 
ture Co. v. Southern Ry. et al., 126 
I.C.C. 197, said that when a tariff refers 
to another tariff for rules, etc., the tariff 
referred to in effect becomes a part of 
the tariff making such reference, and any 
restrictions, which are a part of the 
tariff referred to, are thereby included 
in the tariff making the reference, unless 
the latter tariff clearly and specifically 
provides otherwise. 

However, Rule 7 of Boin’s Tariff No. 
141-B provides that, in the absence of 
packing requirements for the article in 
the exceptions, the packing requirements 
provided in the classification proper will 
apply. This being true, the shipment 
should have been packed in accordance 
with package specification 35-F of the 
classification. 

Agent Boin’s Tariff No. 141-B also 
provides that, unless otherwise provided, 
the exceptions therein are subject to the 
tules, conditions and other requirements 
of the classification proper. 

The instant shioment was shipped in 
a container which was not authorized 
by the classification, therefore penalty 
charges should be assessed in accord- 
ance with the conditions of Rule 5 of 
the classification proper. 























































liability of Carrier— 


For Injury to Goods Loaded 
In Open Top Equipment 


Question—Kentucky 


Please refer to your answer to Cali- 
fornia on page 4 of the November 5, 
1949 issue of the Trarric Wor.p, under 
the above caption. The case you cite 
i support of your conclusion does not 
appear to be “on all fours” with the 
state of facts set out in the question, 
N that in one instance the shipper 
Specifically ordered a gondola car in 
Which his shipment was to be loaded, 
Whereas in the other it would appear 
that the carrier selected the equipment. 
Ih Corpus Juris Secundum, Section 53 
* page 99, there appears the following: 


Ordinarily it is not the shipper’s duty to 
lect suitable cars, but the carrier is relieved 
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It Takes a Fully Equipped Mover’s School Like 
MAYFLOWER’S To Provide SAFE, DEPENDABLE SERVICE 


For you and the people of your com- 
pany who have to move long-distance, 
this “‘dry-docked” van is performing 
just as useful service as when it rolled 
along the highways!-It’s one of the most 
important “laboratories” in the May- 
flower Mover’s School. Here future 
Mayflower drivers are trained in the 
best principles and practices of loading 
and protecting household goods. Here, 
under careful supervision, prospective 
van men actually practice with actual 
furniture until they’ve demonstrated 
their ability to do the job in accordance 
with Mayflower’s exacting standards. 
That’s why you can buy Mayflower 
Service with confidence for your people 
wherever they may be... wherever they 
are going. You are sure of the highest 
quality every time, everywhere! 


MAYFLOWER- TRANSIT COMPANY «© Indianapolis 


Mayflower’s organization of selected warehouse agents pro- 
vides on-the-spot representation at the most points in the 
United States and Canada. Your local Mayflower agent is 
listed in the classified section of your telephone directory. 
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from liability for failure to furnish such cars 
if the shipper himself voluntarily selects cars 
under an express contract or in circum- 
stances charging him with full knowledge of 
all defects and in reliance on his own, rather 
than on the carrier’s judgment. 


It seems probable that the shipper 
specified the use of a gondola car be- 
cause of the consignee’s unloading facili- 
ties, and while there was no duty on the 
part of the shipper to make a selection 
of equipment, particularly where the 
loading was being done by the railroad, 
having done so with full knowledge of 
the nature of the shipment, the manner 
in which it was packaged and its sus- 
ceptibility to damage through exposure 
to the elements in transit, it seems to 
me that the provisions of Section 1 (b) 
of the bill of lading would apply and 
the shipper could not avoid responsibil- 
ity for his election as to the equipment 
to be used. 


Answer 


We agree that if there was an express 
agreement on the part of the shipper 
releasing the carrier from liability, the 
carrier cannot be held liable for injury 
to the goods. 

In our answer, we expressed the opin- 
ion that the carrier was liable but cited 
cases in which it has been held that 
where a shipper is afforded an oppor- 
tunity to select the vehicle in which his 
goods shall be transported and makes 
such selection with knowledge of the 
defects of the vehicle, the carrier is not 
liable for injuries resulting therefrom. 

However, in Bonfiglio v. New York, 
N. H. & H. R. Co., 198 N. E. 236, it was 
held that a request for ventilated cars 
does not constitute an “act or default” 
of the shipper relieving the carrier from 
liability for loss caused by the fact that 
ventilated cars were unsuitable for the 
particular kind of property, in the ab- 
sence of knowledge on the part of the 
shipper that such cars were unsuited for 
the purpose for which he selected them. 

Under the decision in this case, the 
liability of the carrier would depend 
upon knowledge on the part of the ship- 
per as to the suitability of the car in 
which the goods were loaded. 


Tariff Interpretation— 


Application of Rule 15, Section 1(a) 
Where Car Placed on Consignor’s or 
Consignee’s Siding for Pick-up 

Or Delivery Service 


Question—Washington 


Please refer to Section 1(a), Rule 15, 
Consolidated Freight Classification No. 
18, which reads in part: “the charge for 
a LCL shipment must not exceed the 
charge for a minimum carload of the 
same freight at CL rate.” Sub-para- 
graph (b) of the same rule and section 
exempts from the provisions of this rule 
shipments on which pick-up or delivery 
service has been performed, except where 
otherwise provided in tariffs of individual 
carriers. 

Would the application of the carload 
rate on an LCL shipment, where it 
would figure lower, be precluded under 
sub-paragraph (b) above, where the car- 
rier for its convenience substituted a 
switch at the consignor’s plant for pick- 
up and a switch at the consignee’s plant 
for delivery? It would seem to us that 
this substitution would not constitute 
pick-up and delivery service because the 
shipper would have to load and the con- 
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signee to unload. Also, the carrier would 
perform no other service than it would 
perform if the shipment were tendered 
as carload freight. 


Answer 


The carrier may, for its convenience, 
substitute the placing of a car on the 
consignor’s and the consignee’s siding, 
in lieu of furnishing vehicles for pick-up 
and delivery service, which is in accord- 
ance with the Pick-up and Delivery 
Tariff. 

Such substitution constitutes an ad- 
mission that pick-up and delivery service 
was requested, for the Pick-up and De- 
livery Tariff provides that when pick-up 
and delivery service is to be performed, 
the carrier’s agent must be notified that 
such service is desired. 

Under the provisions of the Pick-up 
and Delivery Tariff, the carrier has the 
right to substitute freight cars in lieu 
of vehicles for pick-up and delivery serv- 
ice and when carriers elect to make such 
substitution, loading and unloading is 
to be performed by the consignor and 
the consignee. 


The substitution of freight cars for 
vehicles is as much a pick-up and deliv- 
ery service as if vehicles were used, and 
section 1(b), of Rule 15 of The Consol- 
idated Freight Classification precludes 
the application of section 1(a) of this 
same rule, under such circumstances. 

See, in this connection, American Sales 
Book Co. Inc. v. New York Central R. Co., 
263 I. C. C. 511, wherein a shipment which 
was accorded less-than-carload service 
under the pick-up and delivery tariff was 
found to be not subject to the provisions 
of section 1(a), of Rule 15. 


Liability of Carrier— 
For Delay in Investigating Claim 


Question—lIllinois 


We made a shipment approximately 
18 months ago, the consignee of which 
alleged non-receipt about one month fol- 































Slashe 
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lowing the date of shipment. We traced fla 
the carrier and failed to receive a reply, a 
therefore filed claim 16 months ago. Ameri 
The carrier has now presented evi- § ment ft 
dence of delivery to the consignee as ; 
having been accomplished about the time § ™Ot1v« 
that our claim was filed, and the bill 
shows evidence that at one time the ANNUA 
shipment had been refused by the con- Delive 
signee. In the meantime, the consignee ; | 
has gone out of business, and the where- built 1 
abouts of the members of the company plant s 
can no longer be learned, therefore we ; 
have no recourse to the consignee for § PTice Vv 
payment of the invoice on the shipment. § fuel co 
The question is whether or not the §, weel 
carrier has a liability for taking so long i 
a time to complete the investigation § tenanc 
and, through so doing, rendering it im- 
possible for us to recover from the con- 
signee? GI 
Answer 4 
We have been unable to locate 4 
decision which covers the point you raise. g 
The facts, as we understand them to be, ‘ 
are that the shipper having been ad- q 










vised by the consignee, when invoiced 
for the purchase price of certain goods, 
that delivery had not been made by the 
carrier, and, relying upon this state- 
ment, filed claim with the carrier in the 
regular way for the value of the ship- 
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Slashes switching costs $1700 a month! Ready for 
work 95% of the time! Gives maximum safety in in- 
flammable areas! The Calco Chemical Division of 
American Cyanamid knows that it made a wise invest- 
ment by purchasing a 65-ton G-E diesel-electric loco- 
motive to replace steam operation. 


ANNUAL RETURN—47% 

Delivered May, 1946, this 65-tonner is one of two G-E 
built locomotives used for transfer work and intra- 
plant switching at Bound Brook, N. J. The purchase 
price was paid back in less than 24% years. Hourly 
fuel costs were cut 84%. Derailments, more than one 
a week with the steamers, were eliminated. Main- 
tenance expenses were sharply decreased; and time 


GET THE FACTS ON LOW-COST SWITCHING! 
® Operating Results 

® Graphs 

® Tables 
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G-E Diesel-Electric Locomotive also 
increases safety in danger areas 








a year for 
chemical plant 





out for maintenance and inspection now averages just 
5% of the 16 hour working day. 


HOW YOU CAN BENEFIT 


This performance is typical of G-E locomotives in 
industry. Your plant will reduce switching time up 
to 50%—will switch cars dependably and economi- 
cally—will maintain the safest, cleanest working 
conditions possible—if you switch with G-E diesel- 
electrics. 

The savings in your plant can be accurately estimated 
in advance. Your G-E representative will help you 
determine your needs. Call or write him today. 
Apparatus Dept., General Electric Company, Schenec- 
tady 5, N.Y. 


Section A A-4909 
General Electric Company 
Schenectady 5, N. Y. 


Without obligation send me your fact-filled locomotive 
bulletin “‘Switch to Diesel-electrics and Save,’’ GEA-4909. 
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CLIPPER SCHEDULED WESTCOASTERS 
SAVE YOU AS MUCH AS 
55¢ PER HUNDRED POUNDS 


. . . on shipments from eastern 



























































and midwestern cities to 
California, Oregon and Washington 


From loading stations at Chicago, New York, Philadelphia and 
Baltimore, to destination terminals at Los Angeles, San Fran- 
cisco, Portland and Seattle, freight savings run as high as 55c 
per hundred pounds depending upon commodities and volume 
shipped. Clipper also maintains service from hundreds of 
points located in 23 eastern and midwestern states to all points 
in the states of California, Oregon and Washington at sub- 


stantial savings. 


ALL COMMODITIES HANDLED 


Although Clipper Westcoasters are not a daily service, ALL 
commodities are handled. Cars leave every other week and 
the tremendous savings that can be effected by this deferred 


service are passed on to YOU. 


WHAT CAN CLIPPER WESTCOASTERS 
SAVE YOU ON YOUR COMMODITIES? 


Send us a copy of your bill of lading or a list of the commod- 
ities you ship and we will indicate our rates. Compare these 
Clipper rates with those you are now paying and see for 
yourself the savings which Clipper Scheduled Westcoaster Serv- 
ice can effect for YOU! DO IT TODAY—We'll send rates by 


return mail! 


“Clipper Westcoasters ...a 
new service by an old Company” 


“SL ijpoer larlonding lempany 


, GENERAL OFFICES: 323 W. POLK iT , CHICAGO /7, L. 





LOADING TERMINALS: 
323 W. Polk St., Pier 49, North River Ontario & Trenton Sts., Mt. Royal Ave. & Oliver St. 
Chicago 7, Ill. New York 14, N. Y. Philadelphia 34, Pa. Baltimore 7, Md. 
WAbash 2-5515 Chelsea 3-2830 Cumberland 8-3600 Vernon 4946 
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ment. The carrier, we assume, in the 
regular course of its handling of claims, 
upon investigation, developed and proved 
that delivery of the shipment had been 
made, but during this time the consignee 
had gone out of business. 

The question to be determined, then, 
as we see it, is whether the carrier, hav- 
ing no knowledge of the fact, nor reason 
to believe that the consignee would be 
insolvent, or would retire from business 
within the time it held the claim for 
investigation, can be liable, in the event 
that more than a reasonable time for 
investigation elapsed between its receipt 
of the claim and its advice and proof to 
the shipper of the fact that delivery had 


been made, with the consequent loss to 
the shipper of his opportunity to obtain | 
payment from the consignee of the pur- 


chase price of the shipment. 


Our opinion is that, inasmuch as the 
carrier actually made and proved de- | 


livery of the shipment and, therefore, is 


not liable for the loss thereof, it cannot | 


be held liable for the value of the ship- 
ment merely on the ground that its in- 
vestigation, which proved this fact, was 
not made within such time as to afford 
the shipper an opportunity to recover 
the purchase price of the shipment from 
the consignee while he continued in 
business as a going concern. 

It is true that a carrier should 
promptly investigate and pay claims for 
loss of, injury or delay to shipments, but 
in this case no liability on the part of 
the carrier can be predicated upon the 
ground of negligence in the physical 
handling of the shipment, the only basis 
for liability being that it failed to act, 
in the investigation of a groundless 
claim, in time to afford the shipper an 
easier and more certain means of col- 
lecting a debt. This, in our opinion, 
does not constitute a legal basis for an 
action against the carrier for the value 
of the shipment. 

In other words, in our opinion, one 
party has no right against another party 
for the latter’s delay in establishing the 
fact that the former has no right of 
action against him, whereby the one 
party loses an opportunity to collect a 
debt from a third party. 


Routing and Misrouting— 


Duty of Carrier Where Rate and Route 
Shown in Bill of Lading but Rate is 
Not Applicable via Any Route 


Question—Texas 


Your answer to a question from IIli- 
nois, published on page 4 of the Decem- 
ber 3, 1949 issue of the Trarric Wor LD, 
needs some clarification. 


The question deals with the proper 
rate applicable on compressed cotton 
linters from Bayway, N.J., to Edmond- 
ton, Alberta, Canada, bill of lading rout- 
ing CNJ-RDG-WM-B&0O-CB&Q-GN. 

The Chicago-Sweetgrass combination 
would be applicable even if the shipper 
showed some other rate in the bill of 
lading, because the carriers are required 
to protect the lowest combination ap- 
plicable via route of movement. 


The Portal, North Dakota combina- 
tion could not, however, be protected, 
as the carriers named in the bill of lad- 
ing do not pass through this gateway, 
Portal being served by the Soo Line 
exclusively. Furthermore, the shipper 
indicated by inserting the Sweetgrass 
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the combination that it was intended that 

‘ims, the shipment enter Canada through 
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hav- Switzer Lumber Company case, there 

ason was some doubt as to the shipper’s in- 

i be tention due to the conflict in the rate 
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of * will agree the above its correct. 
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; the sidered the rate from origin to destina- 
de- tion of the shipment. It does not appear 
re, is that it was the rate and, if not, we are 
nnot §@ still of the opinion that the principle 
ship- § of the Union Saw Mill Case, 40 LC.C. 
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YOU ARE ON 
The RIGHT Road! 


When you route your shipments via A&D, or when 
you phone, call in person, wire or write us about 
TRANSPORTATION SERVICE you are definitely on the 
right road. This is a New Year, a New Railroad, a 
New Opportunity to serve you! 


HARRISBURG 
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Cumberland 
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Newport News 
NEST NORFOLK 


The Atlantic and Danville Railway Co. 


GENERAL OFFICES: 115 W. Tazewell St., Norfolk 10, Virginia, Tel. Norfolk 41978 
TRAFFIC AGENCIES—New York: 500 Fifth Ave., Tel. Bryant 9-2079. Atlanta: 901 


William Oliver Bldg., Tel. Walnut 9151. 


Danville: 650 Craghead St.. Tel. Danville 4228 
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The Commission made public at noon, 
January 12, its sixty-third annual re- 
port to Congress. The report is dated 
November 1, 1949, and covers the period 
from November 1, 1948, to October 31, 
1949, except as otherwise noted. 


The report is unusual in that it con- 
tains no legislative recommendations. 
The Commission said it believed it 
should “make no recommendations as 
to basic matters affecting transportation 
in a large way” because of “important 
inquiries” being conducted by the gov- 
ernment in the field of transportation. 


The 184-page printed report consists 
largely of a review of the powers granted 
the Commission and its activities in the 
period mentioned under those powers, 
broken down into general regulatory sub- 
jects and into the details of the work 
of the various Commission departments. 


The report is for sale by the Super- 
intendent of Documents, U.S. Govern- 
ment Printing Office, Washington 25, 
D.C., for $1.25 a copy (cloth bound only). 


Legislative Recommendations 


Although, as stated, the Commission 
did not follow its usual practice of set- 
ting forth in its annual report a num- 
ber of formal legislative recommenda- 
tions, it did, in its review of voluntary 
reorganizations of carriers, recommend 
that consideration be given to amending 
section 20b of the interstate commerce 
act. That section permits voluntary re- 
organization of railroads to avoid bank- 
ruptcy, if a specified percentage of the 
outstanding securities are voted in favor 
of the necessary changes in outstanding 
securities. 

In explanation of the lack of formal 
legislative recommendations, under the 
heading, “Investigations of Transporta- 
tion by Direction of the President and 
of the Congress,” the Commission re- 
ferred to studies by the interstate com- 
merce committees of the House and 
Senate after World War I and the pas- 
Sage of the transportation act of 1920. 
It then referred to the addition of the 
motor carrier, water carrier, and freight 
forvarder parts to the act. 


Postwar Problems 
During World War II, said the Com- 
Mission, transportation with but slight 
exceptions was carried on by the owner- 
companies with “notable efficiency and 
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TRAFFIC AND TRANSPORTATION NEWS TOO LATE TO CLASSIFY 


.C.C., in Annual Report to Congress, 
Omits Usual Legislative Recommendations 


Agency Decides to Make No Recommendations in View of the 
‘Important Inquiries’ Being Conducted by the Government. 
Notes Effect of Buyer’s Market on Rate-Making Problems. 


general satisfaction to the public,” and 
continued: 

“In the 4 years since the close of 
armed hostilities, it has become in- 
creasingly clear that the peacetime econ- 
omy of the country will require most of 
the transportation facilities which were 
believed 10 years ago to have been pro- 
vided too far ahead of the traffic. There 
is still complaint that there are not 
enough new railroad cars, and that they 
are still needed in greater numbers and 
for greater variety of uses. While the 
railroads have less traffic than during 
the peak years of the war, as was to be 
expected, that traffic has been in the 
main greater than many would have 
forecast, and there has been a substantial 
increase in the tonnage carried on the 
inland waterways and on the highways. 

“The problems today are not how to 
rehabilitate transportation facilities 
shown up by war as inadequate and ob- 
solete, as was the case in 1919, but how 
best to serve with economy and improv- 
ing efficiency transportation facilities 
taxed to their capacity during the war 
and somewhat more than adequate for 
the requirements of peacetime domestic 
economy. 

“So many problems are new and in 
detail somewhat different from those of 
earlier years. The Congress is alert to 
these changes and their significance. For 
several sessions the House committee on 
interstate and foreign commerce has un- 
der the authority of appropriate resolu- 
tions made important inquiries into the 
growth and interrelation of various 
agencies of transportation. Under S. 
Res. 50, the Senate committee on in- 
terstate and foreign commerce has un- 
dertaken a comprehensive inquiry into 
all phases of transportation. In an out- 
line, ‘Progress of the Senate Transporta- 
tion Inquiry’ on October 6, 1949, the 
latter committee said: 

“Tt is, of course, essential that we 
know first what the facts are before we 
make any attempt to criticize the picture 
or to recommend changes. This initial 
phase of the work is one of fact gather- 
ing, not of evaluation. The Subcommit- 
tee hopes to have the facts substantially 
together in thoroughly double-checked 
and concise form by the first of the year, 
and to start off, at that time, on the job 
of evaluation. 

“‘This second phase will consist, in 
important part, on full hearings in which 
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representatives of the transportation in- 
dustries, of trade associations, shippers 
and of various government agencies and 
others will be able to set forth clearly 
their feelings as to what these facts 
mean and where, in their opinion, we 
are heading, and should head. These 
same people have given us splendid co- 
operation in the fact-gathering phase of 
our study, and I feel certain that we 
shall continue to work closely as we move 
into the evaluation phase.’ 

“While these important investigations 
are being made by the committees of 
Congress, the executive departments have 
been and are busy with the various 
studies of different phases of Govern- 
ment participation or use of transporta- 
tion, and some of the results of these 
studies havé appeared from time to time 
in connection with the reorganization of 
executive departments. In one way or 
another everyone who uses transporta- 
tion, or who is responsible for the con- 
duct of transportation—shippers, shipper 
organizations, carriers, carrier organiza- 
tions—all are being called upon to 
present their views with reference to the 
future of transportation, and in the 
particular phases of which each one ex- 
presses himself as being especially in- 
terested. 


“In view of these important inquiries 
into what is new in problems of inter- 
state and foreign transportation, and of 
the thorough review of current informa- 
tion concerning these problems, we be- 
lieve that at this time we should make 
no recommendations as to basic matters 
affecting transportation in a large way. 
There are, however, minor matters not 
of major importance where legislation 
would be helpful, and as to several of 
which we have made recommendations 
from time to time.” 


Since the period covered by the report 
ended October 31, 1949, it did not men- 
tion the report made in December by 
Secretary of Commerce Sawyer to the 
President, at the request of the latter, 
on policy issues involved in federal pro- 
grams in the transportation field. The 
Secretary reported there was need for 
harmonizing federal promotional trans- 
port policies by central control and for 
more specific standards to guide ad- 
ministrative agencies (T.W., Dec. 17, 
1949, p. 19). 


Section 20b Suggestion 


The Commission reviewed the applica- 
tions filed with it for voluntary reor- 
ganization of railroads, observing that in 
four cases the plans, as submitted, re- 
ceived the requisite approval of each 
class of securities and that it had issued 
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its final reports and orders approving 
and authorizing the alteration or modi- 
fication. Those four proceedings in- 
volved the Macon, Dublin & Savannah 
Railroad Co.; Atlantic & Danville Rail- 
way Co.; Lehigh Valley Railroad Co.; 
and Central Railroad Co. of New Jersey. 
It said the result of submission of the 
approved plan to holders of Montana, 
Wyoming & Southern Railroad Co. se- 
curities had not been reported to it. 

The Commission said paragraph (3) 
of section 20b provided, in connection 
with obtaining assents to a modification 
or alteration by holders of securities or 
evidences of indebtedness, that such 
security or evidence of indebtedness 
should not be deemed to be outstanding 
if it determined the assent of the holder 
to be within the control of the carrier 
applying for authority for an alteration 
or modification, or of any person or 
persons controlled by the carrier. 

Its experience, said the Commission, led 
it to believe that the denial of the rights 
of such stockholders to register their 
assent to such proposals might result 
in the failure of meritorious plans 
through the refusal of a small minority 
of stockholders to assent, or to register 
any vote. The Commission said it 
seemed to it that the protection for 
minority groups which Congress in- 
tended to provide could be obtained by 
considering the stock held by controlled 
or controlling interests to be outstanding 
and by permitting the Commission in 
such cases to increase the percentage of 
assents necessary for approval to the 
extent it deemed just and reasonable 
in the light of the situation in each 
case. The Commission continued: 

“Accordingly, we recommend that con- 
sideration be given to amending section 
20b of the interstate commerce act so 
that in connection with determination 
of the percentage of outstanding securi- 
ties assenting to proposed modifications 
or alterations, securities of any class en- 
titled to vote for the election of directors 
of the carrier whether or not controlled 
by or controlling the carrier, shall be con- 
sidered as outstanding, but that if we 
determine that 25 per cent of the se- 
curities of such class are so controlled 
by or control the carrier, we may pre- 
scribe such percentage in excess of 175 
per cent as requisite for approval of 
the proposals as we may determine to be 
just and reasonable and in the public 
interest.” 


Review of Year 


The year covered by the report, said 
the Commission at the beginning of its 
report, had been one of great difficulty 
for many carriers and shippers. It said 
the process of inflation, that had had so 
important a bearing on its work in recent 
years, was checked and that price de- 
clines began to appear. Demands for 
consumer and producer goods that had 
been “backed up” during the war, con- 
tinued the Commission, came to be satis- 
fied in many lines, industrial production 
showed a general decline, and “a buyer’s 
market, with all it implies, developed in 
most branches of industry.” Strengthen- 
ing factors began to appear in the sum- 
mer, it said, but that adverse conditions 
in certain major industries subsequently 
lowered the scale of production. 

Referring to the request of the rail- 
roads for an increase of about 13 per 
cent in freight rates and charges to 
offset higher costs, which were mainly, 
it said, the result of the 40-hour week 
for nonoperating employes, the Commis- 
sion said that “we handled this petition 
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with all possible expedition, considering 
the magnitude and complexity of the 
issues.” 

Discussing briefly some of the economic 
aspects of the interim and final increases 
granted the railroads in that proceeding, 
the Commission said that, while the in- 
crease allowed was considered unlikely 
to have any important bearing on the 
problem of inflation, on the general func- 
tioning of the country’s economy, or on 
the cost of living, “we were concerned, 
among other matters, over what an in- 
crease added to six other general in- 
creases permitted since June 30, 1946, 
would have on diverse segments of the 
national economy and on carrier reve- 
nues.” 

After saying the general level of whole- 
sale prices and the level of freight rates, 
while the latter remained below the in- 
crease in prices, had drawn much closer 
in the past year, and that it had en- 
deavored to adjust the burden of the fur- 
ther increase among commodities and 
sections of the country to produce rates 
it could consider just and reasonable, the 
Commission reviewed estimates of the 
cumulative increase in freight rates since 
June 30, 1946. 

The Commission said it had no doubt 
that some of the effects of a compound- 
ing of rate increases predicted by ship- 
pers were being felt, adding that, while 
shipper resistance to any further increase 
was not universal, it had been stronger 
than previously, with some requests that 
previously granted increases be removed, 
and heavy emphasis placed on the form 
the increase should take in order to 
preserve or restore as far as possible 
desired rate relationships. 

“One consequence of the cumulative 
increases of the past 3 years undoubtedly 
has been a disturbance of many proc- 


esses of production and distribution with 


permanent changes in the economic map 
of the country,” continued the Commis- 
sion, “although other factors have also 
contributed to the same result.” 


Effect on Revenues 


The Commission also said it had been 
concerned over the “uncertain revenue 
effect of a further increase in railroad 
rates.” It added that, “in this buyer’s 
market more than commonly are ship- 
pers looking for economies in transporta- 
tion as they are as to other items of cost.” 
It said resort to a greater extent than 
before to highway, water, and pipe-line 
transportation seemed very likely, adding 
that “such diversion would be to con- 
tract and private carriers as well as to 
common Carriers.” 

Reduction of bituminous coal produc- 
tion, the steel strike, the stoppage of all 
operations on a major railroad, and other 
factors had distorted the statistics to 
which it would turn for data as to re- 
cent developments, and changes in gen- 
eral business conditions also must be 
considered, said the Commission. 

However, it continued, it might note 
that the slight decline in miscellaneous 
carloadings (largely manufactures) 
noted in its last report had become 
‘nearly 13 per cent in 4 weeks in Sep- 
tember as compared with the same 
period in 1948, and that the loss of less- 
than-carload traffic, which had been ma- 
terial in the 11 months ended in 
September, 1948, had become even 
greater.” It continued: 

“The adjusted index of industrial pro- 
duction, on the other hand, which stood 
at 191 in the first 9 months of 1948 
(1935-39=100) and at 192 in September 
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1948, had declined to 177, or by 7 per 
cent, in the first 9 months of 1949 and 
stood at 172 (preliminary) in September, 
1949. Total carloadings other than load- 
ings of grain, grain products, and live- 
stock, declined in the same period 15 
and 25 percent, respectively, under the 
same periods of 1948. According to a 
staff estimate, motor carriers subject to 
our jurisdiction accounted in 1944 for 
3.45 per cent, in 1946 for 4.87 per cent, 
and in 1948 for 6.27 per cent of the com- 
bined rail and motor ton-miles. In terms 
of revenue, the motor share rose from 
15.85 per cent in 1944 to 21.69 per cent 
in 1946 and 25.44 per cent in 1948. Indi- 
cations are that the trend has continued 
in 1949. Rail freight traffic remains, 
however, substantially above that of any 
prewa: year. 

“Railroad passenger traffic also has 
shown a further decline since the period 
of our last report. In July 1949, pas- 
senger-miles of coach travel were 16.3 
per cent under the volume for the same 
month in 1948; passenger-miles in par- 
lor and sleeping travel were 18.9 per 
cent lower. Revenue declined 12.5 and 
17.3. per cent, respectively. Revenues 
from the two services were 7.2 per cent 
lower in the first 7 months of 1949 than 
in the same period of 1948. Including 
commutation travel the decline in rev- 
enues was 6.4 per cent. 

“The railroad situation at this time 
has some particularly difficult aspects. 
Rates had to rise to cope with advancing 
costs, but increases in rates have placed 
the railroads in a less favorable competi- 
tive position and have caused changes 
which have lessened the demand for 
transportation. Railroad plant has been 
improved to enable the achievement of 
lower operating costs and better service. 
Successful use of this improved plant de- 
pends in part, however, on volume traf- 
fic, and volume has been dissipated to 
some extent by higher prices for rail 
service. In the hearings which resulted 
in the general rate increase authorized 
on August 2, railroad witnesses referred 
on more than one occasion to the fact 
that prior increases on given traffic had 
yielded greater gross revenue on a lower 
volume of traffic. As we said in that de- 
cision, this situation is not a healthy one 
for the railroads or for the Nation. The 
historic attitude of the railroads, a re- 
flection of the nature of railroad costs, 
has been one of putting great emphasis 
on building up tons and ton-miles. The 
present situation is one in which more 
revenue is being sought from some 
traffic for less volume of service. Losses 
to other means of transportation, reloca- 
tions of plants, or substitutions of com- 
modities have effects which are diffi- 
cult to overcome. How far this situation 
is permanent ~ contingent upon a num- 
ber of factors, not the least of which is 
the future trend of costs of the rail- 
~oads and their competitors. The process 
may appear to be one which involves a 
rationalization of railroad plant—of 
gearing it to what it can do best—or it 
may be that conditions are more adverse 
at the moment than they will prove to 
be in the longer run.” 


Attacks on Problem 


The Commission said several lines of 
attack “on this difficult problem” were 
being tried by the railroads, one of which, 
it said, was the achievement of lower 
costs through greater efficiency. It said it 
had viewed this problem as one involv- 
ing the whole gamut of railroad opera- 
tions and as requiring the wholehearted 
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cooperation of employes. It referred to 
certain “high-cost or high-loss areas” 
it said particularly called for attention, 
naming terminal operations involving a 
large element of labor cost, Passenger- 
train service and allied services, and 
abandonment of unprofitable train serv- 
ices, or substitution of motor services, 
which it said were steps in the right 
direction. 

The Commission said shippers were 
more critical of rail service in a buyer’s 
market than otherwise would be the 
case, adding that “less-than-carload 
service continues to be subject to criti- 
cism.” It said it was necessary to observe 
that the furnishing of better service often 
involved the provision of improved fa- 
cilities or the ‘“incurrence” of other 
costs. 

“The problem is one, therefore, largely 
for management to decide on the basis 
of its best judgment of what the out- 
come is likely to be in terms of net in- 
come,” said the Commission, “but the 
cooperation of shippers, the public, and 
regulatory agencies is needed.” 

Another line of attack was selective ad- 
justment of rates to meet the difficulties 
of producers or distributors in given areas 
or to lessen diversion to other media of 
transportation, said the Commission, 
adding that it had called attention to 
that possible course of action in recent 
general rate-level decisions. It said it 
recognized that action of the latter kind 
gave rise to complaints and rate adjust- 
ments on the part of those competitors. 
The prevailing buyer’s market, it said, 
contributed to the severity of these is- 
sues, aS did the basic condition of an 
oversupply of means of transportation in 
terms of peacetime requirements. 


Safety, Locomotive Reports 


Coincidental with the release of its 
annual report, the Commission also re- 
leased the report of the director of the 
Bureau of Safety to the Commission, and 
the thirty-eighth annual report of the 
director of the Bureau of Locomotive 
Inspection to the Commission, each for 
the fiscal year ended June 30, 1949. 

These reports are for sale by the Super- 
intendent of Documents, Washington, 
D.C., for 15 cents each. 


Rail Carloadings, Year's 
First Week, 2.3 Per Cent 
Above Christmas Week 


Loading of revenue freight the week 
ended January 7, which included New 
Year’s Day holiday, totaled 506,947 cars. 
This was a decrease of 214,560 cars or 29.7 
per cent below the corresponding week 
in 1949, and 323,863 cars or 39 per cent 
below the corresponding week in 1948, 
neither of which weeks included holidays. 

Loading of revenue freight for the 
week ended January 7 increased 11,313 
cars or 2.3 per cent above the preceding 
Christmas holiday week. 

Coal loading amounted to 83,906 cars, a 
decrease of 80,104 cars below the corre- 
sponding week a year ago and a decrease 
of 6,284 cars below the preceding week, 
the A.A.R. said, and continued: 

Miscellaneous freight loading totaled 269,- 
563 cars, a decrease of 77,124 cars below the 
corresponding week last year, but an in- 
nary of 11,254 cars above the preceding 

Loading of merchandise less-than-carload 
freight totaled 61,574 cars, a decrease Of 27,- 
176 cars below the corresponding week last 


year, and a decrease of 1,207 cars below the 
Preceding week. 
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Grain and grain products loading totaled 
33,168 cars, a decrease of 13,866 cars below 
the corresponding week in 1949, but an in- 
crease of 704 cars above the preceding week. 
In the Western Districts, grain and grain 
products loading for the week of January 
7, totaled 20,505 cars, a decrease of 9,976 cars 
below the same 1949 week but an increase 
of 536 cars above the preceding week. 

Livestock loading amounted to 8,342 cars, 
a decrease of 2,682 cars below the same 
week in 1949, but an increase of 2,098 cars 
above the previous week. In the Western 
Districts, loading of livestock for the week 
of January 7 totaled 6,295 cars, a decrease 
of 1,654 cars below the same week a year 
ago, but an increase of 1,996 cars above the 


preceding week. 
Forest products loading totaled 28,405 


cars, a decrease of 6,788 cars below last year, 
but an increase of 5,124 cars above the 
previous week. 

Ore loading amounted to 10,229 cars, a de- 
crease of 2,472 cars below last year, and a 
decrease of 255 cars below the previous 
week. 

Coke loading amounted to 11,760 cars, a 
decrease of 4,348 cars below the same week 
last year, and a decrease of 121 cars be- 
low the previous week. 

All districts reported decreases compared 
benny the corresponding weeks in 1949 and 


(See earlier Report on page 62) 


Postal Rate Increase Bill 


Recommitted by Senate 


Acting on a request by Chairman 
Johnston, of the Senate post office and 
civil service committee, the Senate on 
January 11 agreed, by “unanimous con- 
sent,” to recommit to the Johnson com- 
mittee S. 1103, the postal rate increase 
bill which the committee had reported 
to the Senate in the First session of the 
present Congress (T.W., Oct. 1, 1949, p. 
46, and Oct. 8, p. 53). 


Senator Johnston, in asking for recom- 
mital of the bill, did not state his reasons 
for making the request, but at the offices 
of his committee it was said that the 
committee was contemplating’ some 
changes in its provisions. As reported, 
S. 1103 made provision for increases of 
about $100,000,000 a year’in Post Office 
Department revenues. It was pointed 
out that the President in his budget mes- 
sage called for postal revenue increases 
in fiscal year 1951 totaling $395 million 
(see elsewhere). 


A.T.A. Executive Committee 
To Meet February 1 and 2 


The executive committee of the Ameri- 
can Trucking Associations, Inc., will take 
up subjects of major importance to the 
trucking industry at a meeting sched- 
uled to be held in Washington, February 
1 and 2. Among the items to be given 
consideration are the industry’s public 
relations activities, various questions now 
pending before the Commission and in- 
surance problems. 


The meeting will open with a report by 
Henry E. English of Dallas, Tex., presi- 
dent of A.T.A. This will be followed by 
reports from John V. Lawrence, manag- 
ing director of the association, from 
A.T.A. departments and from several 
committees. 


Among other things, consideration will 
be given to the interstate commerce act’s 
exemptions of so-called shipper coopera- 
tives, changes in the existing rules and 
equipment specifications for the National 
Truck Roadeo, and the Commission’s 
surety bond filing requirements. ~~ 
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Transport Tax Legislation 


Discussed in Senate 


While the Senate had under consider- 
ation an amendment in the nature of a 
substitute for H. R. 2023, a bill to reg- 
ulate oleomargarine and to repeal cer- 
tain taxes relating to oleomargarine, 
January 11 and 12, Senators Wiley, of 
Wisconsin, and Gillette, of Iowa, ac- 
cepted an amendment to their “sub- 
stitute” amendment which would repeal 
certain excise taxes and reduce others, 
including the tax on transportation of 
persons. 

The excise-tax amendment was offered 
by Senator Butler, of Nebraska. One 
of the provisions of the Butler amend- 
ment was for a reduction of the tax on 
transportation of persons to 10 per 
cent from the present level of 15 per 
cent. Senator Wiley said in the Senate 
on January 12 he agreed with Senator 
Butler that the time was long overdue 
to effect such a reduction in the tax on 
transportation of persons. Senator Lucas, 
of Illinois, objected to inclusion of pro- 
visions for excise-tax repeal or reduc- 
tion in the oleomargarine bill, saying 
that “such an amendment does not be- 
long in this bill.” He noted that a like 
amendment, offered by Senator John- 
son, of Colorado, was attached to H.R. 
3905, a House-approved bill to reduce 
the tax on the importation of copper, 
which was now on the Senate calendar. 
He indicated that the Senate would 
take up H.R. 3905 “before we finish,” 
and suggested that the Senate would 
then be “in a position to discuss with 
the committee on ways and means of 
the House the question of the repeal of 
excise taxes.” 

In the House, Representative Scudder, 
of California, introduced H.R. 6636, to 
repeal the taxes on transportation of per- 
sons, and Representative Young, of Ohio, 
introduced H.R. 6641, “to reduce or repeal 
certain excise taxes.” The Young bill 
would repeal the war tax on transporta- 
tion of: persons and would reduce the 
tax on transportation of property, other 
than coal, from 3 per cent to 114 per cent, 
while reducing the tax on transportation 
of coal to 2 cents a net ton from the 
present level of 4 cents a net ton. 

Bills to amend the railroad retirement 
act were introduced in the House, as fol- 
lows: 

H.R. 6628, by Representative McMillan, 
of South Carolina; to provide a 20 per 
cent increase in the annuities and pen- 
sions payable to railroad employes. 


H.R. 6666, by Representative Ford, of 
Michigan, to amend the railroad retire- 
ment act of 1937 so as to provide full 
annuities, at compensation of half sal- 
ary or wages based on the five highest 
years of earnings, for individuals who 
have completed 30 years of service or 
have attained the age of 60; and HR. 
6667, also by Representative Ford, to 
amend the railroad retirement act of 1937 
to permit retirement with full annuity 
at age 60 after 30 years’ service. 

Other new bills of interest in the field 
of transportation are the following: 


H.R. 6637, to amend section 27 of the 
merchant marine act, 1920, with respect 
to the transportation of certain portable 
stevedoring gear and tackle by vessels 
of foreign registry; by Representative 
Thompson, of Texas. 

H.J. Res. 391, to declare July 4, 1950, 
as the date of cessation of hostilities in 
the present war; by Representative 
Miller of Nebraska. 




























































































_ AN INDUSTRIAL SITE 


A BRANCH PLANT 


¢ 
MINNEAP 
SY BEAPOcis 


VOEAL INDUSTRIAL SITES 





Numerous ideal industrial sites strategically 
located are available for many types of 


business on the “Great Western”. 


Close access to rich markets and sources of 
raw materials coupled with favorable freight 
rate structures assure profitable production. 


GEORGE R. GREGG, Vice President in Charge of Traffic 
CHICAGO, ILL 


Availability of labor— skilled and semi-skilled 
-abundant water-fuel-power-low tax 
rates—and fast, adequate transportation fa- 
cilities, merit your consideration. 


Confidential service to management-—our 
experience is at your disposal. 


B. R. HARRIS, General Industrial Agent 
CHICAGO, ILL 


CHICAGO GREAT WESTERN RAILWAY 
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THE WEEK IN TRANSPORTATION 


peepee , py SS, a 


Over $1.7 Billion for Transport Agencies 
Included in Government's Budget for ‘51 


Concern About Subsidies Expressed by President in Budget 


Message. 


Proposed Government Financing of Roads, Airways 


And Waterways Outlined. Postal Rate Increases Advocated. 


Federal government expenditures to- 
taling approximately $42.4 billion for 
fiscal year 1951—the year beginning July 
1, 1950—and including an estimate of a 
total of $1.7 billion for transportation 
and communication services (that figure 
being conditioned on enactment of legis- 
lation to increase Post Office Department 
revenues by about $400 million a year) 
were contemplated in the budget which 
Congress received, together with Presi- 
dent Truman’s budget message, on Janu- 
ary 9. 

In a chart which accompanied the 
budget presentation it was shown that 
revenue receipts of the government in 
fiscal year 1951, on the basis of present 
s tax rates, were estimated at $37.3 billion. 
Noting that the estimated budget deficit 
for fiscal 1951 thus was $5.1 billion, the 
President said he would “shortly recom- 
mend to the Congress certain adjust- 
ments in our tax laws which will produce 
some net additional revenue in 1951, not 
reflected in this budget.” 


Big Sums for Four Agencies 


According to a tabulation in the Presi- 
dent’s budget message, the estimated 
total expenditures in fiscal 1951 for 
“transportation and communication” 
would be $1,682 million, the larger part 
of which would be spent by four agen- 
cies: The Maritime Commission, the 
Army Corps of Engineers (for river and 
harbor work), the Civil Aeronautics Ad- 
ministration, and the Bureau of Public 
Roads. The tabulation contained only 
two comparatively small items relating 
exclusively to communication services. 
They were (1) regulation of communi- 
cation, for which expenditures of $7 mil- 
lion were estimated, and (2) the Alaska 
communication system, for which the 
estimated expenditures for fiscal year 
1951 were $4 million. 

Other items in the President’s list of 
proposed expenditures for transportation 
and communication for fiscal 1951 and 
the general headings under which they 
appeared were shown in his budget mes- 
Sage as follows: 

Promotion of merchant marine: Mari- 
time Commission, $222 million estimated 
for 1951, as against an estimated total 
of “161 million for fiscal year 1950 and 
actiial expenditures of. $122 million for 
fisc::1 1949; Inland Waterways Corpor:- 
tion. $3 million estimated for 1951, con- 
tingent on enactment of legislation to 
Increase the authorized capitalization of 
the I.W.C. (a bill to increase the corpo- 
Tation’s capital stock by $7 million has 


been reported to the Senate), as against 
$1 million appropriated in the current 
fiscal year. 


Navigation Facilities 


Provision of navigation aids and facili- 
ties: Panama Canal, $20 million esti- 
mated for fiscal 1951, the same as the 
amount expected to be used for that 
Purpose in fiscal 1950 but $3 million 
more than was spent in fiscal 1949; 
Army Corps of Engineers, $243 million 
estimated for fiscal 1951, for river and 
harbor projects, compared with antici- 
pated total of $212 million for current 
fiscal year and $160 million actually 
spent in fiscal 1949; St. Lawrence seaway, 
$4 million estimated for 1951, contingent 
on enactment of pending authorizing 
legislation; Coast Guard, $181 million 
estimated for fiscal 1951, as against esti- 
mated total of $158 million for cur- 
rent fiscal year and actual expenditures 
of $132 million in fiscal year 1949; In- 
terior Department, $3 million estimated 
for 1951, compared with $1 million for 
1950. 

Promotion of aviation: Civil Aeronau-- 
tics Administration, $226 million esti- 
mated for fiscal year 1951 (compared 
with $187 provided for current fiscal 
year and $143 spent in fiscal year 1949, 
plus $4 million for Alaska airport work 
in 1951, dependent on enactment of 
authorizing legislation, which would be 
added to $1 million spent for such work 
in fiscal 1950. 

Provision of highways: Bureau of Pub- 
lic Roads, $504 million estimated for fiscal 
year 1951, compared with $490 million 
provided for current fiscal year and 
actual expenditures of $414 million in 
fiscal year 1949; Alaska roads (Interior 
Department), $23 million for fiscal 1951. 
the same as for the current fiscal year 
but $7 million more than for fiscal 1949, 
with an additional $3 million to be spent 
in 1951 if legislation to be requested is 
enacted. 


Regulation of transportation: $16 mil- 
lion for fiscal year 1951, as against $15 
million estimated for 1950 and a like 
amount actually spent in fiscal year 
1949. 


Other services to transportation: Re- 
construction Finance Corporation. $6 
million estimated for 1951, compared witr. 
$2 million for fiscal year 1950; Coast and 
Geodetic Survey, $12 million estimated 
for 1951, the same as for 1950 but $2 
million more than for fiscal 1949; Alaska 
Railroad, $41 million for 1951, compared 


with $30 million for current fiscal year 
and $33 million for fiscal 1949. 

Postal service deficit: Expenditures of 
$555 million for fiscal 1951 contemplated 
under present. programs, of which 
amount $395 million would be offset by 
revenue increases anticipated in event 
of enactment of new legislation to in- 
crease postal rates. 


Truman Concerned About Subsidies 


In discussion of appropriations for 
transportation in his budget message, 
President Truman said he was “seriously 
concerned” by the increasing cost of ex- 
isting subsides for the American mer- 
chant marine. He observed that the 
subject of government aid to the mer-- 
chant marine was being studied by “the 
executive agencies concerned.” 

“Until such studies are completed,” he 
said, “we should proceed cautiously with 
existing subsidy programs, and should 
avoid commitments for any major new 
programs. The budget for 1951 has been 
developed on that basis.” 

His remarks on the subject of aviation 
expenditures included a recommenda- 
tion for immediate enactment of legis- 
lation to authorize the separation of 
subsidy payments to air carriers from 
compensation paid to them for trans- 
portation of mail. He prefaced that 
recommendation with the statement 
that “the recent rise in total air-mail 
payments—to an estimated level of about 
$125 million dollars in 1950—has made 
it increasingly important that the sub- 
sidy element be separately identified.” 
He said subsidies to the airlines should 
be “paid from funds appropriated to 
the Civil Aeronautics Board specifically 
for that purpose.” Under existing law, 
the money the airlines receive from the 
government, including the subsidy 
element as well as pay for transport of 
mail by air, is paid to them out of Post 
Office Department funds. 


President’s Views on Transport 


The President’s discussion of trans- 
portation. and communication in his 
budget message follows: 

“Efficient transportation and com- 
munication services play a major role 
in promoting the economic growth of 
our country and in assuring our na- 
tional security. Throughout our history, 
the federal government has traditionally 
supplemented private enterprise in this 
field, wherever necessary to assure ade- 
quate services at reasonable cost. To 
this end, the government provides basic 
facilities; it regulates economic and 
safety aspects of commercial operations; 
it subsidizes essential services which 
could not survive without government 
aid. In the fiscal year 1951, an esti- 
mated 1.7 billion dollars will be. spent 
for these activities, a decline of 212 mil- 
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lion from 1950. This assumes a reduc- 
tion of the postal deficit to a reasonable 
level, through enactment of postal rate 
increases. 

“Most of the federal transportation 
expenditures, are for the provision and 
operation of physical facilities. Direct 
federal expenditures for aviation facili- 
ties, Marine navigation aids, waterway 
improvements, and roads will amount to 
about $600 million in 1951. In addition, 
grants to state and local governments 
for the construction of highways and 
airports will account for $514 million. 
Although these programs make im- 
portant contributions to the develop- 
ment of our economy, over-all budgetary 
considerations make it impossible to pro- 
ceed with them as rapidly as we should 
like. The 1951 budget recommendations 
have been held as close to the 1950 level 
as program commitments would allow. 

“The long-term interests of the general 
taxpayer, as well as the users of trans- 
portation, will best be served by the 
development of a balanced transporta- 
tion system, substantially independent of 
government support. It is essential that 
the various promotional and regulatory 
activities of the government fit together 
into a unified transportation program 
aimed at achieving that goal. At my 
request, the Secretary of Commerce re- 
cently prepared a report outlining the 
major policy issues which need to be 
resolved in order to assure such a pro- 
gram. This report is now being re- 
viewed within the executive branch, and 
I shall later transmit recommendations 


for any legislation or other action that 
may prove appropriate. 


Merchant Marine 
“Under the merchant marine act of 


1936, the federal government provides 
both construction and operating subsidies 
to the maritime industry, intended to 
offset the competitive effects of lower 
foreign costs. In the fiscal year 1951, 
operating subsidies alone are estimated 
to accrue in the amount of $63 million, 
ebout five times the average annual level 
before the war. Shipbuilding subsidies 
have recently averaged close to 45 per 
cent of the domestic cost of vessel con- 
struction, exclusive of national defense 
features financed entirely by the govern- 
ment. 

“T am seriously concerned by the in- 
creasing cost of these existing subsidies 
and by the potential cost of new sub- 
sidies now being advocated. Our na- 
tional security requires an efficient nu- 
cleus of merchant shipping and ship- 
building, adequate to permit such ex- 
pansion as may be required by a future 
emergency. However, to limit the bur- 
den on the taxpayer, this subsidy pro- 
gram should be held to the minimum 
level that will satisfy national defense 
needs. In determining this level, full 
account must be taken of the availability 
of vessels from friendly nations in the 
event of an emergency. The existence 
of the North Atlantic Treaty provides 
a framework within which joint inter- 
national planning of shipping mobiliza- 
tion may proceed. 

“The entire subject of government aid 
to the merchant marine is now under 
active study by the executive agencies 
concerned. Until such studies are com- 
pleted, we should proceed cautiously 
with existing subsidy programs, and 


should avoid commitments for any major 
new programs. The budget for 1951 has 
been developed on that basis. 
“Expenditure increases for 1951 for 
ship construction and for operating 
subsidies will be partially offset by re- 
ductions in other Maritime Commission 
activities. The maritime training pro- 
gram is being reduced in size, and con- 
solidated at three locations. Authority 
for ship chartering, scheduled to expire 
on June 30, 1950, does not now appear 
to be required beyond that date. Ex- 
penditures will also be lower for the 
liquidation of wartime obligations. 


Navigation Aids and Facilities 


“The safety of surface and air opera- 
tions at sea requires the navigational 
aids, rescue stations, and other services 
provided by the Coast Guard. Expendi- 
tures for these activities are estimated 
to increase from $158 million in 1950 to 
$181 million in 1951. This increase is 
largely for the replacement of over-age 
aircraft, and for more adequate main- 
tenance of existing facilities. 

“The 1951 recommendations do not 
provide for starting construction on any 
new river and harbor projects of the 
Corps of Engineers. Projects already 
under way will, however, require an 
increase in expenditures from $212 mil- 
lion in fiscal year 1950 to $243 million 
in 1951, and a further increase in 1952. 


“IT repeat most emphatically my pre- 
vious recommendations for approval of 
the St. Lawrence waterway and power 
project. Authorization of the seaway, 
with its related power facilities, is a 
matter of urgency for our peacetime in- 
dustry and our national security. In 
particular, each succeeding year reduces 
further our domestic reserves of iron 
ore, and increases correspondingly the 
importance of the seaway as a means of 
economical access to the proven ore de- 
posits in Quebec and Labrador. 

Aviation 

“The federal government provides ex- 
tensive aid, both direct and indirect, 
to civil aviation. This assistance, which 
is consistent with our traditional policy 
of promoting new forms of transporta- 
tion, has made possible a spectacular 
development of air transport services, 
especially during the past decade. Al- 
though continued aid is required for the 
present, the industry should be expected 
to become increasingly self-supporting 
in the near future. 

“At present, direct financial assistance 
to the airlines is provided through air- 
mail payments, which are set generally 
at levels adequate to cover deficiencies in 
the carriers’ commercial revenues. Subh- 
sidy is thus merged with the fair com- 
pensation for carrying mail, making it 
difficult to evaluate the cost of this aid 
in relation to its benefits. The recent 
rise in total air-mail payments—to an 
estimated level of about $125 million in 
1950—has made it increasingly important 
that the subsidy element be separately 
identified. I recommend, therefore, the 
immediate enactment of legislation to 
authorize the separation of subsidy pay- 
ments from mail compensation. Such 
subsidies should be paid from funds ap- 
propriated to the Civil Aeronautics Board 
specifically for that purpose. 


Cost Standards for Airlines 


“The standard by which subsidy rates 
are determined under existing legislation 
may itself merit review in the light of 
the industry’s present stage of develop- 
ment. Setting subsidies on the basis 
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of the carriers’ revenue needs may 
weaken the incentive for managerial 
economy, thereby increasing the difficult, 
of effective regulation by the Civil Aero- 
nautics Board. While a considerable gain 
in efficiency has been realized by the 
airlines since the end of the war, ther: 
are undoubtedly important opportunities 
for improvement. The 1951 budget will 
permit the Civil Aeronautics Board to 
conduct more intensive investigations 
of airline efficiency, and to develop op- 
erating cost standards. This should as- 
sist the board in shaping its subsidy poli- 
cies so as to retain, to the maximum 
extent possible, the normal business in- 
centives for economy. 

“The continued growth of air transpor- 
tation depends upon modernization of 
our airway facilities to permit safe and 
regular flights under all weather con- 
ditions. Expenditures for the develop- 
ment, installation, and operation of such 
facilities are estimated at $136 million in 
the fiscal year 1951, $39 million above 
1950. Other activities in the Civil Aero- 
nautics Administration—including safety 
regulation and airport grants—will re- 
quire expenditures of $93 million in 1951, 
$3 million higher than in 1950. 


Highways 

“Major development of our highway 
system is required to overcome obsoles- 
cence and to handle safely and efficiently 
the steadily increasing traffic loads. This 
is primarily the responsibility of states, 
counties and municipalities. The federal 
government must, however, continue pro- 
viding financial assistance to the extent 
necessary to assure a basic system of 
national roads, built to uniformly ade- 
quate standards. Under existing legisla- 
tion, the Bureau of Public Roads is ex- 
pected to spend $504 million for highway 
improvement in 1951, mainly in the form 
of grants to states. Apart from the 
emergency relief programs during the 
depression, this will be the highest an- 
nual level of federal highway expendi- 
tures to date. 

“All of the federal-aid funds thus far 
authorized have been apportioned to the 
states, and new authorizing legislation 
is therefore required during the present 
session of Congress. I recommend that 
such legislation provide an annual fed- 
eral-aid authorization for the next two 
years of $500 million, an increase of $50 
million above the current level. Within 
this total, increased emphasis should be 
placed upon the Interstate Highway Sys- 
tem, a limited network of routes which 
is of greatest national importance to 
peacetime traffic needs as well as to our 
national defense. The recommended 
shift in emphasis, and increase in pro- 
gram level, should permit a satisfactory 
rate of improvement for this system. 


Postal Service 


“Postal rates have not kept pace 
with increasing costs and, as a result, 
the postal deficit has reached excessive 
proportions. Since 1939, the average 
expense per postal transaction has. in- 
creased by 67 per cent, owing mainly to 
higher wage and transportation costs; in 
contrast, average revenue has increased 
by only 32 per cent. On the basis of 
existing postal rates, the deficit for 1951 
is estimated at $555 million. Cases now 
pending before the regulatory commis- 
sions may result in higher payments for 
transportation, and hence may corre- 
spondingly increase the deficit. 

“The Postmaster General is exploring 
fully all opportunities for reducing the 
cost of the postal operation. Mode:n- 
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ization of the motor vehicle service, and 
the mechanization of mail handling, are 
among the items receiving particular at- 
tention. I am confident that the steps 
now being taken will in the long run help 
to assure the maximum efficiency of the 
postal operation. However, the poten- 
tial savings, if present service standards 
are maintained, appear small in relation 
to the prospective deficit; they do not 
reduce significantly the need for higher 
revenues at this time. 
























































Postal Revenue Problem 


“T have repeatedly urged the Congress 
to raise postal rates so as to bring them 
into line with postwar costs. The need 
for such corrective action becomes 
steadily more urgent. It is unsound and 
unnecessary for the postal operation to 
continue as a growing burden on the gen- 
eral taxpayer. Instead, the users of the 
postal service should as a group pay the 
full cost of services received. This re- 
quires that the postal deficit be limited 
to the cost of airline subsidies, govern- 
ment mail, franked mail, and other items 
properly chargeable to the general reve- 
nues. 


“Last year, the Postmaster General 
recommended to the Congress postal rate 
revisions designed to yield additional 
revenue of about $250 million per 
year. Subsequent increases in employes’ 
pay and in transportation costs have 
rendered this amount inadequate. I 
therefore strongly urge again that the 
Congress pass legislation to bring the 
postal revenue more in balance with the 
expenditures of the service. The only al- 
ternative to increased rates or a con- 
tinued large deficit would be an undesir- 
able reduction in the quality of services 
provided... As a longer range solution to 
this problem, there should be. sufficient 
flexibility in the postal rate structure to 
permit at all times a proper relationship 
between revenues and expenses. 


Regulation 


“Through regulation, the federal gov- 
ernment seeks to assure the adequacy, 
economy, and safety of transportation 
and communication services. Although 
the expenditures required for this ac- 
tivity are relatively small, this is one 
of the more important responsibilities 
exercised by the government in this 
field. The 1951 budget includes mod- 
erate increases for the regulatory com- 
missions, to permit them to reduce back- 
logs of pending cases, and to meet new 
Problems more promptly.” 

_For the Interstate Commerce Commis- 
Sion, the budget set forth appropriation 
estimates for fiscal year 1951 totaling 
$11,747,100, showing an increase of about 
$500,000 over the $11,236,300 appropriated 
for the Commission for the current 
fiscal year. However, supplemental ap- 
Propriations totaling $304,300 for the 
Commission for fiscal year 1950 are an- 
ticipated, according to a table in the 
budget. 

The $11,747,100 proposed to be appro- 
Priated for the Commission in the next 
fiscal year is divided in the tabulation 
as follows: General expenses, $10,002,- 
600, as against $9,600,000 for fiseal 1950; 
Bureau of Safety, $1,016,000, as against 
$958,500 for fiscal 1950; locomotive in- 
Spection, $718,600, as against $674,500 for 
fiscal 1950, and payments from proceeds 
of sales of motor-propelled vehicles, etc., 
$9,900, as against $3,300 for fiscal 1950. 
The Budget Bureau estimated that the 
Commission’s expenditures in 1951 would 
totai $11,715,136, as against estimated 






























expenditures in the current fiscal year 
of $11,606,712. 

In discussion of the “general expenses” 
item for the Commission, the Budget 
Bureau said: 

“Increased operating costs of the reg- 
ulated common carriers have necessi- 
tated the granting of higher rates. 
Greater competition between carriers has 
resulted in increased complaint proceed- 
ings before the Commission and has 
heightened the importance of the Com- 
mission’s investigatory and inspection 
activities. The amount requested for 
1951 makes provision for the increased 
per diem travel rates and assumes that 
the work load of the Commission will 
continue at the current level with only 
minor adjustment among the various 
activities.” 


Estimates for Maritime Commission 


For the Maritime Commission, the 
budget for fiscal 1951 showed appropria- 
tion estimates totaling $164,734,125, while 
the estimates of total expenditures by 
the commission in that year totaled 
$222,275,898. The amount of excess of 
the latter figure over the former was 
accounted for by a recommendation in 
the budget that the commission be given 
new centract authority of $70 million for 
ship construction in 1951. The 1951 ap- 
propriation total for the Maritime Com- 
mission exceeded the estimated total for 
1950 by about $90 million and com- 
prised the following items: 

Ship construction, $35,000,000; operat- 
ing-differential subsidies, $93,380,000; 
salaries and expenses, $20,951,000; mari- 
time training, $3,600,000; state marine 
schools, $710,000; vessel operating func- 
tions, $1,089,000; construction fund, $10,- 
000,000; payments from proceeds of sales 
of motor-propelled vehicles, etc., $4,125. 

Estimated total expenditures of the 
commission for the current fiscal year 
were shown as $162,230,466, and were 
compared with a total of actual expen- 
ditures for fiscal year 1949 of $133,307,- 
838. 

“Most of the expenditures for ship 
construction,” said the Budget Bureau 
in explanation of the items for the 
Maritime Commission, “are made from 
one to three years after the year in 
which the construction is initiated. Con- 
sequently, of the $35,000,000 cash recom- 
mended for appropriation in 1951, only 
$5,000,000 is intended for meeting obli- 
gations under the new $75,000,000 pro- 
gram proposed for 1951. The remaining 
$30,000,000 would be applied to the liqui- 
dation of obligations incurred during 
1948-49. Total expenditures for ship 
construction during 1951 are estimated 
at $75,000,000, of which $70,000,000 will 
be for vessels started prior to 1951. At 
the close of 1951 it is estimated that 
unliquidated obligations of $199,300,000 
will remain outstanding for expendi- 
ture in future years.” 

The Budget Bureau said that the es- 
timate of $93,380,000 for Maritime Com- 
mission use in paying operating-dif- 
ferential subsidies to U.S.-flag ship 
lines estaged in foreign trade services 
included $58,000,000 to cover the subsidy 
accrual for fiscal 1951, less estimated re- 
capture, and, in addition, an amount of 
$35,380,000 to cover prior-year subsidy 
payments. 

“Provision for this latter amount,” it 
said, “has now become necessary because 
actual recapturable profits have been 
less than was estimated at the time of 
the original appropriations .. .” 

The item of $1,089,000 for “vessel op- 
erating functions” of the commission, 
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the Budget Bureau said, was for plac- 
ing in the reserve fleet the chartered 
vessels, estimated to number 82 on June 
30, 1950, which would be redelivered to 
the commission on or before that date 
—the date on which the commission’s 
authority to sell, charter and operate 
war-built vessels would expire. 


Funds for C.A.B. 


The appropriation recommended by 
the President and the Budget Bureau 
for the Civil Aeronautics Board for fis- 
cal year 1951 was $4,323,000, as against 
an actual appropriation of $3,620,500 
plus an anticipated supplemental $100,- 
000 for the current year. The Budget 
Bureau said in its discussion of the 
C.A.B. appropriation which it recom- 
mended that the conversion of the air 
mail rate structure to a permanent 
basis would continue to be a major ob- 
jective of the C.A.B. in 1951. 

“The increased program,” it said, 
“provides for expansion in the critical 
areas of mail and commercial rates, 
routes, and enforcement, for the pur- 
poses of reducing backlogs and of un- 
dertaking airline cost studies and other 
investigations affecting the stabilization 
of the air transportation industry. ... 
In 1951 it is proposed to intensify the 
current program of accident-prevention 
work by a more comprehensive study of 
the factors which contribute to the cause 
of accidents and to effect a greater ex- 
change of safety data between the 
board, aircraft manufacturers, and air- 
craft operators.” 


Over $200 Million for C.A.A. 


Details of the budget for fiscal year 
1951 showed that, for the Civil Aeronau- 
tics Administration, the appropriations 
recommended totaled $212,555,000, while 
estimated expenditures by that agency 
in 1951 would aggregate $225,480,619. It 
was recorded in the budget that the 
C.A.A. appropriations for the current 
year totaled $140,025,902, to which the 
addition of a supplemental appropriation 
of $3,841,000 was anticipated, and that 
the C.A.A. appropriations for fiscal year 
1949 totaled $107,278,331. The actual ex- 
penditures in fiscal 1949 amounted to 
$147 million and the estimated expendi- 
tures for fiscal year 1950 totaled $188 mil- 
lion. 

Comprising the appropriation total 
recommended for the C.A.A. for 1951 
were the following items: 

Salaries and expenses, $104,250,000; es- 
tablishment of air navigation facilities 
(exclusive of a proposed new contract 
authorization of $29,461,500), $40,500,000; 
technical development and evaluation, 
$1,475,000; maintenance and operation, 
Washington National Airport, $1,355,000; 
construction, Washington National Air- 
port, $1,590,000; federal aid airport pro- 
gram, $51,300,000 (plus proposed new 
contract authority of $36,700,000); con- 
struction of public airports in Alaska, 
$3,200,000, and air navigation develop- 
ment, $8,885,000, plus contract authority 
of $4,000,000. 

In the increase of about $10 million in 
the C.A.A. “salaries and expenses” item, 
the Budget Bureau said, would be in- 
cluded $4,316,000 to continue on a full- 
year basis the operation of air naviga- 
tion facilities authorized for the current 
year, and $620,000 to operate facilities 
which would be commissioned in 1951. 
An additional $2,223,000, it said, was for 
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extending present types of services to 
additional areas. 

Of the amount requested for the air 
navigation facilities program, the Bud- 
get Bureau said, $25,157,936 was for con- 
tinuing implementation in 1951 of the 
“common transition system recommend- 
ed by the Radio Technical Commission 
for Aeronautics’—a system that, it said, 
included such aids as precision approach 
and surveillance radar, instrument land- 
ing systems (ILS), distance measuring 
equipment, and omni-directional radio 
ranges. 

Airport Program 

Construction work on “some 425 air- 
ports” was scheduled in 1951, said the 
Budget Bureau. It added that, of the 
$36,700,000 in contract authorization re- 
quested for fiscal 1951, grants in the 
amount of $25 million were planned for 
86 airports having a sufficient volume of 
traffic to warrant the operation of an 
airport traffic control tower. The bal- 
ance, it said, would be allocated primarily 
to locations that had been certificated 
for air transport service but that were 
now receiving only limited service or no 
service at all because of inadequate facil- 
ities. 

Appropriations recommended for fiscal 
1951 for the Bureau of Public Roads in 
the Department of Commerce totaled 
$455,900,000, while estimated expenditures 
by the bureau in that year were set down 
as $520,739,728 in the budget presenta- 
tion. ‘he latter figure, however, included 
over $15,500,000 proposed to be trans- 
ferred to the State Department for Phil- 
ippine rehabilitation, leaving about $505 
million to be spent by the bureau on its 
own highway activities and on federal- 
aid programs. 

Estimated expenditures by the Bureau 
of Public Roads of $507,608,576 (includ- 
ing $14 million for Philippine rehabili- 
tation) for the current fiscal year were 
shown, and actual expenditures totaling 
$425,898,311 for fiscal year 1949, while 
the estimated appropriation total for 
fiscal year 1950 was shown as $407,893,524 
and the actual appropriation for fiscal 
year 1949 was $438,329,741. Constituting 
the recommended appropriation total for 
1951 were the following: Federal-aid 
postwar construction program, $426 mil- 
lion; elimination of grade crossings, $5 
million, and forest highways, $24,900,000. 

Explaining the postwar road construc- 
tion item, the Budget Bureau noted that 
the federal-aid highway act of 1944 au- 
thorized expenditure of $500 million a 
year for the years 1946 through 1948, 
and that the 1948 highway act provided 
continuance of the program under au- 
thorizations of $450 million a year in 
1949 and 1950. It pointed out that these 
funds were matched by state funds. 


Progress of Highway Program 


“The acts provide,” it said, “that each 
annual authorization shall be available 
for expenditure as follows: 45 per cent 
for projects on the federal-aid primary 
system, 20 per cent for projects on the 
federal-aid secondary system, and 25 per 
cent for projects on the federal-aid urban 
system. As of June 30, 1949, a total of 
42,105 miles and 5,377 bridges on the 
three systems had been completed at a 
cost of $1,261,712,000 of which $640,799,000 
was the federal share. Work is under 
contract or plans approved for 19,525 





miles and 3,640 bridges estimated to cost 
$1,245,431,000 of which $611,341,000 is 
federal funds... .” 

The Budget Bureau said that the grade- 
crossing elimination program, as of Oc- 
tober 1, 1949, provided for elimination 
of 55 highway-railway crossings, the re- 
construction of 17 highway-railroad 
grade separation structures and the pro- 
tection of 219 crossings by protective de- 
vices, involving the use of $24,371,019 of 
grade-crossing funds. 


River and Harbor Work 


For the civil functions of the Corps of 
Engineers, Department of the Army, ap- 
propriations for river and harbor and 
flood control work totaling $799,032,000 
were recommended for fiscal year 1951. 
That total was compared with an esti- 
mate of $636 million for the current fiscal 
year and actual appropriations totaling 
$628.9 million for fiscal year 1949. Esti- 
mated expenditures for these purposes 
by the Corps of Engineers in fiscal year 
1951 were stated in the budget as $910,- 
196,971, and that figure was compared 
with estimated expenditures of $852 mil- 
lion for fiscal year 1950 and actual ex- 
penditures of $681,207,469 in fiscal year 
1949. Recommended for appropriation 
for 1951, for maintenance and improve- 
ment of existing river and harbor works, 
was $240,714,000. The amount proposed 
for expenditure for that purp)se, accord- 
ing to the budget, was $241,000,000. 

The Budget Bureau said, in its detailed 
presentation concerning the river and 
harbor work of the Corp of Engineers, 
that there were 1,300 authorized river 
and harbor projects which would provide 
28,000 miles of improved waterways, 490 
locks and dams, and 270 harbors. It 
said that 700 of those projects had been 
completed as of June 30, 1949, at a total 
estimated cost of $749,500,000; that con- 
struction of 243 others, involving an esti- 
mated total cost of $3,387,900,000 was 
under way and had cost $1,218,400,000 up 
to last June 30, and that the balance 
of 357 authorized projects, on which 
construction had not begun, involved 
a total estimated cost of $1,297,300,000, 
of which $223,400,000 had been spent as 
of last June 30. 

“In the calendar year 1948,” said the 
Budget Bureau, “commerce on this sys- 
tem established a record of 794 million 
tons, an increase of 34 million tons 
above the previous 1947 record. The re- 
quested appropriation for construction 
in 1951 provides (1) $149.5 million for 
the continuation of 56 projects which 
will require an additional $1,403 million 
for their completion, and (2) $1.3 mil- 
lion for the completion of four projects 
costing $9.9 million. ... 

“The estimate provides $53 million for 
operation and maintenance of 400 chan- 
nels and harbors, $23.5 million for the 
operation and care of 488 locks and dams, 
and $1.5 million for the operation and 
care of the Fort Peck and Bonneville 
multiple-purpose dam and _ reservoir 
projects. ...” 


Financing of U.S. Barge Line 

Activities and financial operations of 
the Inland Waterways Corporation were 
reviewed at length in the detailed pres- 
entation of the budget, and it was shown 
that, as compared with an actual net 
loss of $564,888 reported by the corpora- 
tion in fiscal year 1949, a net loss of 
$2,041,400 was estimated for the current 
fiscal year and a net loss of $2,232,400 for 
fiscal year 1951. It was proposed in the 
budget that not to exceed $542,000 be 
made available in that year for adminis- 
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trative expenses of the corporation, the 
agency in the Department of Com- 
merce by which the Federal Barge Lines 
is operated. 

“The budget estimates for 1950 and 
1951,” the Budget Bureau said, “are 
based on an anticipated waterline ton- 
nage of 2,313,400 single-count tons, of 
which 2,215,000 tons will be carried on 
the Mississippi division and 98,400 tons 
on the Warrior division. Railroad traffic 
is estimated to be 1,238,000 tons. 
estimate contemplates a decrease of 402,- 
433 tons from the 1949 actual on the 
Mississippi division due to the uncer- 
tainty of the export grain movement, 
the loss of some sulfur and oil tonnage, 
the operation of deteriorated and obso- 
lete equipment, and estimated average 
operating conditions instead of the ex- 
tremely favorable conditions encountered 


. in fiscal year 1949. ... 


“Based on the single-count tonnage 
estimates, transportation revenue for fis- 


cal years 1950 and 1951 will average $3.84 § 


per ton, as compared with expenses av- 
eraging $4.85 per ton in 1950 and $4.93 
im 1961... 

“All operating economies possible are 
being effected, such as decreased turn- 
around time for boats, through tows of 
bulk traffic, and the leasing of terminal 
facilities to private operators at all lo- 
cations except Mobile, Ala., and Dubuque, 
Ia., to promote greater local interests and 
reduce handling charges. Without new 
floating and terminal equipment, fur- 
ther operating economies will be ex- 
tremely limited unless service is sus- 
pended on segments of the system. ... 

“Legislation is pending to increase 
the capital stock of the corporation. 
While the corporation’s statements do 
not reflect any increase in its capital 
stock, $3,000,000 is included under pro- 
Posed legislation for this item in 1951. 
Until such time as this additional stock 
is authorized, no arpropriation can be 
obtained to replace the obsolete floating 
equipment now in operation. Without 
modern, efficient equipment, successful 
operation of the corporation does not 
appear possible.” 


T.V.A. and River Transvort 


Federal government activities else- 
where in the field of river transportation 
were mentioned in the course of the 
Budget Bureau’s presentation of esti- 
mates for the Tennessee Valley Au- 
thority. There the bureau said that im- 
provements which had been made in 
the Tennessee River and its tributaries 
now provided a 9-foot channel from the 
Kentucky Dam to Knoxville, Tenn., 4 
distance of 630 miles. 

“The Tennessee Valley,” continued the 
bureau, “is thereby linked with the 6,- 
000-mile inland waterways system ex- 
tending from the Great Lakes to the 
Gulf of Mexico. Freight traffic on the 
Tennessee River has increased from 
32,659,000 ton-miles in 1933 to 256,000,- 
000 ton-miles in 1945 . . . and to about 
425,000,000 ton-miles in 1948. As the 
traffic increases the proportion of higher 
value commodities shipped on the river 
is also increasing. Figures to date for 
calendar year 1949 are about 17 per cent 
ahead of the same period in 1948... 

“The Tennessee Valley Authority is 
cooperating with private shippers and 
transportation companies which serve 
the Tennessee Valley . Public-use 
river terminals are operated to provide 
service for small shippers and to en- 
able the potential large shipper to try 
initial barge shipments. Between $2,- 
000,000 and $3,000,000 of private capital 
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has been invested in new river terminal 
and storage facilities, and new water- 
front industrial plants costing many 
miilions of dollars have been built... 

“The net expense on navigation op- 
erations is estimated at $3,012,000 in 
fiscal year 1951, compared to $2,941,000 
in 1950 and $2,783,085 in 1949. ‘These 
figures include charges for depreciation 
on capital plant allocated to navigation, 
as well as prorations of administrative 
and general expenses and reservoir op- 
erating costs common to navigation, 
flood control, and power.” 


Government Railroad Operations 


There were estimates in the budget 
for two government-owned railroads— 
the Panama Railroad Co. and the 
Alaska Railroad. Rail transportation in 
the Canal Zone is only one phase of the 
activity of the Panama Railroad Co., 
which engages also in a number of non- 
transportation enterprises. The Bud- 
get Bureau recommended that not more 


§ than $829,700 be made available to that 


company for administrative expenses 
in 1951. 

“The gross revenues for operations 
of the (Panama) railroad during the 
fiscal year 1949,” it said, “were $2,106,283 
and for 1950 and 1951 are estimated to 
be $2,070,000. Primarily as a result of 
economies which are being effected in 
maintenance and operating expenses, it 
is expected that instead of the net loss 
of $219,339 in fiscal year 1949, there will 
be net incomes in fiscal year 1950 and 
1951 of $9,500 and $1,000, respectively.” 


It said the net income of the harbor 
terminals operated by the Panama Rail- 
road Co. at Cristobal and Balboa, Canal 
Zone, was $146,388 in 1949 and was esti- 
mated to be $83,700 in fiscal year 1950 
and $95,200 in fiscal year 1951. 

As previously indicated, the budget 
contained a recommendation of an ap- 
propriation of $31 million for construc- 
tion on the Alaska Railroad, operated 
by the federal government through the 
Department of the Interior, and an ap- 
propriation of $14,100,000 for operation 
and maintenance of that railroad in 
fiscal year 1951. The Budget Bureau said 
that the rail line, including hotels and 
restaurants, river boats and oceangoing 
vessels, had total revenues of $11,406,221 
and net earnings of $310,826 in fiscal 
year 1949, but that there remained a 
cumulative deficit from 1916 of $716,398. 
It estimated that there would be net 
earnings of $100,000 in fiscal year 1950 
and $500,000 in fiscal year 1951, to reduce 
the cumulative deficit to $116,398. 


Cost of Railroad Rehabilitation 


The Budget Bureau said that a re- 
habilitation program for the Alaska 
Railroad was begun in 1948 and that 
the estimate for construction provided 
for the completion of “a comprehensive 
program of construction, rehabilitation, 
and reequipment.” 

“As presently estimated,” it continued, 
“The total cost of the rehabilitation 
program will amount to $74,011,629, of 
Which $43,011,629 has been made avail- 
able. Of this amount $38,000,000 has 
heen provided in cash appropriations 
and $5,011,629 from earnings of the rail- 
Toad. An additional $17,000,000 in con- 
tract authority has been authorized for 
1950. The estimate for 1951 includes 
$17,090,000 to liquidate contract au- 
thority and in addition $14,000,000 to 
complete the rehabilitation program.” 

_ The Budget Bureau made the follow- 
ing statement about the activities of the 


Reconstruction Finance Corporation in 
the field of railroad loans: 

“As of June 30, 1949, the corporation 
had outstanding $117,246,021 in loans to 
railroads, most of which was loaned 
prior to the fiscal year 1949. While it 
is difficult to foresee the number of 
instances in which it will be actually 
necessary to provide such assistance 
through loans, it is estimated that com- 
mitments of $42,000,000 and $32,500,000 
will be made in the two years (1950 and 
1951) with estimated disbursements of 
$5,000,000 and $10,000,000, respectively.” 


Federal Traffic Management 


Budget Bureau explanation of an tiem 
of $84,725,000 included among its recom- 
mendations of 1951 appropriations for 
the General Services Administration, 
under the heading of “operating ex- 
penses,” showed that it was contem- 
plated that $357,803 of that amount 
would be for “traffic and utilities man- 
agement” in the Federal Supply Service 
of the GS.A., and that that amount 
compared with $133,480 for the current 
fiscal year and $130,564 for fiscal year 
1949. Thus it appeared that substantial 
expansion of the government’s traffic 
management setup in 1951 was contem- 
plated. The Budget Bureau discussed 
the traffic and utilities management 
item as follows: 

“This includes the centralized func- 
tion of securing the most economical 
transportation of federal public property 
by and for all agencies of the executive 
establishment and the centralized func- 
tion of enabling all executive agencies 
to secure the best public utilities services 
at the lowest possible rates both in Wash- 
ington and in field locations. For 1951, 
it is estimated that freight transporta- 
tion, which will be brought under the 
surveillance of this activity, will increase 
from $72,000,000 to $164,000,000 and that, 
with the increased staff, the savings to 
the government will increase from 
$5,000,000 to $11,480,000. No significant 
change in program or Staff is contem- 
plated for the management of public 
utilities, although it is expected that the 
savings for 1950 and 1951 will approxi- 
mate $3,500,000.” 


Estimate for N.M.B. 


Estimates for the National Mediation 
Board set forth in the budget for 1951 
totaled $1,359,500, of which $797,300 was 
for the National Railroad Adjustment 
Board. Appropriated for the N.M.B. for 
the current fiscal year is a total of 
$1,211,200, to which may be added $41.300 
in supplemental anpvropriations. For 
the N.R.A.B., $675,000 had been appro- 
priated for fiscal 1950. 

Under the Budget Bureau’s recom- 
mendation, referees employed by the 
N.R.A.B. would receive, in 1951. $75 a 
day instead of the present rate of $50 a 
day paid them for their services. The 
bureau said that the proposed higher 
rate would be “more nearly consistent 
with those paid by private parties and 
other governmental agencies for com- 
parable work.” 

An appropriation of $603,900,000 was 
recommended for the Railroad Retire- 
ment Board, as against $758,589.000 for 
the current fiscal year and $652,701,245 
for the fiscal year 1949. Funds used and 
handled by that board are provided by 
the railroads and their employes. 

The Motor Carrier Claims Commission, 
established by public law 880 of the 
Eightieth Congress to adjudicate claims 
against the United States brought by 103 
midwest motor carriers as a result of 
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their seizure by the government through 
the Office of Defense Transportation in 
1944 and their subsequent operation by 
the government for a number of months, 
would receive $227,800 for the conduct 
of its operations in fiscal year 1951 un- 
der terms of the Budget Bureau’s recom- 
mendations. Congress appropriated $150,- 
000 to finance operations of that commis- 
sion in the current year. The Budget 


Bureau said that “amounts required to 
Pay claims will be requested when a 
determination of government liability 
has been made” by the Motor Carrier 
Claims Commission. 


Ship Federation Comments 
On President's Discussion 
Of Ship Subsidies for ‘51 


The National Federation of American 
Shipping has issued a statement com- 
menting on President Truman’s discus- 
sion of merchant marine subsidies, in 
his budget message, as follows: 

“The President’s budget message called 
attention to the increases in operating 
subsidies for American shipping. The 
amount stated ($63,000,000) is the esti- 
mated accrual against which substantial 
recapture of profits has always resulted. 
During the first 10-year accounting pe- 
riod the government recaptured more 
than 70 per cent of all ship operating 
subsidies. 


“It would probably be too optimistic 
to contemplate such a large recapture 
of operating subsidies during the fiscal 
year ending June 30, 1951. But even 
should there be no recapture, the cost 
of operating subsidies for American ship- 
ping will be less than 7 per cent of the 
budget estimate for price supports for 
= commodities during that pe- 
riod. 


“The increase in the amount of the 
budget operating ship subsidy reflects in 
part the increasing disparity between the 
operating costs of American and of for- 
eign flag vessels. This has to some de- 
gree been accentuated by the devaluation 
of foreign currencies. It also reflects 
a modest increase in service for Ameri- 
can shippers in foreign commerce, and 
provides for certain new passenger ves- 
sels which are to be added to our mer- 
chant marine and which our military au- 
thorities have stated are badly needed 
for military auxiliaries for national de- 
fense. 


“We do not believe the budget message 
is intended to be taken literally about 
relying upon vessels from friendly na- 
tions for the defense of the United 
States. Such assistance will, of course, 
always be welcomed, but it has been the 
traditional policy of the United States 
not to entrust its defense to other than 
its own resources. 


“The merchant marine act specifically 
provides for the development of foreign 
trade and commerce of the United States 
by American-fiag ships and the President 
of the United States is thoroughly cog- 
nizant of the fact that nations who have 
permitted their merchant marines tv 
deteriorate, have in the past been soon 
relegated to positions of minor im- 
portance in world affairs. We have every 
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confidence that President Truman will 
not permit this to happen in the case 
of the United States.” 


C.A.A. Report to Congress 
Shows $35.5 Million Spent 
For Airport Work in ‘49 


The fourth annual report of the fed- 
eral airport act, prepared by the Civil 
Aeronautics Administration for sub- 
mission to Congress, has been made pub- 
lic by D. W. Rentzel, administrator of 
civil aeronautics. 

“The report covers all phases of work 
accomplished under the federal airport 
program through the fiscal year ended 
June 30, 1949,” says the C.A.A. 

“It lists total federal expenditures for 
airport construction and development 
as being $35,500,000 of which $20,404,923 
was for 345 completed projects. Grant 
agreements, where local sponsors have 
accepted grant offers for federal aid on 
specific projects, numbered 765 for $78,- 
266,664 in federal funds for work on 630 
airports. The $78,266,664 figure repre- 
sents approximately 76 per cent of the 
$103,774,079 in federal funds which has 
been allocated. 

“The report lists all projects for air- 
port development in the federal aid air- 
port program by states, showing those 
for which tentative allocations have been 
made, those under grant offer or grant 
agreement, those that have been com- 
pleted and the percentage of completion 
of those under construction.” 

Copies of the fourth annual report of 
the federal airport act may be obtained 
from the C.A.A. office of aviation in- 
formation, Washington 25, D. C. 


Program for Private Truck 


Owners’ Meeting Announced 


Representative Gwinn, of New York, 
will speak on “The Threat of American 
Socialism” at the opening luncheon of 
the National Council of Private Motor 
Truck Owners, Inc., in its eleventh an- 
nual meeting on January 26 and 27 at 
the Commodore hotel, New York City, 
according to the convention program 
announced by H. Scott Byerly, manag- 
ing director of the council. 


George Faunce, Jr., president of the 
council and vice president and general 
counsel of Continental Baking Co., New 
York City, will deliver the address of 
welcome at the luncheon on January 26. 


In the afternoon session that day, L. 
F. Orr, chairman of the highway 
policies committee of the council, will 
present the report of that committee. 
Walter W. Belson, director of public re- 
lations of the American Trucking As- 
sociations, Inc., will speak on “The 
Public Relations Problem of Highway 
Transport,” after which W. H. Ott, Jr., 
will present the report of the council’s 
legislative committee, headed by him. 
Arthur C. Butler, director of the Na- 
tional Highway Users Conference, will 
discuss the legislative outlook for 1950. 
E..G. Quesnel will present his report as 
chairman of the council’s highway 
safety committee. 





Charles B. Bowling, chief of the 
transportation rates and services division 
in the Agriculture Department’s trans- 
portation and warehousing branch, will 
speak on “Agriculture on the High- 
ways,” and Edward F. Lacey, executive 
secretary of the National Industrial 
Traffic League, will discuss “The Ship- 
pers’ Interest in Private Motor Truck 
Operation,” in a morning session on 
January 17. Other speakers in that ses- 
sion will be Karl M. Richards, manager 
of the motor truck division of the Auto- 
mobile Manufacturers Association, on 
“Our Mutual Problems in Transporta- 
tion,” and John B. Hulse, secretary- 
manager of the Truck-Trailer Manu- 
facturers Association, on “New Develop- 
ments in the Motor Equipment Field.” 

Committee reports will be presented 
in the January 27 morning session, as 
follows: Law committee, A. M. Grean, 
Jr., chairman; I.C.C. regulations com- 
mittee, H. O. Mathews, chairman; na- 
tional security committee, Mr. Ott, 
chairman. R. C. Hibben, treasurer of the 
council, will make his report, and the 
session will conclude with an open 
forum. 

The speaker at the closing luncheon 
on January 27 will be J. W. Myers, man- 
ager of the insurance and social security 
department of Standard Oil Co. of New 
Jersey. His subject will be “The Prob- 
lem of Employe Economic Security.” 





Airlines on Profit Side 
In ‘49, Will Do Better in ‘50 
Says T.W.A. President 


Pointing out that airline balance 
sheets were generally emerging from 1949 
on the profit side for the first time since 
the war, Ralph S. Damon, president of 
Trans World Airline, said that “signs 
indicate 1950 will be an even better 
year for air travel than 1949.” 

Mr. Damon qualified his optimism 
with the provision that the industry 
“be able to depend upon a stable regula- 
tory policy from Congress and the Civil 
Aeronautics Board.” 

The major factors responsible for the 
improved earnings in 1949, said he, were: 

1. A sharp reduction in operating costs 
accomplished by careful and economical 
management, together with the installation 
of new and more efficient equipment. For 
example, T.W.A.’s domestic operating cost 
per revenue ton mile for the first ten 
months of 1949 was reduced 10 per cent 
below 1948, and its international cost 14 
per cent. , 

2. An increase of approximately 14 per 
cent in the industry domestic passenger 
traffic over 1948. Domestic air passenger 
miles for 1949 are estimated at about 6.6 
billion. the highest on record. 

3. The continued improvement in the 
international situation under the influence 
of the Marshall Plan, which resulted in a 
marked increase in foreign travel. Also the 
speed, comfort. and economy of the air- 
Plane have made it possible for thousands 
to travel abroad who could not previously 
do so. As a result, the total number of 
international passengers entering and leav- 
ing the United States by air exceeded those 
traveling by ship in fiscal 1949 for the first 
time in history. 

“There are many signs that 1950 will 
be a better year for air travel than 1949,” 
Mr. Damon stated. “Because of the re- 
cent increases in railroad fares, air fares 
between most larger domestic centers 
are lower than the cost of first class rail 
travel and air coach services approximate 
rail coach costs.” 

“The international picture is even more 
encouraging,” he said. “With the con- 
tinued recovery of Western Europe, re- 
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Damon, that the airline troubles of 1946, § CSS) 
1947, and 1948 resulted primarily from “ot 
two factors: 9 mr. Be 

1. The chaotic competitive situation cre- oe 
ated through indiscriminate certification of ing Sf 
additional carriers and the almost totally Commi 
unregulated operations of so-called “irregu- @ he moy 
lar” carriers. 

2. The unrealistic fares and mail rates retary 
established by the war-time board on the Board. 
basis of abnormal load factors. 

“Early in 1949, the Civil Aeronautics 
Board issued a statesmanlike document ca 
which indicated a thorough understand- arg: 
ing of the industry’s basic problems and Indus 
enunciated policies for dealing with 
them,” he concluded. “A few of the Of It. 
board’s recent actions have, unfor- . 
tunately, been completely inconsistent “The 
with these policies, but we are most §@ which ; 
hopeful that these will be corrected and @ related 
the board will not be deterred from the § waterw;: 
sound program which they themselves § states — 
established and on which a healthy year,” s 
industry depends.” dent of 

erators, 

P tional ¢ 

T-M-K Shippers Board Sees want g 
r. 

Drop in Carloadings fiction 

in r 

Estimated railroad freight car re- auonaia 
quirements in the territory of the Trans- § quring | 
Missouri-Kansas Shippers Board in the § that du 
first quarter of 1950 will total 350,781 § the last 
cars, a 1.6 per cent decrease from the § porne t 
356,438 cars actually loaded in the com- “This 
parable quarter in 1949, General Chair- § carrier j 
man E. J. Ehlers, traffic manager, § the nat 
Quaker Oats Co., St. Joseph, Mo., an- § creased 
nounces. new uni 

The board forecast percentage in- § fy] tow 
creases for nine commodities, among barges < 
them the following: Autos and trucks, any knx 
13.6 per cent; lumber and forest prod- § put into 
ucts, 10 per cent; fertilizers, all kinds, § are yna¢ 
5 per cent; paper, paper board and pre- § ¢liminat: 
pared roofing, 5 per cent; and petroleum § yjj) keer 
and petroleum products, 4.5 per cent. tion wit] 

Among the commodities for which de- § especia)}: 
creased loadings are predicted are these: § modities. 
Grain, 9 per cent; hay, straw and “The 
alfalfa, 34.4 per cent; coal and coke, 5 § seyen-we 
per cent; and chemicals and explosives, § oys qisr 
12.9 per cent. Grain and coal are the § of course 
two heaviest-loading commodities in the § oyr men 
board’s area. pected ti 

The board will hold. its next meeting § Figures ; 
March 22 in the Hotel De Soto, St. Louis. § tota) ca; 
a With thi: 

- probably 

Behme Appointed Member Mt. Tt 

ceivers 

A.T.A. Classification Board time to 

(3) 

Appointment of N. F. Behme, of Wash- ff benefit’ o 
ington, to membership on the three-maN § parison - 
A.T.A. National Classification Board has § forms of 
been announced by the American Truck- Me nai 
ing Associations, Inc. Engineer: 

Mr. Behme had been secretary to the § oficia; + 
board since November, 1944. He fills the § i949 in, 
vacancy created by resignation of Fred § meni of 

Lockhart who resigned recently to accePt § believed { 
a position with Savage Truck Lines, Nol Bang wat 
folk, Va. Other members of the board § 999 q99 ne 
are Joseph C. Colquitt, chairman, and § qupji-atic 
William L. Yingling. merce) 0} 

Mr. Behme has been engaged in freight ure. The 

rate and classification work since his § Chic.co , 
graduation from the University of Min- Ported th 
nesota in 1938. He is a native of Farg0, § of domest 
N.D. llinois wi 
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tion rate work was in the motor carrier 
field in the office of Keeshin Motor Ex- 
press, Chicago. He later worked with 
the Trunk Line Association of New York 
and also served as chief clerk, Official 
Classification Committee, New York, a 
post he held until July, 1940. 

From April, 1942, to November, 1944, 
Mr. Behme served as chief clerk and act- 
ing secretary, Western Classification 
Committee, Chicago. From this position 
he moved to Washington to become sec- 
retary to the National Classification 
Board. 






















Barge and Towing Vessel 
Industry Looks to Growth 
Of Its Tonnage in 1950 


“The barge and towing vessel industry 
which provides water transportation and 
related services on the navigable inland 
waterways and harbors of the United 
States expects 1950 to be an excellent 
year,” said Chester C. Thompson, presi- 
dent of the American Waterways Op- 
erators, Inc., Washington, D.C., the na- 
tional association of barge and towing 
vessel operators. 

Mr. Thompson said he based his pre- 
diction on “the excellent condition of the 
industry in having greatly increased its 
capacity for handling water borne freight 
during the past year, and on the fact 
that during 1949, with the exception of 
the last quarter, all expectations in water 
borne tonnage were exceeded.” 

“This physical capacity of the water 
carrier industry; to serve the shippers of 
the nation will be continued and in- 
creased in 1950,” he said. “Hundreds of 
new units, including the latest in power- 
ful tow and tug boats, plus modern 
barges of much greater capacity than 
any known in past years, have been 
put into service recently, and many more 
are under construction. This means the 
elimination of obsolete equipment which 
will keep the industry in lively competi- 
tion with other forms of transportation 
especially when relating to bulk com- 
modities. 

“The final quarter of 1949, with a 
seven-weeks-long coal strike and a seri- 
ous disruption in steel production did, 
of course, affect the business of some of 
our members and held down the ex- 
pected tonnage for the complete year. 
Figures are not yet available on the 1949 
total cargo amounts carried, but even 
with this condition, we expect 1949 to 
probably equal that of 1948.” 

Mr. Thompson said that shippers and 
receivers of freight were likely to con- 
tinue to seek lower cost transportation 
in 1950, and that this would inure to the 
benefit of waterborne transport in com- 
parison with increased costs of other 
forms of transportation of freight. 


He said that although the Corps of 
Engineers, U.S. Army, has not yet made 
Official tonnage figures available for 
1948, the statistical and research depart- 
ment of American Waterways Operators 
believed that the 1948 traffic on the in- 
land waterways would aggregate 296,- 
900,000 net tons, (exclusive of all known 
duplications and of ocean going com- 
merce) or 112 per cent of the 1947 fig- 
ure. The U.S. Army Engineers at the 
Chicago district office, he said, had re- 
Ported that more than 12 million tons 
of domestic freight were carried on the 
Illinois waterway alone in 1949. 

The statistical division of the Board of 



















































































Engineers for Rivers and Harbors, Corps 
of Engineers, U.S. Army, Washington, 
D.C., Mr. Thompson said, had reported 
the following floating equipment on in- 
land waterways at the beginning of 
1949: 


Towboats, 4,127 with a total horse- 
power of 1,759,972; barges and scows 


(dry cargo), total 9,808, with a total 
cargo capacity of 6,583,923 net tons; tank 
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barges, 1,881 with a total cargo capacity 
of 2,156,046 net tons. 

This total capacity was increased in 
1949, but the figures relating to complete 
new equipment and removal of obsolete 
equipment for the year were not yet 
compiled, said the A.W.O. president. 





Unprogrammed Call for Reduced Fares for 
Civilians in Government Stirs Meeting 


Management Group Hears Suggestions That Reduced Fares for Military 


Personnel Apply to Civilian Employes of Federal Government. 


Call 


For Wider Application of Reduced Rates on Property Also Voiced. 


There were two developments at a 
meeting of the Washington Chapter of 
the Society for Advancement of Man- 
agement round table on property man- 
agement, the evening of January 10, 
that were not on the official program. 

Major General William O. Reeder, 
deputy director of the logistics division 
of the Army, General Staff, drew a 
round of applause when he responded 
to a request for comment on what had 
been said about centralization of traffic 
management functions in the federai 
government and a current program of 
the General Services Administration for 
coordinated federal traffic management. 
Said the general: 

“When you have everyone with a good 
traffic manager, and you have the rates 
all down, and your purpose has been 
achieved, it seems to me the rates would 
have to go up to keep the carriers going.” 

The other development came when 
Stanley Crosthwaite, of the division of 
supply, Bureau of Reclamation, asked 
Col. E. B. Gray, of the Office of the 
Chief of Transportation, Department of 
the Army, how the Army had obtained 
a 10 per cent reduction in passenger 
fares for military personnel from the 
railroads and the airlines, and a 5 per 
cent reduction from the bus lines. The 
resulting discussion brought a suggestion 
that civilian employes of the govern- 
ment ought to enjoy the same reductions, 
and eventually the subject broadened 
out into expressions of opinion that the 
property of government departments 
moving in transportation should be con- 
sidered the property of Uncle Sam and 
special rates made to one department 
of the government should apply to the 
movement of all similar government 
property. 

Traffic Management as a Profession 


Dr. John H. Frederick, professor of 
transportation, University of Maryland, 
was the first speaker of the evening. 
His subject was “Professional Aspects of 
Traffic Management.” 

“No one who has observed the develop- 
ment of business in this country can 
avoid being impressed with the fact that, 
gradually and over a period of years, the 
various vocations or subdivisions of in- 
dustry have tended to become profes- 
sionalized,” said Dr. Frederick. “This 
has been true not only in the fields of 
law, medicine and insurance, which are 
not directly connected, but in the fields 
of industry, management, purchasing, 





accounting, and other activities which 
at one time were considered to be but 
part of the day-to-day work of any busi- 
ness Man. 

“The word ‘professional’ is one that 
is very easily misunderstood. It does 
not mean that a smug group considers 
the work it does as something better or 
more difficult than the work other people 
do. But it does mean that certain 
criteria of judgment have been applied 
to a vocation. It means (a) there is a 
reasonable compensation paid to those 
who work in the field; (b) there is a 
reasonable opportunity for advancement 
based upon professional efficiency, com- 
mensurate with talent and devotion to 
the work; (c) there is a high degree of 
attraction to the work; (d) there are 
high ethical standards applied, and (e) 
there is a firm belief that the work is 
related to public service. 

“Professionalization may be brought 
about in several ways. One is to pre- 
vent, by law, anyone from practicing a 
profession until certain educational and 
ethical standards have been complied 
with. This is the case with physicians, 
lawyers, pharmacists and other profes- 
sional men who render such a personal 
service to their clients that they must 
meet certain standards before being per- 
mitted to practice. Another way is fol- 
lowed by engineers, architects and the 
like who serve the public in a semi- 
personal way and practice their profes- 
sions without having complied with such 
rigid standards but still with general 
rules prescribed by professional societies 
or even by law. 

“All of the numerous reasons which 
have influenced any group to organize for 
professional, promotional and educa- 
tional work are present in the field of 
traffic management. However, the basic 
reason why professionalization is needed 
in traffic management is that it will 
establish and then maintain essential 
and uniform standards of practice. It 
will be another important step toward 
better standards and more efficient and 
economical transportation. 

“If the profession of traffic manage- 
ment is ever to amount to anything 
several things must be done by individ- 
uals and groups. (1) The public must 
be told of the importance of traffic man- 
agement. (2) Employers must be sold 
more and more on traffic management. 
(3) Traffic managers must broaden their 
horizons and extend their knowledge of 
transport practice, the economics of 
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transportation and general management 
in order to prepare themselves for larger 
fields of service. (4) A high standard of 
ethics must be established and main- 
tained. 

“Traffic management has already de- 
veloped a group consciousness which fa- 
cilitates further and stronger organiza- 
tion. A number of able men have 
achieved positions of prominence in the 
field through their efforts and opportuni- 
ties they have grasped, and many of 
these men are willing and eager to assist 
others for the good of the profession. 
Much has been done, but not enough. 
The foundation has been laid, now the 
building must be erected. 

“If professional status is to be brought 
about it will be necessary for someone or 
some group to suggest what the profes- 
sional standards should be. This is a 
delicate point. No one has yet done this 
with any exactness. Perhaps no one is 
ready to dv it, but it merits early atten- 
tion. 

“No one can deny the fact that traffic 
management is not and cannot ever be 
a ‘profession’ such as medicine, law and 
the like. It does, however, haye much in 
common with what might be termed 
professions such as engineering, archi- 
tecture, accounting and the others, and 
it is certainly affected with the public 
interest. It is time that steps toward 
professionalization be taken.” 


Traffic Consultant Speaks 


E. B. Ussery, a traffic consultant, of 
the firm of Bell & Ussery, Washington, 
D.C., in his talk on “The Increasing 
Need for Centralization of Traffic Man- 
agement Functions in the Government,” 
after reviewing studies of alleged pay- 
ment of excess rates on government 
traffic in the two world wars, and an 
investigation his firm made for the com- 
mittee on the reorganization of the gov- 
ernment headed by former President 
Hoover, asserted that the problem of 
rates on government shipments could 
not be solved unless there was centrali- 
zation of the top-flight functions of 
traffic management. He observed that 
public law 152, 8lst Congress, the fed- 
eral property and administrative services 
act of 1949, gave the new General Serv- 
ices Administration centralized author- 
ity insofar as civilian agencies of the 
government were concerned, with pro- 
vision for the administrator to perform 
the function of negotiating rates for the 
military unless his decision was vetoed 
by the Secretary of Defense. 

There was now a clear-cut line of au- 
thority, power, and duty, he said, and 
that, when the agency could obtain the 
necessary personnel, it must first per- 
form the basic task necessary to obtain 
information on whether or not charges 
were reasonable or unreasonable. He 
said it was now very easy to determine 
what traffic of the government moved on 
class rates, on exceptions rates, or on 
commodity rates. 

Among other things, Mr. Ussery as- 
serted that, if the basic scale prescribed 
by the Commission in its class rate case 
was prescribed in the light of costs in 
the various territories, it could not be 
assumed that the redistribution of the 
burden among commodities now moving 
under exceptions would not, under the 
uniform classification and the elimina- 
tion of exceptions, move under rates also 





to be made in relation to the cost of 
rendering the service. 

Col.. E. B. Gray, chief of the move- 
ments division, Office of the Chief of 
Transportation of the Army, described 
“The Department of Defense Land 
Traffic Program.” After reviewing the 
development of military traffic manage- 
ment during and after the war, Col. Gray 
said recently a central military land 
traffic office was established in the De- 
partment of Defense by an order of the 
Munitions Board. He said the order 
stated that the Munitions Board would 
establish policies of traffic management 
and would assure compliance with those 
policies with a view to developing the 
most efficient and economic operation cof 
those functions in the Department of 
Defense. He listed ten duties of the cen- 
tral military land traffic office, which he 
said was being shaped up in the Office 
of the Chief of Transportation. Those 
duties, were, he said: Negotiation of cer- 
tain rates and charges, including classi- 
fications and exceptions ratings; negotia-- 
tion of fares and charges for passenger 
traffic; issuance of billing guides: nego- 
tiation of weight and average demur- 
rage agreements; negotiations incident 
to loss and damage claims and related 
investigations, including technical re- 
view and recommendations concerning 
the prevention of damage; issuance of 
export rules for war or emergency only; 
promotion of maximum use of service- 
owned equipment; overation of freigh* 
consolidating and distributing stations 
if established; development of proposed 
regulations pertaining to traffic man- 
agement; administration of centralized 
statistics. Col. Gray then gave a brief 
explanation of each of the duties. 


G.S.A. Program 


William E. Hayghe, acting chief, divi- 
sion of traffic and utilities, Federal Supply 
Service, General Services Administration, 
read a paper on “The Current Program 
for Coordinated Federal Traffic Man- 
agement.” Under the act setting up 
G.S.A., he said, the function of traffic 
Management was created as an integral 
phase of personal property management, 
the G.S.A. administrator having been 
given the duty of prescribing policies 
and methods relating to transportation 
and traffic management. He said G:S.A., 
because of the ineffectiveness of previous 
attempts at traffic management, found 
itself without any reliable index of the 
nature, volume and channels of freight 
moving for government agencies. He 
asserted that those best fitted to analyze 
the government’s transportation policy 
knew that from two per cent to 10 per 
cent of the amounts paid annually for 
the transportation of property repre- 
sented excessive charges. The object of 
G.S.A.’s plan, he said, was centralization 
of policy establishment and decentraliza- 
tion of operations. 

Mr. Hayghe said G.S.A. had developed 
a plan for attacking the government’s 
freight traffic management problem on 
four broad fronts: Establishment of poli- 
cies and methods of shipping to insure 
that the fullest advantage is taken of 
benefits available under published tariffs; 
examination and study of existing and 
proposed rates, classifications, rules and 
regulations to determine to what ex- 
tent they may be, or become for the fu- 
ture, unreasonable or unlawful on move- 
ments of public property; attempt by 
direct negotiation to effect voluntary 
adjustment of rates, following up as to 
items that cannot be so adjusted by peti- 
tion or complaint to federal or state 
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regulatory bodies; and establishment of 
direct personal contact with government | 
shipping personnel throughout the coun- 
try, to insure compliance with policies 
and methods centrally developed, and to 
improve such policies and measures. i 
Mr. Hayghe developed each of the ™ 
proposed measures in a brief way. In 
the course of his remarks he said, in de- 
veloping the described plans, no facility 
of government that was functioning ef- 
ficiently and effectively to reduce costs 
of transportation would be destroyed 
simply for the purpose of substituting 
something else, but that the purpose 
would be to develop such a facility so 
that it would function for the future on 
a more comprehensive basis than in the 
past. He said that, underlying the whole 
structure of the system of traffic man- 
agement covered by the plan, would be 
the object of furnishing all agencies the 
maximum of service at the minimum of 
cost, to the end that “payments by fed- 
eral agencies of excessive transportation 
costs will be eventually eliminated or 
reduced to a negligible quantity.” 


Question Period 


Ray Ward, chief, property manage- 
ment group, Bureau of the Budget, who 
is chairman of the property management 
round table, and who conducted the 
meeting, called for questions. 

Carleton Shugg, deputy general man- 
ager, Atomic Energy Commission, asked 
Mr. Ussery what part of the excessive 
charges for transportation to which the 
latter had referred came about because 
of an unusual demand put on a trans- 
portation agency, and in clarifying his 
question indicated he meant the charges 
on shipments that did not move when 
they should have moved, but before or§ 
after that time. Mr. Ussery spoke of 
two “areas” of rates—those that could 
be adjusted because the proper rate was 
published in tariff form or subject to 
section 22 quotations—lower rates quoted 
the government under section 22 of the 
interstate commerce act—and those that 
were legal rates but unlawful under the 
act. Mr. Hayghe said the government 
must first determine what was moving, 
how much was moving, and where it was 
moving because, he repeated, no one in 
government had a reliable index of those 
facts. 

Col. Frank H. Dryden, assistant ad- 
ministrator of the Veterans Adminis- 
tration, said 87.3 per cent of that agency’s 
traffic moved in carload or truckload 
lots, which, he said, showed the agency 
was planning its shipments, which he 
said moved to several major depots oul 
of which between seven and eight hun- 
dred installations were served. 


Special Rates to Government 


It was here that Mr. Crosthwaite of the 
Reclamation Bureau asked Col. Gray 
how the reduction in fares for militaty 
personnel was obtained when “we can’ 
get it for the rest of Uncle Sam’s em- 
ployes.” Col. Gray said it was “because 
we went after it, I presume.” He ob- 
served that reductions had been in effect 
for a long time, going back to land-grat! 
days, with the present reductions nego 
tiated since the land-grant act was Ie 
pealed. He said the railroads an 
busses had agreed to the reductions 1 
fares for travel on transportation ré 
quests if the military services would dis 
tribute traffic on an equal basis amoni 
the individual carriers. 

Mr. Ussery said Mr. Crosthwaite ha@ 
“put his finger on an evil I think §§ 
abominable.” He asked why one agenc! 
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of the government should have preferred 
treatment, adding he thought all the 
transportation contracts should be made 
in the name of the United States gov- 
ernment. He said that if contracts had 
been negotiated for the government it 
could have used the bargaining power 
of the military services for the benefit 
of all departments of the government. 
Mr. Crosthwaite expressed the view 
that the civilian agencies were using 
transportation, in the aggregate, to a 
greater extent than the military agen- 
cies, and said he thought the civilian 
agencies should “take whatever action we 
can to get in on this gravy train.” Mr. 
Hayghe said that there had been a 
movement about two years ago for the 
other government agencies to obtain the 
same agreements as the military, but 
that it was felt then that if all the 
agencies of government followed that 
course it might jeopardize the advan- 
tages the military had gained, and the 
matter was dropped. He said he thought 
it perfectly proper for the railroads to 
give to an agency having volume move- 
ment, such as troop movements, rates 
comparable to’ those for “excursion 
movements.” 































Centralization of Planning 


After General Reeder had made his 
remark concerning the ultimate effect of 
rate reductions, Mr. Crosthwaite said 
it was not believed that the entire de- 
termination of government trarsporta- 
tion policy could be consolidated in 
Washington because, he said, “it’s too 
big.” He said there were transporta- 
tion Management problems “down at 
the level where you are doing the order- 
ing and receiving of your supplies,” and 
that “if we are going to accomplish the 
maximum benefit” it would be necessary 
to “push down to those levels” the prin- 
ciples and doctrines established in 
Washington. 


Representative Holifield, of California, 
a member of the subcommittee of the 
House committee on expenditures in the 
executive departments which handled 
the bill that became the administrative 
services act, asked if the things planned 
by G.S.A. could be done without further 
legislation to give G:S.A. power to go 
into the matter “a little more thor- 
oughly.” He said he looked on the act 
as a basic act on which could be de- 
veloped “several facets” of government 
economy and efficiency. 

Representative Burnside, of West Vir- 
ginia, also a. member of the aforemen- 
tioned subcommittee, called on by Mr. 
Ward for comment, said he was sorry 
the newspapers throughout the country 
did not carry stories that government 
employes gave their evenings to such 
conferences “without overtime pay.” 


Special Rates to Government 
Russell Forbes, deputy administrator 
of the G.S.A., said the government should 
be getting around to the point of view 
of considering Uncle Sam as a shipper 
of property and get away from the idea 
that departmental property transporta- 
tion was “a separate proposition.” In 
the past, he said, special rates granted 
Under section 22 had, in a great many 
Cases, been considered “a secret within 
ohne agency that secured that rate.” 
He said he thought the administrative 
services act opened the field for “that 
type of consideration, that all govern- 
Ment property is viewed as owned by the 
taxpayer and the shipper is the United 
States government.” If the civilian ship- 
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ping requirements were combined with 
those of the military, he said, he did not 
see how it could help benefiting “all 
around” and that the ultimate benefici- 
ary would be the taxpayer. 


He continued by saying that although 
G.S.A. did not contemplate in its set- 
up going into the matter of passenger 
rates, he though it would be proper to 
“accept the challenge Mr. Crosthwaite 
has thrown out” and see what could be 
done through G.S.A. to make available 
to the employes of civilian agencies the 
same rate or a comparable rate to that 
given the military establishment. He 
said travel of government servants was 
at the exnense of the taxpayer and 
should be “subject to discount.” He 
said he did not think the effort to ob- 
tain reduced fares for civilian employes 
would jeopardize the arrangement the 
military group had made. 


Decentralization in D. of A. 


Jack Somers, of the Department of 
Agriculture, said the Commodity Credit 
Corporation had had an opportunity in 
the past few years to compare experience 
under two methods of operation, i.e., 
with shipments moving on government 
bills of lading on a centralized basis, and 
with those moving on commercial bills 
of lading on a decentralized basis. He 
said experience, as far as efficiency was 
concerned, showed that the decentralized 
operation on commercial bills of lading, 
shipping wheat and other products, with 
the settlement of transportation bills at 
regional area levels, was far more satis- 
factory than under the centralized op- 
eration, where all the bills of lading 
came into Washington. He said one of 
the reasons for overpayment was that 
government bills of lading were not 
audited before they were paid. Under 
decentralization, he said, the bills were 
audited before they were paid. 


He agreed that the negotiation of rates 
was centralized in Washington, and that 
procedures and rules were also set up 
in Washington. 


Section 22 ‘Discrimination’ 

At this point, Mr. Hayghe expressed 
the view that a section 22 quotation for 
one agency of the government was in vio- 
lation of section 3 of the interstate com- 
merce act, because it was a discrimina- 
tion against other agencies. However, 
he added, “the lawyers do not agree with 
that.” He said the same rate should 
apply for all departments for the same 
transportation services. In answer to a 
written question sent up to Mr. Ward, 
Mr. Hayghe said there would be bulletins, 
circulars, and other educational matter 
sent to clerks in the field offices until 
such time as G.S.A. had personnel suf- 
ficient to maintain direct contact with 
such employes. 


Homer S. Paul, of the Office of the 
Chief of Transportation, Department of 
the Army, described the work of a volun- 
tary inter-departmental committee 
formed about three years ago. He:.said 
rate information had been exchanged 
between its members so that, when a rate 
had been obtained by negotiation for one 
department, the others would request 
that the rate be made to cover their 
transportation, with the assurance that 
the agency that had obtained the rate 
in the first place would assist other 
agencies to obtain it. 

Mr. Ward, in closing the meeting, said 
the subject of the next conference 
would be records management. 
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St. Lawrence Seaway, C.V.A. 
Projects Urged by Truman 


In His Economic Report 


Recommendations for enactment of 
laws to establish a Columbia Valley Ad- 
ministration and to authorize completion 
of the St. Lawrence seaway and power 
project were among those transmitted to 
Congress by President Truman, Janu- 
ary 6, in his annual economic report. He 
had made similar recommendations two 
days earlier in his “state of the Union” 
message to Congress (T.W., Jan. 7, p. 19). 

The President stated his views with 
respect to tax legislation in general terms 
in his economic report to Congress, urg- 
ing that there be “some revisions in the 
tax structure to reduce present inequities, 
stimulate business activity, and yield a 
moderate amount of net additional reve- 
nue,” and adding that his specific recom- 
mendations on taxes would be trans- 
mitted to Congress “at an early date.” 
Among his other legislative recom- 
mendations was one to increase substan- 
tially the maximum maturity period for 
business loans made by the Reconstruc- 
tion Finance Corporation. 

Transmitted to Congress together with 
the President’s, economic report was the 
annual economic review prepared by his 
Council of Economic Advisers, compris- 
ing Leon H. Keyserling, acting chairman, 
and John D. Clark. Neither in the Presi- 
dent’s report nor in the economic review 
by. the advisory council was there any 
specific discussion of transportation 
taxes or other excise taxes. 


Power Project Separation Opposed 


In his press conference on January 
5, President Truman discussed at 
length his position on the subject of 
development of hydro-electric power 
projects in various sections of the 
country. In the course of that discus- 
sion, he expressed opposition to the idea 
of undertaking construction of the pro- 
posed power facilities on the St. Law- 
rence without proceeding, at the same 
time, with the navigation features of 
the St. Lawrence project. 

The Council of Economic Advisers, in 
its economic review, stated its advocacy 
of the St. Lawrence seaway and power 
project in the following excerpt from its 
report: 


“Programs for the conservation and 
development of natural resources need 
to be expanded at a rate somewhat 
greater than the secular growth of the 
economy. The public expenditures in- 
volved are investments which result in 
the production of goods and _ specific 
services indispensable to economic 
growth, nationally and regionally. They 
make available, for the benefit of all, 
the potentials which exist in our re- 
gions. For example, if the well-estab- 
lished trend of increasing use of elec- 
tricity is to continue, the production of 
low-cost electrical energy will have to 
expand more rapidly than the increase 
in national product. River basin de- 
velopment programs can account for a 
considerable portion of the 6,000,000 
kilowatts of additional power capacity 
needed annually for some time in the 
future. In the west, these programs 
contribute to meeting the needs imposed 
by great population increases. In the 
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more mature areas of northern New 
York state and New England, the eco- 
nomic prospects can be improved by 
making available the low-cost power 
potential in the St. Lawrence seaway 
and power project. By the time the 
seaway can be completed, we may be 
heavily dependent upon imported ore 
to keep our steel industry operating at 
capacity. For reasons of national se- 
curity as well as economic develop- 
ment, the seaway is an urgently needed 
link between the inland centers of our 
iron and steel industry and foreign 
sources of ore.” 


$4 Billion a Year for Roads 


The council said that an expenditure 
of about $4 billion a year was needed 
for highways in the next ten years. 

“We have standards permitting meas- 
urement of our present deficiency in 
highways,” it said. “A good highway 
costs less all around than a poor high- 
way, because of increased safety and 
savings in wear and tear on cars and 
tires. More than half our major high- 
ways were built in the 1920’s or early 
1930’s, and have already served the 
major part of their useful lives. It 
would cost more to maintain them over 
the next decade than to replace them; 
so our choice is between building good 
roads and riding on them, or losing the 
price of good roads by riding on poor 
ones. Out of a needed expenditure for 
highways of about $4 billion a year over 
the next decade, approximately one-half 
should be for replacement.” 

The council said that economic growth 
depended on what people did with land, 
water, minerals, transport, and plant 
and machinery. 

“To attain the prosperous economy 
which is within our reach,” it said, 
“plans relating to natural resources de- 
velopment, transportation, urban de- 
velopment, education, and health must 
be correlated... .” 


Railroad Plant and Investment 


Manufacturing outlays for plant and 
equipment had declined almost 15 per 
cent between 1948 and 1949, and “trans- 
portation other than railroads” had 
shown a decline of over 27 per cent in 
such outlays, the council stated. On 
the other hand, it said, railroads and 
electric and gas utilities increased their 
investment outlays in 1949. 

“The increase in railroad investment 
was only slight,” it continued. “Their 
plant and equipment outlays, which in 
1949 had been ahead of 1948 in both of 
the first quarters, were in the final 
quarter of 1949 sharply below the cor- 
responding quarter of 1948.” 

In a discussion of “specific problem 
areas,” the council said that there were 
particular industries, such as the rail- 
roads, in which capital needs were very 
large in relation to earnings and which 
faced especially thorny problems of ob- 
taining either debt or equity capital. It 
added that “special consideration must 
be given to certain strategic industries 
in which expansion desirable for national 
security calls for larger and more rapid 
investment outlays than are likely to 
be forthcoming from private invest- 
ment.” 

After stating that the nation’s econ- 
omy was “indeed strong,’ the council 
said it felt that it was unfortunate that 
tax rates had been reduced in 1948, and 





that “if the higher taxes had remained 
in effect they would not be such a burden 
that business recovery would not con- 
tinue.” 


‘Some Tax Increases’ Suggested 

“But,” it continued, “the tax rates were 
reduced, countless personal and business 
relationships are now based upon the 
lower rates, and, if taxes were now raised 
sufficiently to attain an immediate 
budget balance, the process itself would 
involve disturbing maladjustments. The 
real question is this: To what extent may 
there be some tax increases at this stage 
of business recovery without impeding 
business progress enough to defeat the 
purpose of the tax program? 

“It is important that action be taken 
to reduce the deficit, and to move as 
rapidly as the need to maintain business 
progress will permit toward attaining a 
surplus to apply upon the government 
debt. For this purpose, some increases 
in taxes may be made, without threaten- 
ing the recovery of business now under 
way. The revision of some taxes should 
be sufficient to achieve a net increase in 
revenue, even while making certain other 
adjustments in taxes to improve the 
equity of the structure and to provide 
some stimulus to business investment 
and consumer buying. 

“There is urgent necessity that a re- 
view of the whole tax structure be com- 
pleted at the earliest possible date, to- 
ward the end of initiating long-range 
improvements aS soon as compelling 
short-range problems are disposed of.” 


Division of National 
Furniture Traffic Service 
Established in New York 


The National Furniture Traffic Service, 
New York Division, Inc., has announced 
it has been incorporated as a voluntary 
non-profit trade association, made up of 
furniture dealers, department stores and 
manufacturers, with the support of the 
local and national associations of the 
furniture and toy industries. 

“The association was formed in keep- 
ing with the national program of the 
National Furniture Traffic Conference 
for traffic unification and the promotion 
of pool car consolidation and distribu- 
tion throughout the states,” it said. “The 
New York division is the first link in this 
national program and will serve the 
metropolitan markets of New York City 
and New Jersey within a radius of 50 
miles. Store door delivery out of pool 
cars to members in this area will be the 
first step. The association will not oper- 
ate its own equipment but will utilize 


_ private trucking firms for store door de- 


livery and the association will handle all 
freight and delivery charges for its mem- 
bers. 

“Member dealers are requesting all 
shippers to utilize these pool car services 
of the association and consign cars to 
the National Furniture Traffic Service— 
New York Division, Lehigh-Valley Pier 
66, North River. Rate sheets are pub- 
lished showing freight and delivery costs 
per 100 pounds from all shipping points, 
which will be a valuable asset to any 
dealer or manufacturer in checking of 
charges and determining the transporta- 
tion costs from factory to store or ware- 
house. 

“With the inception of the New York 
association, a pattern has been cast for 
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the organization of other similar sec- 
tional groups, which will be sponsored 
by the national associations.” 

The following were elected officers of 
the association for the ensuing year: 






President, Leslie Martin, of T. Baum- § 





ritter Co.; vice-president (retail sec- 
tion), O. Schreiner, traffic manager, 
Metropolitan Traffic and Receiving Unit; 
vice-president (manufacturers section), | 
L. E. Young, traffic manager, Edison | 
Wood Products; vice-president (associa- 
tion section), R. F. Bohman, National 
Furniture Traffic Conference; treasurer, 
H. C. Segerstrom, managing director, Na- 
tional Furniture Traffic Service, New 
York Division; secretary, Walter Bruno, 
traffic manager, Decorative Cabinet Cor- 
poration; and counsel, Irving R. Kass, 
Tolleris, Kass & Tolleris. 























Common Carriers in U. S. 
To Intensify Competition 


In ‘50, Hammond Predicts 


Sharper competition among domestic 
common carriers is in prospect for 1950, 
according to a forecast by Harold Ham- 
mond, manager, transportation and 
communication department, Chamber 
of Commerce of the United States. 

After stating that unfavorable show- 
ings by some carriers in 1949, par- 
ticularly the railroads, were brought 
about by the coal and steel strikes plus 
a general. reduction in industrial ac- 
tivity, Mr. Hammond said the picture 
for the coming year was brightened con- 
siderably by the favorable outlook for 
higher industrial output. In addition, he 
said, carriers had improved their plants 
and equipment, and each form of carrier 
would attempt to better its competitive 
position. 

“Definite technical progress was made 
in 1949 in carrier operating efficiency,” 
Mr. Hammond said, “although increased 
labor costs tended to cancel out much 
of the advance. 

“Total ton-miles for inter-city and 
interstate traffic fell from 1,009 billions 
in 1948 to 885 billions in 1949—off 12 
per cent, it is indicated by preliminary 
estimates. 

“The Association of American Rail- 
roads reports carloadings for 1949 were 
36 millions, down 16 per cent. Ton miles 
totaled 530,000 millions, down 16.9 per 
cent. Railroad coal traffic was below 
1948 figures for 49 weeks, resulting in an 
annual coal loading decrease of 29 per 
cent. Railroad passenger revenue was 15 
per cent less than the previous year. 

“An increase of 2.3 per cent in car 
loadings for the first quarter of 1950 is 
forecast by the 13 regional shippers ad- 
visory boards. 

“Despite lower total business in 1949, 
the railroads report more tons were 
moved more miles for each hour of 
freight train service, and fast, modern 
Passenger trains operated more miles 
than ever before.” 


Trucking Industry Outlook 


“Estimates based on continued high 
business activity indicate that the truck- 
ing industry may hold near its 1949 level 
this year. 

“Class I for-hire freight motor carriers 
increased inter-city freight five per cent 
in 1949 over 1948, according to prelimi- 
nary estimates of the American Truck- 
ing Associations. Although gross revenue 
increased 11 per cent, expenses climbed 
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13 per cent, cutting net revenue 14 per 
cent. 

“Ton-mile highway figures for private 
and common carriers may reach a record 
high of nearly 90,000 millions for the 
year. 

Airlines Set Record 


“Record traffic, largely due to better 
schedule regularity, greater safety and 
the new coach service in 1949 have 
prought the airlines into a better posi- 
tion. A gain of 348 per cent in air 
freight in 1949 indicated further develop- 
ment of this operation. 

“Scheduled airlines, including domes- 
tic trunk lines, feeder lines and inter- 
national carriers, increased 1949 gross 
revenues by an estimated 13 per cent over 
1948, the Air Transport Association re- 
ports. Operating expenses rose 9 per 
cent. Revenue passenger miles were up 
8913 millions, an increase of approxi- 
mately 11.4 per cent over 1948. 

“Inter-city busses carried 21,500 million 
passenger miles in 1949, it is estimated, 
for a decrease of 10 per cent from 1948. 


Water Traffic 


“Inland waterways traffic, including 
the Great Lakes, declined in 1949 to 
144,000 million ton miles, according to 
preliminary estimates. This is a drop 
of 10,000 million from the 1948 figure. 

“Inland water carriers, excluding the 
Great Lakes, maintained a high level 
of traffic for 1949, except in coal and ore. 
But these losses were offset by increased 
petroleum traffic, bringing ton miles car- 
ried in 1949 to 40,000 million. Contribut- 
ing to continued volume on the rivers 
were partial elimination of delivered 
pricing by heavy industries, more efficient 
equipment, and the search of shippers 
for lower freight rates. 

“Coal and steel strikes hindered Great 
Lakes carriers. Ore boats began to be 
laid up as early as August, accounting 
for the low estimate of 104,000 million 
ton miles carried in 1949.” 


Advanced Traffic Alumni 


Plan 25th Anniversary 


The Alumni Association of the College 
of Advanced Traffic is planning special 
observance of its silver anniversary with 
@ program in which its past presidents 
and alumni of the college who have at- 
tained high positions in transportation 
will be asked to participate. The meet- 
ing has been tentatively set for the 
month of March. 


The association’s January meeting, set 
for January 17, at the Hotel LaSalle, 
Chicago, has been designated “good fel- 
lowship night.” There will be a program 
of entertainment and _ refreshments. 
William A. Ballou, Ziffrin Truck Lines, 
Inc., has been appointed chairman of 
the arrangements committee for the as- 
sociation’s annual fish fry, which will be 
held on May 12. 


Air Group Begins Traffic 


Studies at Major Terminals 


A series of on-the-scene studies of the 
traffic situation at major air terminals 
were to begin on January 9 in Chicago, 
In accordance with recommendations of 
a@ recently organized airport use com- 
mittee, of which D. W. Rentzel, admin- 
istrator of civil aeronautics, is chairman, 


the Civil Aeronautics Administration an- 
nounced. 

The C.A.A. said the first studies would 
be made at the Chicago, Minneapolis 
and St. Louis airports, by a working 
group named by the full committee. It 
said the group would work closely with 
local aviation and airport authorities at 
those points, which were chosen as 
typical for purposes of developing a gen- 
erally applicable method of procedure. 

“The airport use committee repre- 
sents the military services, governmental 
agencies, Air Transport Association, air- 
craft owners and Pilots Association and 
the C.A.A. airport advisory committee,” 
the C.A.A. says. “It has as its objectives 
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the study of military and civilian traffic 
at civilian controlled airports and the 
best solution of the problems .at each 
location.” 

The working group, according to the 
C.A.A., will make recommendations to 
the full committee on (1) ways and 
means to attain the highest degree of 
safety to all users, (2) relieve density 
and congestion of traffic, and (3) en- 
courage civilian and military use where 
possible. 


Transport Society Discloses Questions 
Used at Third Examinations in December 


Report of Educational Director to Board of Directors of American 


Society of Traffic and Transportation Shows High Percentage of 


Success Among Candidates. Value of Required Original Papers Stressed. 


G. Lloyd Wilson, professor of transpor- 
tation and public utilities, University of 
Pennsylvania, has submitted his report 
as director of education of the American 
Society of Traffic and Transportation to 
Charles H. Vayo, general traffic man- 
ager, Eastman Kodak Co., president of 
the society. The report, also signed by 
E. H. Breisacher, the society’s registrar, 
covers the series of examinations for 
membership in the society held December 
8 and 9, 1949. 

These examinations, says the report, 
were held at fourteen points, including 
New York, Chicago, Pittsburgh, Philadel- 
phia, Portland (Ore.), Cleveland, Rich- 
mond, Rochester, Denver, Washington, 
Norman (Okla.), Kansas City, Minne- 
apolis and Knoxville. 

Thirty-four candidates submitted to 
the four examinations. The report says 
that 90 per cent of those taking Exami- 
nation No. 1 were successful, 92 of those 
taking Examination No. 2; 75 per cent 
of those taking No. 3, and 100 of those 
taking No. 4. It adds that ten applicants 
are at work on the original papers on 
transportation subjects, which constitute 
the fifth test candidates must pass for 
certification as members of the society. 
Referring to the papers, the report says: 

“This phase of the examination pro- 
gram appears to be a very valuable one, 
and through it, applicants have been in- 
structed in preparation of reports con- 
forming to reasonable standards of 
originality and documentation.” 


Examination Questions 
The following are the questions used 
in the examinations; in each of the four, 
candidates were required to answer ten 
of the twelve questions: 


EXAMINATION NO. 1 


Transportation Economics or Business 


1. Indicate clearly the relationship 
between improved transportation and 
(a) technical division or specialization 
of labor; (b) geographic division or 
specialization of production. 

2. “The railway industry is character- 
ized markedly by common (often termed 
joint) costs.” Discuss this statement, 
pro or con, and indicate the significance 
of your position in this matter as it re- 


lates to rates based upon cost of service. 

3. Relative to the federal grants of 
land to aid in railway construction, in- 
dicate (a) arguments in behalf of grants 
and of their termination; (b) important 
provisions of typical grant; (c) extent 
of repayment by railways to government; 
(d) your judgment as to ultimate worth 
of grants, both to the public at large and 
recipient railways. 

4. Relative to the certificate of con- 
venience and necessity, indicate (a) 
types of transport to which it now ap- 
plies; (b) reason(s) for its utilization; 
(c) nature of showing applicant must 
make to obtain approval of a new serv- 
ice. 

5. “In view of the highly competitive 
nature of transport today, public regu- 
lation of rates should be abandoned.” 
Discuss at some length, pro or con. 

6. “The Reed-Bulwinkle act should in 
public interest be retained upon the stat- 
ute.” Discuss carefully giving your 
judgment, indicating in the course of 
your comments (a) nature of the act; 
(b) circumstances leading to its enact- 
ment; (c) carriers subject to its provi- 
sions; (d) any discussions thereunder. 

7. The railways, in accordance with 
Interstate Commerce Commission deci- 
sion in Docket 28310, must promulgate in 
the near future a uniform classification 
of freight for the entire United States. 
Discuss the merits of such classification 
as against our present plan, and indicate 
difficulties faced. 

8. A recent study of airline competi- 
tion declares that the C.A.B. has weak- 
ened the financial structure of major 
airlines by approval of excessive compe- 
tition. Discuss this matter at some 
length. 

9. Set forth clearly important powers 
now exercised over commercial highway 
transport by the Interstate Commerce 
Commission, differentiating clearly be- 
tween the common and contract carrier. 

10. Give the reason(s) for passage of 
the so-called Dennison act, 1928 and 
comment upon results, mentioning if 
possible any significant decisions that 
rest in whole or in major part upon it. 

11. “To safeguard the financial integ- 
rity of transportation for hire, an abso- 
lute essential in our economy, sharp 
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limitations should be placed upon the 
development of private transport by in- 
dustry.” Discuss at some length, pro or 
con. 

12. “Because of the many and serious 
problems faced by the railways of the 
United States—financial, labor, inequi- 
table competition, and others — the 
United States should move immediately 
toward government ownership and oper- 
ation of its railways.” Discuss care- 
fully. 

EXAMINATION NO. 2 
The Principles of Traffic Management 


1. Explain and discuss the salient fea- 
tures of the following types of arrange- 
ments between shippers and carriers: 
(a) railroad demurrage agreement; (b) 
railroad siding agreement; (c) railroad 
weight agreement. 

2. In industry, any transportation cost 
over the cheapest is sometimes classified 
as excess transportation cost. Outline a 
Plan or procedure whereby an industry 
might develop controls and procedures 
to hold this excess cost to a minimum. 


3. (a) Write a brief outline of how an 
industrial traffic department should 
build up an adequate and efficient tariff 
file. (b) Outline the basic procedure to 
be followed in checking a freight rate. 


4. (a) Define interstate commerce. 
Illustrate your answer with examples 
of traffic movements which are inter- 
state commerce. (b) Name the principal 
instrumentalities of transportation. (c) 
State briefly the inherent advantages of 
each type of carrier mentioned in part 
(b). 

5. There are three major classifica- 
tion territories in the United States. (a) 
What are they? (b) Why is it necessary 
to have three major classification ter- 
ritories? (c) What is freight classifica- 
tion? Why is it necessary? (d) Is 
freight classification exact science or 
an art? Explain. (e) What is the status 
of the development of a uniform freight 
classification? 

6. (a) What is a bill of lading? (b) 
What purposes does it serve? (c) What 
principal types of bills of lading are in 
use in interstate commerce? (d) Is the 
shipper or carrier obligated by law to 
furnish the bill of lading? (e) A bill of 
lading is prepared by a shipper, who 
inserts the route and rate. If the rate 
does not apply by the route specified, 
is the carrier obligated to use the route 
specified? 

7. AS a traffic manager you are re- 
quested to draw up a special report to 
your president for submission to the 
board of directors on the functions of in- 
dustrial traffic management. (a) List the 
functions; (b) list some of the basic 
equipment necessary to efficiently per- 
form each of the above functions; (c) 
outline in your report your ideas as to a 
suitable form of report for an industrial 
traffic manager in reporting accomplish- 
ments and activities to the executive 
to whom he reports; (d) state in your 
report the executive to whom you should 
report. 

8. Do you believe it is advantageous 
for an industry engaged in international 
trade to sevarate the functions of its 
traffic department as related to export 
and import business, contrasted with 
domestic business? If so, why? If not, 
why not? 


9. When engaged in foreign. trade, 
what elements would you consider con- 
trolling under normal conditions in the 
selection of a port of entry or embark- 
ation? 


10 (a) Write a brief report discussing 
in some detail the principal functions 
of a merchandise or public warehouse. 
(b) Explain the difference between the 
liability of a common carrier and that 
of a warehouseman. (c) On a less-than- 
carload shipment, when does the liabil- 
ity of a common carrier end and liability 
of a warehouseman begin? 


11. Write, as a traffic manager of a 
wholesale dry goods distributor, a memo- 
randum explaining generally: (a) the 
services performed by freight forwarders; 
(b) the basis for their rates; (c) how 
they profit from their operations; (d) 
the advantages of their services to your 
company. 

12. If you were employing a person 
whom you wished to train to become the 
traffic manager of an industrial con- 
cern of a type with which you are famil- 
iar, what mental and physical charac- 
teristics, technical training, and general 
educational background would you seek? 


EXAMINATION NO. 3 


General Business, Including Principles of 
Economics or Economic Theory, Market- 
ing, Government or Political Science, 
Geography, and Finance and Banking. 


1. Since the first World War (1914-18), 
there has been extensive migration of 
industrial production from one section 
of the United States to another. In some 
instances, relocation of large segments 
of a particular type of industrial produc- 
tion has occurred. (a) Cite at least 
three instances of industries in which 
substantial migration of production has 
occurred since 1914 or is now occurring. 
Indicate in each example the geographi- 
cal localities from and to which the 
movement has occurred. (b) Discuss 
briefly the major reasons for each of the 
changes in industrial concentration 
which you have cited. (c) From the 
point of view of national economic policy, 
do you believe that relocations of in- 
dustry such as you have listed should be 
encouraged or discouraged by govern- 
mental authority? Discuss reasons for 
your position. 

2. Define the term “monopoly.” (a) 
How is monopoly power most readily 
discernible? (b) Specifically define the 
U. S. government policy with respect to 
monopolies. (c) In your opinion, is 
anti-monopoly strictly the government 
objective in attempting to break up the 
structure of such an organization as the 
Great Atlantic & Pacific Tea Company? 
Explain. 

3. The American Manufacturing Com- 
pany at Aville, Pennsylvania, is con- 
cerned with a study of the advantages 
and disadvantages of increasing the size 
of its plant facilities in order to increase 
its production by 20 per cent. In order 
to make feasible this expansion, the com- 
pany must seek to develop a market for 
its product, textile machinery, in terri- 
tories in which it has not heretofore 
marketed its goods. (a) What are the 
principal marketing channels available 
for the company to use? (b) Describe 
each channel briefly but clearly and state 
some advantages and disadvantages of 
each type. 

4. Explain clearly what is meant in 
economics by (a) demand; (b) elasticity 
of demand; (c) inelasticity of demand. 
(a) List and describe briefly several fac- 
tors which may cause the demand for a 
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commodity to be elastic or inelastic. 
(b) Motor common carrier “M” is con- 
sidering the publication of a reduced 
rate on plastic kitchen utensils, in truck- 
loads, between points A and B on its 
line. How may the decision of the car- 


rier to grant or withhold the rate re- | 


duction be affected by (1) elasticity or 
inelasticity of demand for the commod- 
ity to be carried under the proposed re- 
duced rate; (2) elasticity or inelasticity 
of demand for the motor transportation 


service of this commodity via carrier | 


“Mr? 


5. Assume that the urbanization of the § 


United States is to continue. How might 
such a trend affect the boundaries of 
what has come to be known as the 
dairy belt? Would an increased demand 
for dairy products be met by a real ex- 
pansion or greater’ intensification? 
What would happen to the fluid-milk 
areas? Would portions of the so-called 
corn belt be added to the dairy belt? 
What factors, other than the demand for 
dairy products, would have to ke con- 
sidered? 

6. The United States is established in 
world trade as a nation having a sub- 
stantial export trade balance; that is, 
the value of its exports to the rest of 
the world consistently exceeds the value 
of its imports from other nations. (a) 
What are the principal commodities im- 
ported by the United States and what 
are the sources of these imports? To 
what extent do the commodities which 
you have listed compete with domestic 
production in the United States? (hb) 
What is the present policy of the United 
States Government with respect to en- 
couraging or discouraging imports of the 
commodities listed? (c) To what extent 
(if any) do you believe that present gov- 
ernmental import policy should be 
changed under current world conditions? 

7. Railroad labor and coal miners fall 
into two separate and distinct categories 
with respect to the frequency with which 
they go out on strike. (a) Explain the 
reasons for these differences. (b) If the 
Taft-Hartley law were invoked by the 
President of the United States, what 
effect would this have upon recurring 
coal strikes? 

8. It is often asserted that “costs of 
distribution are excessive.” (a) Explain 
the full meaning of this assertion. (b) 
How would you undertake to prove, for 
a commodity of your own selection, 
whether or not costs of distribution are 
excessive? 

9. Discuss the following statements: 
(a) A market should be explained in 
terms of supply and demand. (b) Coal 
in the consumer’s bin is not the same 
commodity as coal at the mines. (c) The 
hunger of a boy looking into a candy shop 
window does not necessarily create a 
demand for candy. (d) Existing supply 
and expected demand do not constitute 
a market. 

10. Discuss the following statement 
carefully: “The present-cost basis of 
valuation for the property of a regulated 
monopoly is weak because it proceeds on 
the assumption that the output of the 
industry should be made the same as it 
would be under conditions of free com- 
petition. Now this is not true. For in- 
stance, it would sometimes be to the in- 
terests of the public to make the output 
larger than it would be under conditions 
of free competition. Therefore we should 
use past-cost valuation.” 

11. Wholesalers, sponsoring voluntary 
chains, say that they can give the 
affliated retailers everything that the 


Janua: 


manag 
his org 
agree ' 
lowing 
who re 
sale 2 
saliesm 
tailers 
visors” 
who sh 
has sa 
retaile! 
has a 
help tt 
visit th 
advice 
12. F 
“devalt 
valuati 
been ¢ 
such di 
export 
effects 
of gooc 
Britain 


The E 


t. Ef 
century 
of the | 
List th 
part of 
point o 
each Cé 


ia. * 
section 
of the ¢ 
portatic 
donmer 


transpo 
of these 

4. W 
tion age 
carrier ; 
regulati 
What h 
state C 
ing or | 
cates of 
sity ? 

5. As 
nautics 
certifica 
sation 
on a “c 
policy c 
your ap 

6. O 
sions a 
labor ai 
its purp 
you fav 
by the ° 
cuss. 

7 Ou 
hing of 
What ce 
ineffecti 
federal 
transpor 

8. Li: 
Private | 
oper atio. 
type of | 
prefer? 

9, Wh 
advantay 





TORLD 


aStic. 
con- 
luced 
ruck. 
n its 
car- 


> re- | 


ty or 
mod- 
d re- 
ticity 
ation 


irrier | 


f the § 


night 
2s of 
; the 
nand 
1 ex- 
tion? 
-milk 
‘alled 
belt? 
d for 
con- 


ed in 
sub- 
it is, 
st of 
value 

(a) 


s fall 
yories 
which 
1 the 
f the 
y the 
what 
rring 


sts of 
plain 
. (bd) 
e, for 
ction, 
n are 


ents: 
2d in 
Coal 
same 
) The 
’ shop 
ite a 
upply 
titute 


>ment 
is of 
lated 
ds on 
f the 
as it 
com- 
yr in- 
1e in- 
utput 
itions 
hould 


ntary 
» the 
, 6the 


January 14, 1950 


manager of a chain store receives from 
his organization. To what extent do you 
agree with this statement under the fol- 
lowing conditions: (a) A wholesale grocer 
who retains his sales force? (b) A whole- 
sale grocer who keeps only half his 
salesmen, trains them to give the re- 
tailers advice, and calls them “super- 
visors” ? (c) A variety-goods wholesaler, 
who ships goods from his wholesale house, 
has salesmen to solicit orders from the 
retailers and to give them advice, and 
has a staff of merchandising experts to 
help the retailers set up their stores and 
visit the stores from time to time to offer 
advice 

12. The British pound has recently been 
“devalued.” (a) What is meant by “de- 
valuation”? (b) To what point has it 
been devalued? (c) What effect will 
such devaluation probably have upon the 
export trade of Great Britain? (d) What 
effects will it have upon the exportation 
of goods from the United States to Great 
Britain? 


EXAMINATION NO. 4 
The Elements of Interstate Commerce 
Law and Regulation 


1. Litigation occurring during the 19th 
century set the stage for the enactment 
of the act to regulate commerce in 1887. 
List three (3) principal cases that were 
part of this program. Give the principal 
point of law and discuss the decision in 
each case briefly. 

2. State in your own words the rule 
of rate making of the interstate com- 
merce act as contained in Part I, section 
lba. Trace the development of this 
section and discuss the legislative intent 
of the original section 15a. What trans- 
portation situation necessitated the aban- 
donment of the original plan? 

3. What agencies regulate the various 
types of transportation facilities? It has 
been frequently advocated that a single 
agency regulate all forms of interstate 
commerce. It has been further suggested 
that a cabinet post be established for 
transportation. What is your opinion 
of these proposals? Why? 

4. What types of motor transporta- 
tion agencies are dealt with by the motor 
carrier act of 1935? What groups favored 
regulation?—opposed regulation? Why? 
What has been the policy of the Inter- 
state Commerce Commission in award- 
ing or granting common carrier certifi- 
cates of public convenience and neces- 
sity? 

5. As provided for in the civil aero- 
nautics act of 1938, as amended, various 
certificated air carriers receive compen- 
sation for the transportation of mail 
on a “cost” or “need” basis. Discuss this 
policy of air mail payments indicating 
your approval or disapproval of same. 

6. Outline the fundamental provi- 
sions and procedures of the railway 
labor act. Has this act accomplished 
its purpose? Why or why not? Would 
you favor regulation of railroad wages 
by the I.C.C.? Why or why not? Dis- 
Cuss. 

7. Outline the reason for the begin- 
ning of state regulation of railroads. 
What caused state regulation to become 
ineffective? On what authority does the 
federal government regulate interstate 
transportation? 

8. List the advantages accredited to 
private and government ownership and 
operation of the railroad industry. What 
type of ownership and operation do you 
prefer? Why? 

9. What are the advantages and dis- 
advantages of the conference method of 


rate making? Outline the effect of the 
application of the Bulwinkle act on this 
method of rate making. What is the 
opinion, of the Department of Justice 
concerning the Bulwinkle act? What is 
your opinion? Why? 

10. (a) Which Supreme Court decisions 
have influenced the determination of 
fair value and the rate of return most? 
Discuss the history of these decisions 
adding any others you feel are helpful 
in arriving at final disposition of this 
problem. (b) List arguments for and 
against the following theories of value: 
(1) original cost; (2) reproduction cost. 
Have good will, franchise to operate, and 
going-value any effect on the valuation 
of railroad property? 

11. (a) The common law imposes upon 
the common carriers the duty of provid- 
ing adequate service. What are the pro- 
visions of statutory law (interstate com- 
merce act) concerning service? Outline 
your answer. (b) Under what act and 
part thereof are the following regulated: 
(1) water transportation; (2) rail trans- 
portation; (3) motor transportation; (4) 
freight forwarders. List several provi- 
sions of each regulation. 

12. (a) A shipment moved from point 
A in one state to point B in another 
state, a distribution point maintained by 
a forwarder, and was there tendered to 
a motor carrier for transportation to 
the original billed destination, point C. 
Point C is in the same state as point B. 
The original consignee at point C re- 
fused to accent the freight because of 
damage. Upon instructions from the 
shipper, the forwarder ordered the mo- 
tor carrier who hauled the shipment 
from B to C to return same to the dis- 
tribution point. Neither the forwarders 
nor the motor carriers tariffs contained 
any provision for reconsignment or 
diversion of the shipment. There was 
no new bill of lading issued on the ship- 
ment from point C for transportation 
back to distribution point. What charges, 
intrastate or interstate, should apply on 
the original shipment? What charges, 
intrastate or interstate, should apply on 
the return movement to distribution 
point? Why? (b) What authority does 
the Interstate Commerce Commission 
have over intrastate rail rates and what 
authority does the I.C.C. have over intra- 
state motor carrier rates Discuss. 


T.A.A. ‘Freedom Dinner’ 


In Minneapolis Announced 


Speakers from industry, agriculture, 
finance and transportation will address 
the second “freedom dinner” sponsored 
by the Transportation Association of 
America, to be held January 25 in the 
Nicollett Hotel, Minneapolis. How to 
stop “the gradual loss of liberties con- 
fronting America” will be the theme of 
the Minneapolis dinner, as it was of the 
first “freedom dinner” held in Chicago, 
November 30 (T.W., Dec. 10, p. 30). 

The following speakers are scheduled: 
For industry, Nathaniel Leverone, chair- 
man, Automatic Canteen Co. of America; 
agriculture, Norris K. Carnes, general 
manager, Central Livestock Association; 
finance, Henry E. Atwood, president, First 
National Bank of Minneapolis; and 
transportation, Donald D. Conn, execu- 
tive vice-president, T.A.A. The Twin 
Cities sponsoring committee is headed 
by Whitney H. Eastman, vice-president 
of General Mills, Inc. 

“The responsible leaders of industry, 
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agriculture and labor in the area recog- 
nize the dangers to our liberties,’ Mr. 
Eastman said. “We will show that by 
working together we can prevent this 
menace which has swept England from 
engulfing us. This is a meeting of out- 
standing citizens who place the welfare 
of the nation and its citizens above all 
other interests.” 


Atlantic States Shippers 
Board Hears Appeal for 


Oil Conservation Program 


By failure to apply a wise policy of 
conservation to its resources of petroleum 
and natural gas, so as to insure a suf- 
ficient supply in event of another war, 
the United States was running the risk 
of having its war planes grounded, its 
war ships tied up, its tanks and trucks 
standing idle, and its railroads unable 
to run, said Richard P. Brown, of Phila- 
delphia, Pa., vice president, Minneapolis- 
Honeywell Regulator Co., in an address 
on January 12 at a joint luncheon of the 
Atlantic States Shippers Advisory Board 
and the Traffic Club of Philadelphia. 

The luncheon was held in the Crystal 
Ball Room of the Benjamin Franklin 
Hotel, Philadelphia, in connection with 
the twenty-sixth annual and eightieth 
regular meeting of the Atlantic States 
Shippers Advisory Board. Mr. Brown is 
a former secretary of the department of 
commerce of the commonwealth of 
Pennsylvania and is a director of the 
Philadelphia & Reading Coal & Iron Co. 
and vice chairman of the board of Drexel 
Institute at Philadelphia. 

After observing that the meaning of 
the word “conservation” as applied to the 
oil industry differed from the meaning as 
applied to forests, in that “the liquid 
fuel and the invaluable gases that nature 
spent so many hundreds of millions of 
years in creating” could not be replaced 
in a few years, Mr. Brown said: 


Beneficial Uses of Petroleum 


“Petroleum products achieve their 
highest purpose when used for the gener- 
ation of mobile power. Automobiles, air- 
planes, trucks, tanks, busses, tractors, ar- 
tillery, naval vessels, transports—all are 
constructed for the use of petroleum 
products for propulsion and lubrication— 
and without those they will not move a 
wheel. The fuel is ideal for the purposes 
named and there is no substitute avail- 
able. These uses benefit the nation. 
They need no explanation, justification or 
defense. 

“However, there are other uses which, 
in the absence of specific and compre- 
hensive planning for the maintenance 
of domestic reserves adequate to meet 
any circumstances, can lead to the most 
dangerous shortages of liquid fuels. 
Specifically, I refer to the use of pe- 
troleum products and natural gas for the 
generation of power in stationary plants, 
and for space. heating, where other fuels. 
are available. 

“In this connection let me dwell for a 
moment on the situation facing our rail-: 
roads in the event of an emergency. Our’ 
roads which for so many years handled 
the passenger and freight traffic of the 
nation with coal and which relied on coal 
traffic as their greatest source of reve- 
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nue, today are deserting coal for oil in 
increasing numbers. Within a very short 
time they will be consuming 10 per cent 
of all the oil used in the United States. 
In an emergency they will find them- 
selves competing with stationary power 
plants and householders for a diminish- 
ing domestic supply of liquid fuel. It 
is not difficult to imagine the chaos that 
may develop under these circum- 
stances. . .” 


‘Growing Peacetime Deficit’ 


Mr. Brown referred to various and dis- 
similar estimates of the amount of oil 
reserves, and added the comment that 
these estimates “all point in one direc- 
tion—a growing peacetime deficit.” The 
deficit, he said, took no account of “the 
additional two to three million barrels a 
day we shall need in the event of war.” 


He said it had not been made clear how 
imports of oil would reach the American 
consumer in event of war. 


“Certainly, if we were plunged into 
war,” he said, “the first objective of our 
enemies would be to employ their enor- 
mous fleet of submarines to shut off our 
supply of foreign oil, whether from the 
Near East or South America .. 

“Through failure to conserve our oil 
resources, and to build during peace 
times plants to convert our plentiful 
supply of coal to the production of oil 
and gasoline, our country may be over- 
tun and fall to an invading force. The 
old adage—penny wise and pound 
foolish’—certainly applies to our present 
profligate use of our petroleum and gas 
resources, when there is no real attempt 
to conserve those resources. 


Conservation Measures Proposed 


“It is not sound to count on finding 
new petroleum pools within this country 
at the very time when they are most 
needed, and needed immediately. By 
conservation of our known petroleum re- 
sources, and producing a reasonable 
amount of our oil needs from coal, we 
would not only conserve a portion of our 
known supply in the ground, but we 
would also develop the ‘know-how’ to 
build, quickly, additional coal conversion 
plants as needed. 

“What, then, is necessary is an inves- 
tigation of our oil and gas reserves, of 
our ability to meet our needs, under all 
conditions, or how far short we may fall 
in meeting these needs, and a re-exam- 
ination of low grade uses of petroleum 
and natural gas. Before a future war 
occurs, we must have explicit answers 
to several significant questions: 

“Are we now in a position to meet the 
full emergency requirements of our armed 
services for gasoline, kerosene, and Oils, 
without depriving the civilian economy 
of its minimum requirements? If not, 
what will be the position of the house- 
holder? What will happen to essential 
transportation?” 


British Team to Study 


U.S. Diesel Manufacture 


The Economic Cooperation Adminis- 
tration has announced that a group of 
representatives of the locomotive manu- 
facturing industry in Great Britain has 
arrived in New York City to study 








American methods and techniques of de- 
signing and manufacturing diesel loco- 
motives. 

On a tour beginning January’11, the 
British team of 14 members would visit 
American plants and railroad mainte- 
nance shops in 13 cities and would ob- 
serve plants making diesel electric loco- 
motives ranging in size from 300 to 2,000 
horsepower, and diesel mechanical loco- 
motives of 100 to 500 horsepower, the 
E.C.A. said. It stated that the visit by 
the British group was sponsored jointly 
by the Anglo-American Council on Pro- 
ductivity, the British government and 
E.C.A. The group will sail for England 
February 23, according to the announce- 
ment. 


Minimum Ton-Rule Reduced 


At Port of Stockton 


The Pacific-Netherlands East Indies 
Conference that inaugurated service from 
the Port of Stockton to the United States 
of Indonesia on December 16, 1949, has 
reduced its minimum ton rule applying 
at the port by 150 tons. The original 
800-ton minimum rule applying at “Cali- 
fornia’s Inland Seaport” stated that 
there should be a minimum of 800 tons 
from one shipper for one vessel before 
that vessel shall call at the Port of Stock- 
ton. Port Director Elmo E. Ferrari an- 
nounced that the minimum had now 
been reduced to 650 tons according to J. 
A. Wise of the Kerr Steamship Co., sec- 
retary of the steamship conference. 

“This was the second reduction in 
minimum tonnage rule requirements to 
directly effect the Port of Stockton dur- 
ing 1949, as the Pacific Westbound Con- 
ference took similar action during June 
of last year,” he added. “These two mini- 
mum tonnage rule reductions are a 
positive step in the progress of the Port 
of Stockton attaining the status of a 
major west coast seaport. It is hoped 
that these discriminatory rules now ap- 
plying at the port can be eliminated en- 
tirely in the near future.” 


Aviation Law Clinic To Be 
Held in Chicago February 16 


An aviation law clinic, sponsored 
jointly by the Chicago Bar Association 
and Illinois State Bar Association, 
through their committees on aeronau- 
tical law, will be held at the headquar- 
ters of the Chicago Bar Association, 29 
S. La Salle Street, Chicago, February 16. 

The general subject of the clinic is 
“State v. Federal Control of Aviation.” 
In the afternoon, beginning at 2:30, there 
will be three successive panel discussions, 
one on matters relating to safety and 
aircraft operations, led by Frank E. 
Quindry, associated with the firm of 
Mayer, Meyer, Austrian and Platt; one 
on matters relating to the application of 
substantive laws of the state with re- 
spect to aircraft in flight, led by Erwin 
Seago, of the firm of Seago, Pipin, Brad- 
ley and Vetter, who is chairman of the 
Chicago Bar Association committee on 
aviation law, and the third on matters 
relating to economic control, led by 
Hubert A. Schneider, member of the 


Washington firm of Whiteford, Hart, 
Carmody and Wilson, and formerly on 
the legal staff of the Civil Aeronautics 
Board. 





TRaFFIC WORLD 


John T. Lorch, of the firm of Mayer, | 


Meyer, Austrian and Platt, is general 
chairman of the clinic and is chairmai 
of the Illinois State Bar Association 
Committee on Aeronautical Law. There 
will be four speakers on each panel, two 
presenting the state and two the federal 
angle. Joseph K. McLaughlin, director 
of the Illinois Department of Aeronau- 
tics, will be among those participating 
in the panel discussions. There will be 
a question and answer period following 
each panel. 

The clinic will close with a dinner at 
6:30 p.m., which will be addressed by 
John C. Cooper, formerly vice-president 
of Pan American Airways and currently 
at the Institute for Advanced Study at 
Princeton University, who is the rep- 
resentative of the International Air 
Transport Association at the forthcom- 
ing meeting in Italy of the legal com- 
mittee of the International Civil Avia- 
tion Organization. His talk will deal 
with aspects of international aviation 
legal problems in relation to state and 
federal regulation. 

Guests will be welcome and reserva- 
tions should be made through the offices 
of the Chicago Bar Association. Presi- 
dent Harold A. Smith of the Chicago 
Bar Association and President Albert E. 
Jenner, Jr., of the Illinois State Bar As- 
sociation will act as joint hosts at the 
dinner. 


Transport Courses Offered 
At Kent State U., in Ohio 


Twelve courses in traffic and trans- 
portation, designed to meet the require- 
ments indicated by carriers and indus- 
tries, are offered in daytime schedules of 
Kent State University, Kent, O., accord- 
ing to Newton Morton, lecturer in traffic 
management, and Clifford Hancock, . in- 
structor in commerce at the university. 


“We find,’ say Messrs. Morton and 
Hancock, “that carriers in the motor and 
rail fields, as well as industries, are be- 
coming increasingly aware of the value 
of our courses as background for their 
trainees and are asking specifically for 
our graduates as applicants for vacancies 
in their organizations.” 

The traffic and transportation courses 
offered at Kent State University are 
listed as follows: 

(1) Transportation Principles—history, 
organization, operation, regulation and 
management of railway, waterway, high- 
way and air transportation; (2) Inter- 
national Commercial Aviation and Air 
Law; (3) Ocean Shipping, Operation and 
Management; (4) Highway Transporta- 
tion, Operation and Management; (5) 
Air Transportation, Operation and Man- 
agement; (6) Research in Traffic Man- 
agement or International Finance and 
Markets; (7) Commercial and Industrial 
Traffic Management; (8) Export and 
Import Practices; (9) Freight Rates and 
Tariff Interpretation; 10 Export and Im- 
port Management; (11) Interstate Com- 
merce and Traffic Regulation, and (12) 
Seminar in Air Transportation. 

“Kent State University is located ap- 
proximately 11 miles east of Akron and 
35 miles south of Cleveland and the 
experience of firms and carriers in this 
very important Akron-Canton-Cleve- 
land-Youngstown area makes their co0- 
operation especially valuable in the 
shaping of our courses,” said Messrs. 
Morton and Hancock. 
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A.C.E. Transportation Co. 
Certificate Interpreted 
In 1.C.C. Motor Report 


At the request of A-C.E. Transportation 
Co., Inc., Akron, O., the Commissiion, 
division 5, has issued an interpretation 
of that company’s motor-carrier operat- 
ing authority under the “grandfather” 
clause of the interstate commerce act as 
contained in a corrected certificate issued 
under date of April 14, 1941. A report 
and order have been entered in MC- 
30138, A.C.E. Transportation Co., Inc., 
Interpretation of Certificate. 

A.C.E.’s petition for clarification, said 
the Commission, was a result of interpre- 
tations of its authority made by the 
Commission’s Bureau of Motor Carriers. 

It said A.C.E.’s corrected certificate, 
issued in 1944 under the 1941 date to 
correct a typographical error, authorized, 
among other things, the transportation 
of general commodities, with certain ex- 
ceptions, over regular routes, from and 
to specified points in Massachusetts, New 
Jersey, Connecticut, Ohio, New York, and 
Rhode Island, with service to certain in- 
termediate and off-route points. 


The Commission found that the cor- 
rected certificate, except for the trans- 
portation of specified commodities au- 
thorized by the certificate, authorized the 
transportation of general commodities, 
with stated exceptions, (1) only from 
Cleveland, Canton, and Akron, O., and 
points within 15 miles of Akron, to any 
point in New York, New Jersey, Connec- 
ticut, Rhode Island, and Massachusetts, 
which was a terminal point or an inter- 
mediate point, authorized to be served 
on any of certain specified routes set 
forth in the certificate, or to points in the 
aforementioned states listed under the 
heading “intermediate and _ off-route 
points . . .” in the certificate; and (2) 
only from Newark, Bound Brook, Irving- 
ton, Rahway, Dunnellen, Passaic, Pater- 
son, and Hackensack, N.J., Peabody, 
Worcester, Canton, South Braintree, 
Hudson, Watertown, New Bedford, Fall 
River, and Boston, Mass., Providence, 
RI., Wallingford and Hartford, Conn., 
points within 15 miles of Boston, and 
those in the New York, N.Y., commercial 
zone, to Cleveland, Canton, Youngstown, 
and Akron, O., and points within 15 
miles of Akron. 


Bureau Letters Discussed 


A.C.E.’s request for clarification, said 
the Commission, was due solely to the 
fact the Bureau of Motor Carriers, in a 
letter dated May 28, 1945, made an in- 
formal interpretation of the extent and 
Scope of A.C.E.’s authority, and, on April 
30, 1948, advised A.C.E. that the bureau’s 
letter of May 28, 1945 was incorrect “and 
proceeded to make an entirely new and 


different interpretation of said certifi- 
cate.” 
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The carrier contended, said the Com- 
mission, that the bureau “does not have 
authority to execute a letter under the 
guise of interpretation that has the effect 
of revoking a portion of a certificate,” 
and requested that the bureau’s letter 
of April 30, 1948 be stricken from A.C.E.’s 
docket at the Commission. It said A.C.E. 
contended any construction of its cer- 
tificate must be based on “the certificate 
as it now reads and nothing more.” 


A.C.E. stated, said the Commission, 
that it was operating in accordance with 
its interpretation of its authority and 
asserted that operation in accordance 
with the bureau’s interpretation of April 
30, 1948, would require it to discontinue 
operations that today represented more 
than $500,000 gross revenue and to re- 
move from service equipment in which it 
had invested more than $250,000. The 
Commission said A.C.E. asserted the in- 
terpretation of its certificate as set forth 
in the bureau’s letter of April 30, 1948, 
amounted to a partial revocation of its 
authority. 

The Commission said the sole question 
for determination was whether A.C.E. 
was authorized to originate and deliver 
traffic only at the points set forth in a 
restrictive clause of the certificate or 
whether, as A.C.E. contended, no condi- 
tions were imposed by the restrictive 
clause of the movement of traffic that 
originated at or was destined to certain 
points other than those specified in the 
restrictive clause. It said if it accepted 
the construction of the restrictive clauses 
urged by A.C.E. it would be sanctioning 
the continuance of an operation far 
greater in scope than that conducted on 
the “grandfather” date or at the time the 
certificate was issued. 

“The interpretation of the certificate 
is clear and the rights granted are con- 
sistent with applicant’s ‘grandfather’ 
clause operations,” it said. “More can- 
not be granted by construction.” 

“We are not unmindful of the fact 
that the disputed provisions of petition- 
er’s certificate have been the subject of 
varying informal interpretations by our 
Bureau of Motor Carriers. It is, there- 
fore, important that the matter be au- 
thoritatively settled here by a deter- 
mination of the correct interpretation of 
that certificate. We have carefully con- 
sidered petitioner’s contentions. The 
certificate as issued and as herein con- 
strued gives vetitioner all of the au- 
thority to which it is entitled. This being 
true considerations such as the volume 
of applicant’s business now being con- 
ducted without authority or its invest- 
ment in equipment so used are beside the 
point. 

“In view of our findings herein, peti- 
tioner’s request that our Bureau of Motor 
Garrier’s letter of April 30, 1948, inter- 
preting said certificate, be stricken from 
petitioner’s docket will be denied.” 


1.C.C. Holds Manufacturer 
Private Carrier on Primary 


Business and Control Tests 


The Commission, division 5, by a re- 
port and order in MC-109996, Watson 
Manufacturing Co., Inc. Common Car- 
rier Application, has dismissed the ap- 
plication on finding the involved op- 
erations not those of a common or 
contract carrier. In support of its con- 
clusion, the division cited the practice 
of the applicant of charging what it 
considered to be the actual cost of op- 
eration of a leased vehicle, and its con- 
trol over the vehicle. 


The applicant sought a _ certificate 
authorizing operation as a common car- 
rier by motor vehicle over irregular 
routes of new uncrated office furniture, 
metal office equipment and _ hollow 
metal constructed building fixtures 
and supplies, from Jamestown, N.Y., to 
points in 12 states and the District 
of Columbia. It also sought authority 
to transport commodities necessary 
and useful in the manufacture of the 
aforementioned commodities from the 
destination points to Jamestown. The 
Commission said rail carriers in Trunk- 
Line Territory, except the Chesapeake 
&é& Ohio, opposed the application. 

It said the applicant operated two 
factories at Jamestown, one producing 
contract or custom made articles the 
other employing about 150 persons and 
producing stock furniture and related 
commodities, including “roll-dex,” which 
it said was a specially patented device 
used in offices. Total production of the 
two factories, said the Commission, 
amounted to $3,000,000 a year, one-third 
stock work and two-thirds contract 
work. 


“Except on shipments of roll-dexes,” 
continued the Commission, “stock work 
is shipped f. o. b: destination. Roll-dex 
shipments are relatively few. About two- 
thirds of applicant’s contract work is 
shipped f. o. b. origin point.” 


Method of Operation 


The Commission said Watson shipped 
to all points in the United States, using 
rail carriers to more distant points, 
usually those over 1,000 miles, and motor 
common carriers on the shorter hauls. 
Since 1946, said the Commission, Watson 
had been using two of its own trucks 
for local transportation and to trans- 
port some inbound and outbound ship- 
ments generally within a radius of 200 
miles of Jamestown. 


The only question presented, it said, 
was the nature of operations conducted 
by the use of the owned and leased 
equipment and the employment of the 
lessors aS drivers. It said Watson leased 
a tractor-trailer unit from two individ- 
uals it employed as drivers on shipments 
destined to points generally within a 
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radius of 600 miles of Jamestown, using 
the equipment exclusively for the trans- 
portation of its own materials or its 
finished products. 

Watson leased a tractor-trailer unit 
from Nathan and Samuel Cohen on a 
yearly basis, at 10 cents a road-mile, 
plus gasoline and oil, said the Commis-- 
sion. It added the unit was garaged by 
the applicant and was under its com- 
plete control at all times. The Cohens 
were employed as drivers and paid weekly 
on a mileage basis, Watson paying their 
social security taxes, unemployment in- 
surance, and deducting withholding taxes 
for their wages, said the Commission. 
Also, it said, Watson carried public 
liability, damage and cargo insurance, 
maintained on file logs, doctors’ cer- 
tificates, and in all other respects com- 
plied with the hours of service and 
safety regulations prescribed by the 
Commission. It said the Cohens were 
employed only by applicant and did not 
operate the tractor-trailer unit for any- 
one else. 


Customer Convenience Met 


In many instances, said the Commis- 
sion, the custom built work requiring 
special fitting into office, bank, or other 
such type of building, had to be sched- 
uled for deliveries to suit the convenience 
of the customer, which it said was usu- 
ally during the week end or on holidays. 
As there were in some instances a ques- 
tion whether certain of Watson’s prod- 
ucts fell within the classification of 
furniture that might be transported by 
common carriers of new furniture, it had 
been difficult on occasion to obtain the 
services of carriers authorized to trans- 
port new furniture, the Commission said. 
To meet competition and render a com- 
plete service, the Commission added, ap- 
Plicant decided to provide its own 
transportation. It continued: 

“For shipments sold f.o.b. origin, appli- 
cant charges a sum equal to what it 
considers to be the actual cost of per- 
forming the transportation from its plant 
to the consignees’ places of business. 
When f.o.b. origin shipments are trans- 
ported in the same vehicle with f.o.b. 
destination shipments, a charge for the 
transportation of the former is made 
based upon what applicant considers to 
be the actual cost of operation of the 
vehicle and the proportionate amount of 
space occupied therein by such ship- 
ments. All raw materials transported by 
applicants are purchased by it f.o.b. 
origin and it does not collect any charge 
or receive any allowance for such trans- 
portation. The revenue received by ap- 
plicant for the transportation services 
described above amounts to about one 
per cent of its gross receipts.” 

The Commission said applicant con- 
tended such transportation was private 
carriage and asked that the application 
be dismissed, citing Schenley Distillers 
Corp. Contr. Car. Application, 48 M.C.C. 
405, Lenoir Chair Co. Contract Carrier 
Application, 48 M.C.C. 259, Burlington 
Mills Corp. Transp. for Compensation, 
48 M.C.C. 1787, and MC-C-924, Steel 
Transp. Co., Inc. v. Columbia Transfer 
Co., decided March 23, 1949. 

The examiner found the operations 
of the applicant to be those of a private 
carrier for which no authority was re- 
quired and, accordingly, “dismissed the 
application,” said the Commission. 


It said the railroads contended the 
transportation was for-hire carriage, 
whether common or contract; that the 
primary business theory was not the 
only test in establishing private carrier 
operations; that the transportation 
matters were held separately from ap- 
plicant’s manufacturing activities and 
were not, therefore, incidental to its 
primary business of manufacturing; and 
that the Cohens were not in fact em- 
Ployes of applicant. The Commission 
then observed that, since the filing of 
the railroad exceptions, the Lenoir and 
Schenley cases had been argued and re- 
considered by the entire Commission and 
the conclusions in the prior report 
affirmed. Lenoir and Schenley were 
found to be private carriers. 


Lenoir Case Comparison 


The facts in the instant proceeding 
were very similar to those in the Lenoir 
case, said the Commission, and the 
principles enunciated in that case were 
“equally applicable here.” It held there 
was no question but that applicant’s 
primary business was the manufacturing 
of furniture and related commodities. 
It said applicant used the vehicles in 
question principally to expedite service 
to its customers and to meet competi- 
tion of other manufacturers of furniture. 
Although it charged for some of its 
transportation, continued the Commis- 
sion, such charges were made to cover 
only actual cost of operation. In the 
Lenoir case, it added, the charges in 
some instances were comparable to com- 
mon carrier rates, “nevertheless, we held 
that the primary business was the 
manufacturing of furniture, and that 
the transportation service performed by 
applicant was incidental to its primary 
business.” 


Employe and Vehicle Questions 


The remaining questions, said the 
Commission, were whether the Cohens 
were employes of the applicant, and 
whether the lease of their equipment to 
applicant was bona fide. It then re- 
viewed the facts concerning the employ- 
ment of the Cohens and their equipment 
on a mileage basis weekly, payment of 
social security taxes, etc. In all other 
respects, said the Commission, applicant 
held itself out as their employer, the 
Cohens doing no other kind of work nor 
working for others. It said they were 
experienced drivers and were familiar 
with the motor vehicle equipment leased 
to applicant. 


The Commission said lease of the 
equipment was for a term of one year 
payable on a mileage basis. 


“ “In determining whether the lease of 
equipment to the shipper with driver 
furnished is for-hire carriage or private 
carriage it is necessary to ascertain who 
has control of the vehicle,” continued the 
Commission. “Here, applicant pays the 
cargo insurance, directs the movements, 
garages the motor vehicle equipment, re- 
quires the keeping of logs, requires doc- 
tors’ certificates, and complies with all 
the rules and regulations prescribed un- 
der section 204 of the act. There is no 
question but that the applicant leasee 
controls the tractor-trailer unit. See 
MC-C-924, Steel Transp. Co., Inc., v. 
Columbia Transfer Co.... 

“Considering all the facts, we are of 
the opinion that the lease of equipment 
and the equipment of lessors as drivers 
is bona fide. 

“We find that the motor carrier oper- 
ations now conducted by applicant in the 
manner above described are not those of 
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either a common or contract carrier by 
motor vehicle, as defined in the interstate 
commerce act, and that the application 
should be dismissed. An appropriate or- 
der will be entered.” 


Two Changes Made in M.P. 


Reorganization Plan 


The Commission has issued a fifth sup- 
plemental report and order in No. 9918, 
Missouri Pacific Railroad Co. Reorgani- 
zation, to make a minor change in con- 


nection wtih certain building bonds, and | 


another change with reference to pay- 
ment of interest in the new Series A 
and B bonds of the reorganized company. 

Under the seventh paragraph of sec- 
tion T of its fourth supplemental report, 
275 I.C.C. 59, the Commission provided 
that holders of Plaza-Olive Building first- 
mortgage 6 per cent bonds would “re- 
tain” the new building bonds, received 
in exchange for their old bonds. That 
language was not correct because, the 
Commission said, the new bonds had not 
been issued and could not be issued until 
the new company was organized. The 
language was changed to say that holders 
of those bonds “shall receive’ the new 
bonds. 

The other change involved certain ad- 
ditional mortgage provisions to be added 
to sections I and M of the order, as fol- 
lows: 

“The board of directors of the new 
company may at any time, in its dis- 
cretion, whether or not there is avail- 
able net income sufficient for the pay- 
ment thereof, pay all or part of the 
interest accumulated and accrued on the 
new general mortgage bonds, series A or 
series B, out of any funds lawfully avail- 
able therefor but only if the board of 
directors shall by resolution adopted by 
the affirmative vote of two-thirds of the 
entire board determine that the funds 
so to be paid out are not needed for 
additions or betterments that are neces- 
sary or desirable for the proper operation 
of the properties of the new company or 
for the realization of customary stand- 
ards of efficiency and economy in the op- 
eration of such properties. No such 
payment on the bonds of series B shall 
be made unless all accumulated and ac- 
crued interest on the bonds of series A 
shall have been paid or set apart for 
payment.” 





Two Controlled-Carrier 
Services Held Not Needed 


In a motor-authority proceeding in 
which a question of common control has 
been raised, the Commission, division 5, 
has denied the authority requested on 
the ground a need for the service has 
not been shown. It says that for the pro- 
ceeding’s purposes it is not necessary 
to find that the two involved corpora- 
tions are operated under common con- 
trol. 

By a report an dorder in MC-110095, 
Amle Carrier Corp., Contract Carrier 
Application, the Commission denied Amle 
Carrier Corporation, New York, N.Y., 4 
permit authorizing transportation of 
garments on hangers from New York and 
Rochester, N.Y., to all U.S. points, re- 
turning with empty hangers, over irregu- 
lar routes. 

Three firms engaged in retail sale and 
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distribution of garments on a national 
scale supported the application, the 
Commission said. These were Bond 
Stores, Inc., Robert Hall Clothes, and 
Montgomery Ward, it said. These ship- 
pers were now using the service of Gil- 
pert Carrier Corp., of New York, whose 
president, Milton Gilbert, along with the 
applicant’s president, Irving Gilbert, 
were brothers and controlled the Amle 
and Gilbert corporations, the Commission 
said. 


“For the purposes of this proceeding, it 
is not necessary for us to find that the 
two corporations are, in fact, operating 
under a common control,” said the Com- 
mission. “It is sufficient to note that 
the granting of the authority here 
sought should at least provide a strong 
opportunity for evading the spirit of 
section 210 of the act, and, to that extent, 
this situation must be considered in a de- 
termination as to whether the proposed 
service will be consistent with the public 
interest and the national transportation 
policy.” 

For the most part, it said, the three 
firms were accomplishing the distribu- 
tion of their garments to their stores by 
means of railway express, parcel post, or 
the service provided by various carload- 
ing companies. It said none of the firms 
was using garment-on-hanger service 
to the full extent available to them, and 
their representatives were unable to offer 
any explanation for that fact. The Com- 
mission said that according to the three 
firms’ representatives, the Gilbert serv- 
ice was entirely satisfactory. 










































1.C.C. Accident Reports 


A collision on October 10, between a 
Northern Pacific passenger train and a 
business car on the line of the Northern 
Pacific Terminal Co. of Oregon at Port- 
land, Ore., that resulted in the death 
of one employe, and the injury of four 
passengers, four employes, and one non- 
trespasser, waS caused by failure of the 
terminal company to establish definite 
and adequate rules governing movements 
on its station tracks, according to report 
No. 3294 of the Commission, by Com- 
missioner Patterson. 




















COMMISSION REPORTS 


(An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 


mission reports. Mimeographed copies of 
such reports in full may be obtained by 
Prompt application te the Commission.) 





Paperboard 


I. and S. M-2969, Paperboard—G & A 
Truck Line, Inc. By division 3. Found 
unreasonably low new contract carrier 
minimum rate of 60 cents a 100 pounds 
on paperboard, truckloads, minimum 25,- 
000 pounds, from East Stroudsburg, Pa., 
to South Bend, Ind. Schedule ordered 
canceled on or before February 28, on 
not less than 30 days’ notice, and pro- 
ceeding discontinued. By schedules 
filed to become effective January 29, 
1949. G & A Truck Line, Inc., of White 
Pigeon, Mich., proposed to establish the 
hew minimum rate, originally with a 20,- 
000-pound minimum and later increased 
to 25,000 pounds on agreement of the 
Parties. On protest of Trunk-Line Terri- 
tory railroads, except the Chesapeake & 
Ohic, operation of the schedules was 































suspended to August 28, 1949, and re- 
spondent postponed the effective date 
until February 28. The Commission said 
a rate of 66 cents, minimum 25,000 
pounds, would yield revenues of 23.2 cents 
a vehicle-mile, only a little over re- 
spondent’s average operating expenses 
of 22.7 cents. The protestants, said the 
Commission, contended the minimum 
rate should be high enough to yield the 
average revenue of the carrier of 24.5 
cents a vehicle-mile in 1948, which would 
require a rate of about 70 cents. How- 
ever, it added, respondent’s operations 
had been quite profitable in the past and 
that it was concerned only with mini- 
mum reasonable rates. The 66-cent rate, 
added the Commission, would yield some 
profit in relation to respondent’s average 
cost of transporting similar traffic and 
would represent a rate level competi- 
tive with that of the railroads, also 66 
cents a 100 pounds. 


Power Pumps 


No. 30067, A. M. Lockett & Co., Ltd., 
v. Lackwanna Railroad et al. By the 
Commission, division 3. Found appli- 
cable, rate of $1.78 a 100 pounds charged 
on two carloads of power pumps shipped 
from Harrison, N.J., on September 9 and 
17, 1946, to Houston, Tex. Complaint 
dismissed. The report said the com- 
plainant corporation contended a rate 
of $1.39 was applicable. 


Propyl Alcohol 


No. 30121, R. M. Hollinghead Corpora- 
tion v. St. Louis, Brownsville & Mexico 
Railway trustee, et al. By the Commis- 
sion, division 3. Found unreasonable, 
rate of $1.65 a 100 pounds on 39 tank 
carloads of propyl alcohol shipped on 
and between February 25, 1947, and 
March 30, 1948, from Bishop, Tex., to 
Camden, N.J., to the extent it exceeded 
$1.32 from February 25, until August 
21, 1947; $1.40 from August 22 until Octo- 
ber 12, 1947: $1.40 plus the general in- 
crease authorized by the Commission on 
October 6, 1947, from October 13, 1947, 
until January 4, 1948; and on and after 
January 5, 1948, $1.40 plus the general 
increase authorized by the Commission 
on December 29, 1947. Reparation 
awarded. 


RAILROAD ABANDONMENTS 


Tampa Southern 


The Commission, division 4, by a 
memorandum, has announced its ap- 
proval of a report and certificate in 
Finance No. 16681, Tampa Southern 
Railroad Co. et al. Abandonment. 


The Tampa Southern asked for au- 
thority to abandon, and the Atlantic 
Coast Line to abandon operation over, 
the Tampa Southern’s line of railroad 
extending from Gillett to Reeder, Fla., 
about 6.95 miles. The applicant rail- 
roads said the line was unproductive 
and that prospective traffic was not 
enough to justify continued operation. 
They also mentioned a desire to salvage 
the rail and other metal for use else- 
where. 


International 


Examiner A. G. Nye, by a proposed re- 
port in Finance No. 16585, International 
Railway Co. Trustees Abandonment, has 
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recommended that the Commission, 
division 4, authorized abandonment by 
the International Railway trustees, of 
(1) about 4.06 miles of railroad located, 
except for a few hundred feet, wholly in 
the city of Lockport, N.Y., and of about 
0.58 mile of railroad in Main and Elm 
Streets, Lockport. 

He also proposed that the Commis- 
sion permit abandonment of operation 
(1) over 13.08 miles of railroad extend- 
ing from a point in North Tonawanda, 
N.Y., to Lockport, that was owned by 
and leased from the Erie Railroad Co., 
and (2) over 0.75 mile of railroad of the 
New York Central in Lockport. 

The abandonments, he said, should be 
made subject to conditions that the 
trustees would sell the lines or any por- 
tions thereof including such tracks and 
other facilities and property owned by 
the debtor railroad as might be essen- 
tial to their continued operation, to any 
responsible person, firm or corporation 
offering within 60 days from the date of 
a certificate, to purchase the property 
or continued operation and willing to 
Pay not less than the net salvage value. 

International, said the examiner, as 
a local transit company, formerly oper- 
ated an extensive system of interurban 
electric railways along the Niagara fron- 
tier, many of which had since been 
abandoned. About 98 per cent of its 
revenues now were derived from opera- 
tion of streetcar and bus lines in Buf- 
falo, Niagara Falls, and intermediate 
points, he said, adding that the com- 
pany was insolvent and its properties 
and business were being managed now 
by the trustees pursuant to a voluntary 
petition for reorganization filed in the 
western New York federal district court. 
Passenger service by rail had been dis- 
continued and the reorganization plan 
contemplated the instant application, if 
granted, would terminate the last of the 
freight operation, he said. 

The abandonment application was 
opposed by industries and the Brother- 
hood of Railroad Trainmen, the latter 
on the general ground that most aban- 
donments of railroads had a detrimental 
effect on the economy of the area in- 
volved, said the examiner. The brother- 
hood requested conditions for protection 
of eight train employes who would be 
adversely affected if the application was 
granted, he said, adding: 

“The abandonment of entire rail- 
roads undoubtedly causes hardships and 
suffering among certain employes but it 
is well settled that no carrier by railroad 
can be compelled to continue in opera- 
tion at a loss, and it is a necessary 
corollary that a carrier cannot be com- 
pelled to remain in business merely for 
the purpose of furnishing employment. 
See Missouri & A. Ry. Co. Receivers 
Abandonment, 271 I.C.C. 171.” 

The examiner said that in the light of 
the fact the Erie intended to resume 
operation of its leased line in case In- 
ternational discontinued operations, he 
recommended conditions providing for 
sale of the tracks necessary to continue 
service to certain industrial plants. He 
said granting of the application would 
not adversely affect industries on the 
“lowertown line’ owned by the New 

York Central because that railroad 
would continue to furnish service. 

He recommended overruling a con- 
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tention of the International trustees 
that the International was not a carrier 
by railroad subject to the interstate com- 
merce act. He also recommended denial 
of a request of the New York Central 
for imposition of conditions requiring 
the trustees in case abandonment was 
permitted to remove all wires, poles, and 
equipment on the lowertown line, and 
also certain overhead and underpass 
structures. 

The trustees reported the salvage 
value of transmission, feeder, and 
trolley systems on all the lines, including 
the equipment in substations and track 
material in the “Gulf line” in Lock- 
port as being about $55,500, said the 
examiner. 


COMMISSION MOTOR REPORTS 


(An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of motor 


carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission.) 





* MC-105457, Sub. 35, Thurston Motor 
Lines, Inc., Wilson, N.C., Extension— 
Florida. Certificate denied. General 
commodities, with exceptions, between 
points in Fla., Ga., S.C., and N.C. over 
regular routes, serving certain inter- 
mediate and off-route points. 

* MC-52916, Sub. 7, David D. and Fred- 
erick J. Provan, dba Provan Petroleum 
Transportation Co., Newburgh, N.Y. 
Permit granted. Over irregular routes, 
petroleum products, in bulk, in tank 
vehicles, (1) from New Windsor, N.Y., 
to points in Bradford, Lackawanna, 
Tioga, and Wayne counties, and (2) 
from Paulsboro, N.J., and points within 
two miles thereof, Marcus Hook, Pa., and 
Pettys Island, N.Y., to points in central 
and eastern N.Y., and in named Conn. 
counties and Berkshire county, Mass. 

* MC-78100, Sub. 1, Clayton Bonhoff, 
Cattaraugus, N.Y. Certificate granted. 
(1) Paper sticks, plywood, metal covered 
Plywood, wooden panels and wooden 
blocks, from Cattaraugus to points in 
Mass., Conn., Pa., Md., Va., O., Ind., Il, 
Mich., Ky., Tenn., Mo., R.I., Me., N.H., Vt., 
Del., N.J., Wis., Minn., and W.Va., (2) 
materials and supplies used in manu- 
facture of those commodities from the 
destination territory to Cattaraugus, over 
irregular routes. 

* MC-107323, Sub. 8, Russell and Mau- 
rice Gilliland, dba Gilliland Transfer Co., 
Fremont, Mich. Certificate granted and 
findings in prior report modified on 
further hearing. Over irregular routes, 
dairy products from Hesperin, Mich., to 
points in Ill., Ind., N.Y., and O., (2) raw 
materials and containers used in the 
manufacture and distribution of dairy 
products, from points in IIll., Ind., N.Y., 
and O. to Hesperia, and (3) glass jars, 
from Muncie and Winchester, Ind., to 
Fremont. 

* MC-13233, Sub. 1, Oliver S. Sho- 
walter, Reinholds, Pa, Certificate 
granted. Over irregular routes, (1) hat- 
ters’ waste (a) from points in Berks 
county, Pa., to Camden, N.J., and (b) 
from points in Berks and Lancaster 
counties, Pa., to Philadelphia, Pa.; (2) 
wool, (a) from Camden to points in 
Berks county, and (b) from Philadelphia 





to points in Berks and Lancaster coun- 
ties; and (3) carbonized wool, from 
Adamstown, Pa., to Garfield, N.J., and 


Philadelphia. 
* MC-52579, Sub. 12, Gilbert Carrier 
Corp., New York, N.Y. Certificate 


granted. Cut goods and piece goods, from 
Cleveland, O., to Chicago, Ill., over ir- 
regular routes. 

* MC-73464 Sub. 60, Jack Cole Co., Inc., 
Birmingham, Ala. Certificate granted. 
Over irregular routes, copper, brass, and 
aluminum tubing, from Decatur, Ala., to 
New York, N.Y., Cranston, R.I., and Bos- 
ton, Mass. 

* MC-94282, Sub. 1, Irving Bier and 
Sidney Lachs, dba National Mountain 
Line, Bronx, New York, N.Y. Certificate 
denied. Passengers and their baggage, 
in non-scheduled, door-to-door service, 
limited to transportation of not more 
than nine passengers in any one vehicle, 
not including the driver or children 
under ten years of age, between New 
York, N.Y., on the one hand, and on the 
other, points in a portion of Rockland 


county, N.Y. 
* MC-94755, Sub. 2, Faitoute Trucking 
Corporation, Cranford, N.J. Permit 


granted. Over irregular routes, boiler 
cleaning compound, liquid or dry, in con- 
tainers, from Garwood, N.J., to Portland, 
Me., Boston, Mass., Providence, R.I., New 
York N.Y. Newark, Jersey City, Bayonne, 


Edgewater, Elizabeth, Carteret, and 
Perth Amboy, NJ., Philadelphia, and 
Chester, Pa., Wilmington, Del., Balti- 


more, Md., and Norfolk, Newport News, 
and Portsmouth, Va. 

* MC-95329, Sub. 5, John and Comon- 
aldo Cicerone, dba Cicerone & Son, Mil- 
ford, Pa. Certificate granted. General 
commodities, with exceptions, (1) between 
Milford and Scranton, Pa., over U. S. 
highway 6, serving all intermediate 
points and off-route points of Olyphant 
and Dunmore, Pa., restricted against 
shipments originating at, or destined to, 
New York, N.Y., or points beyond, and 
(2) between Stroudsburg, Pa., and Ding- 
mans Ferry, Pa., over U. S. highway 209, 
serving all intermediate points and off- 
route point of Tamiment, Pa., service at 
Stroudsburg restricted against shipments 
as mentioned in (1). 

* MC-106942, Sub. 31, Crouch Bros., 
Inc., St. Joseph, Mo. Permit denied. 
Packing-house products and supplies, be- 
tween St. Joseph, Mo., and Memphis, 
Tenn., over irregular routes. 

* MC-110193, Sub. 6, Safeway Truck 
Lines, Inc., Chicago, Ill. Certificate 
granted. Meats, meat products, meat 
by-products and dairy products, from 
Peoria, Ill., to New York, N.Y., over ir- 
regular routes. 

* C-110235, Gween L. Jacobs and Har- 
old E. Rootes, dba J. & R. Truck Lines, 
Chicago, Ill., contract carrier. Permit 
denied. Beer and malt beverages from 
St. Louis, Mo., to Berwyn, Ill., with re- 
turn of empty containers. 

*MC-74718, Sub. 8, Adkins Transfer 
Co., Inc., Indianapolis, Ind. Application 
for certificate dismissed. General com- 
modities, with exceptions, between In- 
dianapolis and Louisville, Ky., and re- 
turn, over a described route. The report 
said that when a certificate was issued 
in MC-74718, Sub. 7, Adkins Transfer Co., 
Inc., Extension—Terminal Areas and Al- 
ternate Routes, decided November 16, 
1949, the applicant, by a joinder of 
routes, would be able to operate between 
Indianapolis and Louisville over the 
route sought in the instant application. 

*MC-48388, Sub. 25, J. E. Faltim Mo- 
tor Transportation, Inc., Manchester, 
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N.H., embracing MC-48388, Sub. 17. Cer- 
tificate granted in Sub. 25; denied in 
Sub. 17. Sub. 25: Petroleum products, in 
bulk, in tank vehicles, from Revere, Mass., 
to Berlin and Whitefield, N.H., over irreg- 
ular routes, Sub. 17: Petroleum prod- 
ucts, in bulk, in tank trucks, from Revere 
to Berlin, over irregular routes. 


*MC-58948, Sub. 44, Union Transfer 
Co., dba Union Freightways, Omaha, Neb. 
Certificate granted. General commodi- 
ties, with various specified exceptions, 
between Kansas City, Mo., and Carroll, 
Ia., over U. S. highway 71, serving no 
intermediate points, as an alternate 
route for operating convenience only, 
conditioned on no transportation of traf- 
fic over this route that originates at or 
is destined to Chicago, Ill., or points be- 
tween Chicago and Carroll on the appli- 
cant’s authorized routes. 

*MC-72521, Sub. 1, Mueller Truck Co., 
San Diego, Calif. Permit granted. 
Canned seafoods from points in Calif. in 
the Los Angeles Harbor commercial zone 
to San Diego, (1) over alternate U. S. 
highway 101 to Sierra, Calif., thence 
U. S. 101 to San’ Diego, and (2) over 
city streets to Los Angeles, thence over 
US. 101 to Sierra, as an alternate route 
for operating convenience only. 

*MC-74275, Sub. 3, C. E. Dexter and 
Robert H. Fournier, dba Dexter and 
Fournier Trucking Service, Hoopeston, 
Ill. Certificate granted. Over irregular 
routes, canned vegetables between Hoop- 
eston, on the one hand, and, on the 
other, all Wis. points. 

*MC-103378, Sub. 9, Petroleum Carrier 
Corporation, Jacksonville, Fla. Certifi- 
cate granted. Over irregular routes, pe- 
troleum products, in containers, from 
Port St. Joe, Fla., to all points in Ala. 
and Ga., and empty containers for pe- 
troleum products on return. 

*MC-110674, Sub. 2, J. F. Walsh, dba 
Walsh Freight Lines, St. Louis, Mo. Cer- 
tificate granted Walsh Freight Lines, Inc. 
General commodities, with exceptions, 
over described routes, between specified 
points in Ill., Mo., and Ark., as alternate 
routes for operating convenience only, 
with no service at specified points. The 
report said MC-111468, Sub. 2, Walsh 
Freight Lines, Inc., Extension—Alternate 
Routes, were the number and name as- 
signed to the proceeding, after substitu- 


tion, subsequent to a hearing, of Walsh | 


Freight Lines, Inc., as applicant in MC- 
FC-50819-A. 

* MC-22229, Sub. 5, Terminal Trans- 
Port Co., Inc., Indianapolis, Ind.. Cer- 
tificate denied. General commodities, 
with exceptions, between Eastman, Ga., 
and Jacksonville, Fla., over a specified 
alternate route, serving no intermediate 
points. 

* MC-53980, Sub. 7, Des Moines Trans- 
portation Co., Inc., Des Moines, Ia. Cer- 
tificate denied. General commodities, 
with exceptions, over regular routes, be- 
tween Mason City, Ia., and junction US. 
highway 65 and Ia. highway 3, serving 
specified intermediate points, and be- 
tween Mason City and Emery, Ia. 

*MC-110519, Robert Ray Farver, 
Mount Airy, Md., contract carrier. Per- 
mit denied. Mill feed, between Mount 
Airy and York, Pa. 


UNCONTESTED FINANCE CASES 


Finance No. 16769, Municipality of East 
Troy, Wis. Operation. Approval of report and 
certificate announced by memorandum. East 
Troy, in its application in the proceeding, 
asked authority to operate about 7.2 miles of 
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main line tracks of railroad extending from 
East Troy to Mukwonago, Wis. It said the 
municipality owned the line which had been 
operated by Milwaukee Electric Railway and 
Transport Co., the operating arrangement 
terminating December 31, 1949. The mu- 
nicipality said East Troy was entirely with- 
out other rail facilities or service and the 
proposed operation would continue estab- 
lished rail routes and service to it via con- 
nections with the Wisconsin Central. 


MOTOR FINANCE CASES 


MC-F-4356, Simon Fisher, et al.—Control; 
Spector Motor Service, Inc.—Purchase (Por- 
tion) Roosevelt Cartage Co. (James E. Ken- 
nedy, Receiver), and MC-F-4409, Owen O. 
Orr—Control; Motor Cargo, Inc.—Purchase 
(Portion)—Roosevelt Cartage Co. (James E. 
Kennedy, Receiver). Applications for author- 
ity under section 210a(b) of Spector Motor 
Service, Inc., and of Motor Cargo, Inc., of 
Chicago, Ill., and Akron, O., respectively, for 
temporary operation of separate portions of 
the motor-carrier rights of Roosevelt Cartage 
Co. (James E. Kennedy, Receiver), of Chi- 
cago, ill., granted, with conditions. 

* of oo 

MC-F-4405, H. B. Holloway—Purchase 
(Portion)—Georgia Motor Express, Inc. Ap- 
plication for authority under section 210a(b) 
of H. B. Holloway, dba Holloway Transfer 
Co. of East Gadsden, Ala., for temporary 
operation of a portion of the motor-carrier 
rights of Georgia Motor Express, Inc., of 
Atlanta, Ga., denied. 


ORDERS 


Informal Rulings Made by 
I.C.C. on Proposed Grain 


Rate Readjustments 


Commissioner Aitchison, chairman of 
division 2 of the Commission, has trans- 
mitted to the chairman of a group of 
grain shippers the informal conclusions 
reached by division 2 in connection with 
proposed revisions of rates on grain and 
grain products resulting from the Com- 
mission’s decision in Ex Parte 168, In- 
creased Freight Rates, 1948. 


The commissioner’s letter indicated 
that interested carriers and shippers 
had met in St. Louis, Mo., last Septem- 
ber and agreed to submit in writing, for 
an informal ruling by the Commission, 
their differences over proposed readjust- 
ments of the aforementioned rates, that 
‘procedure having been suggested to the 
chairman of the shipper group by the 
commissioner. The chairman was W. R. 
Scott, executive vice-president, Board of 
Trade of Kansas City, Mo., to whom the 
commissioner’s letter was addressed. 

Commissioner Aitchison said the Com- 
mission had received submissions in 
writing from the following: Board of 
Trade of Chicago; Peoria Board of 
Trade; Farmers Grain Dealers Associa- 
tion of Iowa; New Orleans Traffic and 
Transportation Bureau; Kansas-Mis- 
souri River Mills; Standard Milling Co.; 
Indianapolis Board of Trade; Corpora- 
tion Commission of Oklahoma; Enid 
Board of Trade; Oklahoma Millers As- 
sociation; Texas Industrial Traffic 
League; Colorado Milling & Elevator 
Co.; Wichita Board of Trade, and Mem- 
phis Grain and Hay Association. 


Some Matters Not Considered 


The commissioner said submissions of 
the Chicago and Peoria boards of trade, 
the Farmers Grain Dealers Association 
of Iowa, the Wichita Board of Trade, 
and the Colorado Milling & Elevator Co. 
would not be further considered because 
































































































they dealt with matters going to the 
merits of the Commission’s findings in 
Ex Parte 168 and prior proceedings of 
that nature, rather than with questions 
concerning restoration of disrupted gate- 
way and similar relations referred to in 
his letter of September 14, 1949, in which 
he had suggested the informal confer- 
ence procedure between shippers and car- 
riers. 

He also observed that the matter dis- 
cussed in the Chicago Board of Trade 
submittal, which he said was concurred 
in by the Peoria board, was formally 
presented to the Commission in a peti- 
tion of the Chicago board seeking re- 
opening and reconsideration of Ex Parte 
168. The commissioner said that peti- 
tion had been considered by the Com- 
mission and denied on December 12, 
1949. 

Commissioner Aitchison then reviewed 
the submittals, except those from the 
Kansas-Missouri River Mills, Indianap- 
olis Board of Trade, and Standard 
Milling Co., concerning proposals of the 
carriers, and set forth the following in- 
formal conclusions he said had been 
reached by division 2: 


“1. The proposed increase of one- 
half cent in the Kansas City-Memphis 
proportional rate, made to equalize the 
route from Omaha to Memphis via 
Kansas City with the route via St. Louis, 
is proper and is specifically provided for 
in the Commission’s report in Ex Parte 
No. 168. This conclusion applies only 
to rates which are based on Kansas 
City, including related Missouri River 
crossings. ‘The proposed increase of a 
half cent in rates from points not bas- 
ing on Kansas City, including southern 
Kansas, Oklahoma, and Texas, is dis- 
approved. 


“2. The proposed increase of 1 cent in 
the proportional rate from Kansas City 
to New Orleans, including rates from 
points north and west of Kansas City 
basing thereon, is approved, but only in- 
sofar as it applies from points which 
actually base on Kansas City. From 
points in Kansas which do not base on 
Kansas City, and from Oklahoma and 
Texas, the proposed increase of one-half 
cent is disapproved. 


“3. Proposed increases in rates of one- 
half cent from southern Kansas, Okla- 
homa, and Texas, to Louisiana and Texas 
groups 1, for the purpose of making rates 
to groups 1 uniformly 9 cents under rates 
to groups 3, are approved. Similar in- 
creases proposed to Louisiana and Texas 
groups 2, designed to bring about uni- 
form differences of 5 cents groups 2 over 
groups 1, and 4 cents groups 2 under 
groups 3, are disapproved. It is the in- 
formal view of Division 2 that the rates 
to groups 2 should be uniformly 4.5 cents 
less than the rates to groups 3, and the 
same amount higher than the rates to 
groups 1. This will necessitate reduc- 
tions in rats of one-half cent in certain 
instances to groups 2. 


Shrinkage Proportional 

“There remains for consideration the 
request of the Kansas-Missouri River 
Mills, concurred in by the Indianapolis 
Board of Trade and the Standard 
Milling Co., for the establishment of a 
shrinkage proportional rate of 23.5 cents 
from Kansas City on traffic from south- 
ern Kansas to Memphis, for beyond, and 
concurrent revision of the through one- 
factor proportional rates from southern 
Kansas to Memphis, for beyond, so as 
to reflect the proposed proportional rate 
of 23.5 cents. The carriers made no 
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proposal as to these rates. The shrink- 
age proportional rate from Kansas City 
to Memphis was not prescribed by the 
Commission but was voluntarily estab- 
lished by carriers operating from Kansas 
City through St. Louis to Memphis to 
compete with short routes to Memphis 
from southern Kansas, both by way of 
Kansas City and direct. As no proposal 
is made by the carriers in respect of the 
shrinkage proportional rate referred to, 
no opinion is expressed by Division 2 on 
this question. 

“The carriers’ proposed revisions in 
other rates, resulting largely in reduc- 
tions, are satisfactory to the shippers 
and are therefore approved. 

“It will be understood that the law- 
fulness of any schedule filed in connec- 
tion with the revisions discussed herein, 
may be made the subject of protest and 
request for suspension by any interested 
party. Copies of this letter are being 
sent to interested parties.” 





Rail Safety Methods to Be 
Investigated by I.C.C. 


By a notice of proposed rule making 
the Commission, division 3, has an- 
nounced an investigation will be con- 
ducted in Ex Parte 171, Rules, Standards 
and Instructions for Installation, Main- 
tenance and Repair of Automatic Block 
Signal Systems, Interlocking, Traffic 
Control Systems, Automatic Train Stop, 
Train Control, and Cab Signal Systems, 
and Other Similar Appliances, Methods 
and Systems. 

It said the investigation was for the 
purpose of revising, amending, and modi- 
fying the aforementioned rules, stand- 
ards, and instructions prescribed by a 
Commission order of April 13, 1939, and 
was being made under provisions of sec- 
tion 25 of the interstate commerce act 
relating to safety appliances, methods, 
and systems. 

“The present rules, standards, and in- 
structions have been in effect for more 
than 10 years,” said the notice, under the 
heading of reasons for investigation. 
“Experience has shown that some of them 
should be eliminated and others clarified, 
and that in some respects said rules, 
standards, and instructions are incom- 
plete and inadequate to carry out the 
Purposes of section 25...” 

Rules, standards, and _ instructions 
tentatively proposed as a substitute for 
those prescribed in 1939 were set forth 
in a 34-page appendix. The notice said 
they were subject to any change or 
changes that might be made as a result 
of this investigation. 


Procedure Rules 


A second appendix contained six spe- 
cial rules of practice, providing, among 
other things, for submission of evidence 
in written form with affidavit attached. 
The appendix said evidence-in-chief 
should be submitted in the form of veri- 
fied statements and these, with accom- 
panying exhibits, should be made avail- 
able to the Commission by filing 25 copies 
with the Commission’s secretary on or 
before March 15. It said copies of the 
railroad statements should be made avail- 
able to the parties “by mailing a copy 
to any person who duly makes a request 
therefor to L. E. Dale, Association of 
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Building, Washington, D.C.,” on or be- 
fore March 15. It said parties other than 
railroads would be exvected to furnish 
the railroads with 25 copies of all verified 
statements, to be sent to Mr. Dale, “and 
also to furnish a copy thereof to any 
other party who may make a request 
therefor to the Secretary of the Com- 
mission on or before February 15, 1950.” 
It said a list of parties on whom copies 
of verified statements should be served 
would be furnished the parties by Secre- 
tary Bartel. 

Notice of objections to receipt in evi- 
dence of any verified statement should be 
filed with Secretary Bartel on or before 
April 1; evidence on rebuttal by any 
party must be designated as such and 
filed with the I.C.C. secretary on or be- 
fore April 15; and if cross-examination 
of a witness was desired by any party 
written request therefor must be given 
to the Commission’s secretary and the 
witness or his authorized attorney on or 
before April 15, said the appendix. It 
said the Commission would fix the time 
and place for cross-examination. 

The appendix said evidence presented 
and admitted pursuant to the special 
rules would constitute the entire record 
in these proceedings on which decision 
would be made. 





Reduced Motor and Rail 
Rates Not Suspended 


The Commission has voted not to sus- 
pend southern rail and motor carrier 
tariffs reducing rates on rayon tire cord 
yarn. 

Suspension was asked by the Southern 
Motor Carriers Rate Conference of 
schedules published by Agent C. A. Span- 
inger for the southern railroads reduc- 
ing rates on rayon tire cord yarn on 
beams, minimum 33,000 pounds, from 
Enka, N.C., and Lowland, Tenn., to ten 
destinations in Georgia, South Carolina, 
North Carolina, Tennessee and Vir- 
ginia, in items 10788-C through 10812-C 
of supplement 115 to S.F.T.B. tariff 
730-D, I.C.C. 937, to become effective 
January 11. 

At the same time, the motor carrier 
conference said, if the rail rates were 
suspended, it also asked suspension of 
similar rates it had published for the 
motor carriers in indexes 50683 through 
50684.8 of supplement 35 to 5.M.C.R.C. 
tariff 10-G, to become effective Janu- 
ary 9. 

The motor carrier conference said the 
rail reductions were unreasonably low 
and resulted in wasteful and destructive 
competitive practices, and that the motor 
carrier rates had been published to meet 
the reduced rail rates. 





Motor Complaint Dismissed 


The Commission, division 5, by an 
order, has dismissed the complaint in 
MC-C-931, Robert Adams v. William M. 
King, in which Robert Adams, of North 
Tazewell, Va., alleged that William M. 
King, of Bluefield, W.Va., was engaged 
in transportation of coal miners from 
Bluefield and intermediate points, to 
Pocahontas Corporation mines Nos. 33 





and 34 in McDowell county, W.Va., in 
violation of authority granted him in 
MC-107862. 

The order said that by an order of 
November 20, 1947, in MC-F'C-26986, the 
operating rights of Robert Adams, com- 
plainant, were transferred to Robert H. 
Lewis, but the complaint had not been 
amended to make Lewis the complainant. 

It said both Robert Adams and Robert 
H. Lewis requested dismissal of the pro- 
ceeding. 





Tariff Rules Waived Added 
Year for Carriers Having 
Temporary Motor Rights 


The Commission, by Commissioner 
Alldredge, has issued an order, In the 
Matter of Temporary Authorities—Waive 
Tariff Rules. extending to January 10, 
1951, from the same date this year, spe- 
cial permission M-64500, No. 39915, under 
which the Commission waived tariff rules 
to permit motor carriers operating under 
temporary authorities to publish and file 
consecutively numbered supplements and 
revised pages to their effective tariffs 
and schedules, and to file new tariffs 
and schedules having application from, 
to and between points or over routes 
where service was authorized by Com- 
mission orders (T.W. Jan. 22, 1949, p. 39). 
The words “Amendment No. 2” appear in 
connection with the special permission 
numbers. 

At the Commission it was explained 
that when a motor carrier filed a tem- 
porary application, and also filed an 
application for the same rights on a 
permanent basis, it might continue, after 
the usual 180-day period for which 
temporary rights are granted, to fur- 
nish the authorized service until the per- 
manent application had been determined. 
Under the special permission now ex- 
tended a carrier may, by publication as 
described, extend. beyond the 180-day 
temporary period the rates published to 
apply during that period. 





Tank Vehicle Construction 


Exemptions Extended 


The Commission, division 3, has issued 
an order continuing from December 31, 
1949, to December 31, 1950, exemptions 
originally granted in an order of. De- 
cember 31, 1943, by which common, 
common and private motor carriers in 
intrastate commerce, and private car- 
riers in interstate commerce, transport- 
ing explosives and other dangerous 
articles, were relieved from complying 
with all of the regulations of the Com- 
mission governing the construction of 
tank vehicles. 

The Commission said consideration 
was now being given to the adoption as 
permanent of some of the requirements 
of the orders, which had extended the 
exemption to December 31, 1949, and 
amendment of certain other parts of the 
regulations affecting such _ carriers. 
Pending study of these matters, the 
Commission said, it was of the opinion 
that continuation of order was neces- 
sary. 

The order was issued in Ex Parte MC- 
13, Motor Carriers Safety Regulations, 
Revised, In the Matter of Regulations 
Governing the Transportation of Ex- 
plosives and Other Dangerous Articles 





TRAFFIC WORLD 


by Motor Vehicle; No. 3666, In the Mat- 
ter of Regulations for Transportation of 
Explosives and Other Dangerous Ar- 
ticles; and Ex Parte MC-3, In the 
Matter of Need for Establishing Reasor- 
able Requirements to Promote Safety 
of Operation of Motor Vehicles Used in 
Transporting Property by Private Car- 
riers. 














N. C. & St. L. High Water 
Rerouting Order Issued 


The Commission, by Homer C. King, 
agent, has issued King’s I.C.C. Order 
No. 7, under revised service order No. 
562, authorizing certain rerouting by the 
Nashville, Chattanooga & St. Louis Rail- 
way. The order says that because of 
high water, the railroad is unable to 
transport traffic routed over its lines 
between Hobbs Island, Ala., and Gunt- 
ersville, Ala. 


The N.C. and St. L. was authorized 
to reroute or divert traffic moving on its 
lines, routed via its car ferry, over any 
available route to expedite the move- 
ment. 

The order is effective from 12:01 a.m., 
January 7, until 11:59 p.m., January 22. 

Revised service order No. 562, Rerout- 
ing of Traffic—Appointment of Agent, 
appointed Mr. King, Director of the 
Bureau of Service, as the Commission’s 
agent vested with authority to author- 
ize diversion and rerouting of loaded 
and empty freight cars from and to 
any point in the United States whenever 
in his opinion an emergency existed in 
which any railroad was unable to move 
traffic currently over its lines. 


































Keeshin Notes Transfer Order 


The Commission, division 4, has issued 
an order (fifth supplemental) in MC-F- 
108, Keeshin Freight Lines, Inc.—Issu- 
ance of Notes, modifying its fourth sup- 
plemental order to remove restrictions 
imposed on the disposition of $1,943,200 
of series I, II, and III Keeshin serial 
notes to the extent that Cary Corpora- 
tion, Commercial Investment Trust, Inc., 
General Tire & Rubber Co., Baltimore & 
Ohio Railroad Co., Socony-Vacuum Oil 
Co., Inc., Yellow Manufacturing Accept- 
ance Corporation, Esso Standard Oil Co., 
General Motors Corporation; John A. 
Ritchie, Anna B. Walter, Paul B. Walter, 
and Helen W. Munsert, the individuals 
heirs at law and legatees under the will 
of Luther M. Walter, deceased; Harry N. 
Wyatt and Ruth K. Hellman, may assign 
and deliver to the Continental Illinois 
National Bank & Trust Co. of Chicago, 
the Keeshin notes. 


A similar modification was made of the 
Commission’s order of February 3, 1940, 
in the proceeding, to permit Irving D. 
Babcock, Nuel D. Belnap, John Burch- 
more, Frederick L. Ehrman, Harriet E. 
Pflaum, and Ruth Owen Lehman, to 
assign $11,500 of Keeshin series III notes 
to the aforementioned bank. 

All of the notes, under the order, may 
thereafter be reassigned to Intermountain 
Terminal Co. 










































Annual Report Form Approved 


The Commission has issued a report, 
“Steam Railway Annual Report Form 
A,” approving a form of report of ‘hat 
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title, and prescribing the use of the 
form for all steam railway companies 
and switching and terminal companies 
of Class I and Class II subject to section 
20, part I of the interstate commerce 
act. Those roads are required to file an- 
nual reports on the form for the year 
ended December 31, 1949, and for each 
succeeding year, on or before March 31 
of the year following the one to which 
it relates. The annual report is to be 
filed in duplicate in the Commission’s 
Bureau of Transport Economics and 
Statistics. 


Special Coal Directives 
Issued by King 


Homer C. King, director of the Com- 
mission’s Bureau of Service, has issued 
several special directives under service 
order No. 844, Furnishing of Cars for 
Railroad Locomotive Fuel Coal Supply. 
That order empowers Mr. King to direct 
railroads that have certified they have 
less than nine days’ supply of coal on 
hand, and no dependable source of sup- 
ply, when he has satisfied himself of that 
fact, to direct such railroads to withhold 
cars from mines furnishing fuel coal 
until they have furnished the railroad 
in any one week the average amount of 
fuel coal furnished from November 14 to 
December 12 (T.W. Dec. 31, p. 30). 

The directives were as follows: 

No. 7, requiring the Burlington to fur- 
nish cars for Rock Island fuel coal, 1,847 
tons a week. 

No. 8, the Minneapolis & St. Louis to 
furnish cars for Rock Island fuel coal, 
862 tons a week. 

No. 9, the Rock Island to furnish cars 
for its coal needs, 204 tons a week. 

No. 10, the Galesburg & Great East- 
ern to furnish cars for Rock Island fuel 
coal, 350 tons a week. 

Each special directive specifies the 
quality of fuel coal to be furnished and 
the name or names of the mines that are 
to furnish it. 


Brooks Admitted to Practice 


Former U. S. Senator C. Wayland 
Brooks and Grenville Beardsley, both 
members of the Chicago law firm of 
Brooks & Beardsley, have been admitted 
to practice before the Commission. 


Water Application Dismissed 


By an order in W-993, Sub. 1, East 
Coast Shipping Co., Inc. Common Car- 
rier Application, the Commission, by 
Commissioner Mahaffie, has dismissed 
an application of East Coast Shipping 
Co., Inc., Coral Gables, Fla., for a cer- 
tificate authorizing operations by water. 
It said the applicant requested permis- 
sion to withdraw the application. 


Water Permit Vacated 


By an order in W-530, Wood Towing 
Corporation Applications, the Commis- 
sion, division 4, has set aside a permit 
and order of January 19, 1942, and dis- 
missed an application of Wood Towing 
Corporation, Norfolk, Va., for continu- 
ance of operation as a contract carrier 
by water. 

It said the permit authorized con- 





tinuance of operation by non-self-pro- 
pelled vessels with the use of separate 
towing vessels in the transportation of 
logs from Williamston, N.C., to Laurel, 
Del., through the intracoastal water- 
ways. 

The Commission said the carrier in- 
formed it that about a year ago it dis- 
continued the authorized operation be- 
cause of removal of the industry served 
by it, and that future resumption of the 
service was unlikely. It said the ap- 
plicant requested dismissal of its ap- 
plication and vacation of its permit. 


Forwarder Permit Revoked 


The Commission, division 4, by an 
order in FF-25, John W. Williams 
Freight Forwarder Application, has re- 
voked a permit issued as of April 21, 
1947, to Williams & Frazee, Inc., doing 
business as Atlantic & Gulf Forwarding 
Co., authorizing service as a freight 
forwarder of general commodities from 
points in states north and east of and 
including North Carolina, Virginia, 
West Virginia, Ohio, Indiana, and Illi- 
nois, except Wisconsin and Michigan, to 
Points in Arizona, Arkansas, Louisiana, 
New Mexico, Oklahoma, and Texas. It 
said the forwarder had discontinued all 
freight forwarder operations, had be- 
come bankrupt, and its permit had been 
sold by a referee in bankruptcy to 
Philip J. Termini. By letter of Decem- 
ber 19, 1949, said the Commission, 
Termini requested that the permit to 
operate as a freight forwarder be can- 
celed. 


Motor Finance Orders Issued 


Under expedited procedure, the Com- 
mission has issued the following orders 
in motor rights purchase cases, approv- 
ing the transactions as of the effective 
date shown in each case, and setting the 
date specified on or before which objec- 
tions to the order are to be submitted 
to the Commission in writing: 


MC-F-4259, Alfred Bichsel and Elmer 
Reber—Control; Reber & Bichsel, Inc.— 
Purchase (Portion)—Fischbach Trucking Co., 
effective February 15, objections due Jan- 
uary 31. 

MC-F-4265, C. L. Hancock—Purchase (Por- 
tion)—McMaken Transportation Co., effec- 
tive February 14, objections due January 


30. 

MC-F-4311, Gene and C. L. Whitehead— 
Control—A. & W. Motor Lines, Inc.; Gene 
and C. L. Whitehead—Control; Merchant’s 
Fast Motor Lines, Inc.—Purchase—A. & W. 
Motor Lines, Inc., effective February 15, 
objections due January 31. 

MC-F-4368, L. R. Martin—Control; North- 
ern Transportation Co.—Purchase—Earl 
Mayes, efiective February 9, objections due 
January 30. 


SUSPENDED TARIFFS 


(Designation of a tariff below does not 
mean that all schedules in it have been 
Suspen- 


suspended by the Commission. 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin.) 


I. and S. M-3209, Asbestos Fibre—New 
York Harbor to Manheim, Pa., from Jan- 
uary 6, to and including August 5, certain 
schedules published in supplement No. 
54 to tariff MF-I.C.C. No. A-290 of Mid- 
dle Atlantic States Motor Carrier Con- 
ference, Inc., agent, Washington, D.C. 
The suspended schedules propose to es- 
tablish a new commodity rate of 34 cents 
per 100 pounds, minimum 30,000 pounds, 
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on asbestos fibre from piers or wharves 
in New York Harbor, N.Y. to Manheim, 
Pa. 


I. and S. M-3210, Cards, Envelopes— 
Between Boston and N.Y., N.J., January 
9, to and including August 8, certain 
schedules published in supplement No. 
53 to joint tariff MF-I.C.C. No. A-100 
issued by the New England Motor Rate 
Bureau, Inc., agent, Boston, Mass. The 
suspended schedules propose to establish 
new motor common carrier commodity 
rates on embossed, lithographed or 


printed paper cards and on paper en- 
velopes, printed or not printed, between 
Boston, Mass, and a part of New York, 
N.Y., and Newark, N.J., resulting in in- 
creases and reductions. 





COMMISSION ORDERS 


MC-F 4350, B. D. Kelly, Control; Kelly 
Motor Lines, Inc., Purchase (Portion), O. 
Alex Hicklin. Order of December 5, 1949 
modified ‘to become effective January 5 in- 
stead of January 13. 


* * * 


No. 29998, Armour and Co. v. B. & O., et 
al., No. 29998, Sub. 1, Cudahy Packing Co. v. 
Same, No. 29998, Sub. 2, Swift & Co. v. Same, 
and No. 29998, Sub. 3, Wilson & Co. v. Same. 
Complainants’ request for oral argument, 
denied. 


* * * 


No. 30088, Milburn, Inc. v. A. T. & 9. F., 
et al. Defendants’ request for oral argument 
denied. 


* * * 


No. 30101, Evanston Fuel & Material Co. v. 
C. & N. W., et al. Defendants’ request for 
oral argument denied. 

bo * * 


No. 30139, The Seamless Rubber Co. v. 
N.Y., N. H. & H., et al. Complainant’s re- 
quest for oral argument denied. 

* ae * 


No. 30141, Thor Corp. v. B of C., et al. De- 
fendants’ request for oral argument denied. 
* * ok 


No. 29880, Hermann-Brownlow Co. v. M. 
P. et al. Proceeding reopened for reconsider- 
ation. 

* * * 

No. 29900, Universal Carloading & Dis- 
tributing Co. Inc. v. Pennsylvania. Com- 
Plainant’s and defendant’s petitions for re- 
consideration denied. 

* a * 


Finance 15914, S. P. et al., Abandonment. 
Petition of W. P. and S. N. for reconsider- 
ation dismissed. Certificate of May 10, 1949, 
made effective January 10 and tariffs ap- 
plicable to line in question may be can- 
celed on notice to Commission and to 
general public by not less than 5 days’ filing 
in accordance with section 6 of the inter- 
state commerce act. 

ok * * 

MC-F-4145, H. K. McKee and F. W. Dol- 
son, Jr., Purchase (Portion), L. L. Johnson. 
Petition of Jones Truck Lines for waiver 
of rule (101)e denied. 

co ok ok 

MC-F-4221, Kenneth Hargis, et al. Control; 
Hargis Truck Line, Inc., Purchase, George 
S. White. Authority granted by order of 
July 14, 1949, to remain in effect until ap- 
Plication filed under section 5 of inter- 
state commerce act is “finally determined.” 

2 * cs 

No. 29856, Marion Manufacturing Corp. 
et al. v. A. C. & Y. et al. Complainants’ 
petition for reopening and reconsideration, 
denied. . 

* ae aK 

No. 29987, The Barbasol Co. v. A. & R. et 
al. Order of June 14, 1949, further modified 
to become effective February 20 instead of 
February 3, on not less than 30 days’ notice. 

aE * * 

No. 30059, Robbins Tire & Rubber Co., 
Inc. v. C. of G. et al. and No. 30104, Ten- 
nessee Valley Authority v. Southern. Order 
of November 1, 1949, modified to become 
effective April 17 instead of February 7, 








on not less than 30 days’ notice. 
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r * * 


Finance No. 16398, Southern purchase and 
Finance No. 16331, B.U.-C. abandonment. 
Effective date of certificate of December 2, 
1949 extended to ,rebruary 6. 

* 7 


MC-53869, Subs. 3 and 14, H. J. Jeffries, 
extension, oil field machinery, Oklahoma 
City, Okla. Proceedings reopened for re- 
consideration on present record. 

* * * 


W-360, W. R. Chamberlin & Co., contract 
carrier application and W-360, Sub. 2, W. R. 
Chamberlin & Co., extension, petroleum 
products, ores and coke. Effective date of 
second amended permit of October 28, 1949 
postponed to March 1 instead of January 23. 

& * * 


MC-3166, Sub. 8, Service Driveway Corpo- 


ration, Extension, Truckaway. Proceeding re- 
opened for reconsideration on present 
record. 

ok *” a 

Ex Parte MC-19, order of April 25, 1947, as 

amended to extent only relating to esti- 
mates of charges, further modified to be- 
come effective on February 1, 1950. 

* * x 


I. & S. M-2909, Boots and Shoes—Maine 
points to Boston, Mass., I. & S. M-2918, 
Boots and Shoes—New Hampshire and Ver- 
mont to Boston. Order of October 27, 1949, 
modified to require respondents to cancel 
schedules found unlawful in report of Feb- 
ruary 15, on not less than 1 day’s notice in 
accordance with Commission under section 
217 of act. 

ok * cM 

MC-C 1077, Atlanta-New Orleans Motor 
Freight Co. et al. v. Mobile Express, Inc. 
et al., MC-C-1081, West Bros., Inc. v. Mobile 
Express, Inc. et al. Defendants’ motions 
to stay proceedings and to dismiss com- 
plaints overruled. 


APPLICATIONS 


AND PETITIONS 





1.C. Protests Denial of 
Substituted Service Rights 


The Illinois Central has petitioned 
the Commission in MC-86779, Sub. 9, 
Illinois Central Railroad Co Extension— 
Ponchatoula, La. for reconsideration by 
the entire Commission of an order of its 
division 5 denying the application, and 
for oral argument. 

At the beginning of a “foreword” to 
its petition, the Illinois Central quoted 
the following from the interstate com- 
merce act: 

“It is hereby declared to be the na- 
tional transportation policy of the Con- 
gress to provide for fair and impartial 
regulation of all modes of transportation 
subject to the provisions of this act... .” 

The I.C. said division 5 had found 
that public convenience and necessity 
warranted a rail coordinated truck serv- 
ice over the three routes in question 
and that the wartime contractual ar- 
rangement between the I.C. and motor 
carrier competitors had proved imprac-~- 
tical and placed the railroad in an in- 
equitable position. 

“Yet in spite of these findings and 
this Commission’s lack of authority to 
compel railroads to coordinate their serv- 
ice with motor carriers,” continued the 
petitioning railroad, “division 5 arbitrar- 
ily held that the railroad do just that 
or continue an antiquated operation and 
eventually relinquish to its competitors 
its merchandise traffic.” 

The railroad asserted the division dis- 
regarded the facts in the record, ignored 
the policy of the Commission, arbitrar- 
ily ignored its own established principle, 
and exercised a “left-handed power” in 
compelling the I.C. to coordinate its serv- 
ice with motor carriers in spite of a 
ruling of the Supreme Court of the 
United States that the interstate com- 
merce act contained no provision by 
which the Commission might compel 
rail carriers to coordinate their service 
with motor carriers. 

The division, on further hearing had 
denied authority to perform substituted 
service between points in Mississippi 
and Louisiana over three routes (T.W., 
Nov. 19, 1949, p. 31). 

Among other things, the I.C. asserted 
if the report of the division was allowed 
to stand, its competitors could force it 
out of the merchandise business by 
making the cost of the service prohibi- 
tive to the railroad. Having asserted 


the record showed six cancellations of 
contracts with motor carriers, forcing 
the I.C. to return to peddler car serv- 
ice, the I.C. said the only motor car- 
rier on the Vicksburg-Shreveport route 
that had not contracted with it had 
demanded a rate 8 to 18 cents a mile 
higher than the rate paid any other 
motor carrier on the railroad’s system. 


Wartime Arrangements 


The I.C. said it had entered into the 
contracts with the independent motor 
carriers because of the provisions of gen- 
eral order O.D.T. 1-A in order to con- 
serve cars. It said a few of the war- 
time arrangements worked as satisfac- 
torily as could be expected of emergency 
measures, but added the majority proved 
to be genuine “headaches” to the rail- 
road. Such an arrangement, it said, 
left it without sufficient control to insure 
a continuation of the operation and that 
the operation would be maintained ac- 
cording to railroad standards. 

It quoted a number of Commission 
cases to the effect that that body had 
no power to require the railroads to 
enter into arrangements with inde- 
pendent motor carriers. 

The I.C. asserted that the division had 
been “most zealous and vigilant in 
blocking any rail attempt to enter the 
general motor carrier field.” It added 
the service proposed was strictly a rail- 
road operation and that “division 5, in 
attempting to force applicant to enter 
into a joint rate arrangement with 
truck competitors, is promoting an in- 
vasion by the motor carriers into the 
railroad field.” 





S.M.C.R.C. Asks Postponed 


Date in ‘Transit’ Case 


The Southern Motor Carriers Rate 
Conference has asked the Commission 
to postpone from January 15 to April 15, 
its order in I. and S. M--252, Canned 
Goods in Southern Territory, and to 
have such postponement stay the period 
when petitions for reconsideration or 
rehearing may be filed. 

The proceeding was one of seven in 
which the Commission dealt with rules 
governing the stopping of trucks for par- 
tial loading or unloading, and split pick-- 
up and deliveries, which the Commission, 
division 2, said was not “transit” but 
was a commercial necessity, and required 
certain rule changes (T.W. Nov. 12, 1949, 
p. 29). 


TRAFFIC WORLD 


The southern conference said that 
under a long-standing policy between 
its members and shippers, changes such 
as would be involved in conforming to 
the Commission’s order were subject to 
a docketing procedure. A revision of 
the rule under consideration in I. and S., 
M--252, the conference said, could not be 
effected in the time afforded by the 
order. 

The conference also observed that the 
order of investigation in the case was 
entered more than 12 years ago and that, 
for the most part, the provisions applied 
for the account of different carriers than 
for those for whom original publication 
was made when the investigation was 
instituted. As shown by the report, it 
said, the suspended provisions became 
effective many years ago. 

The changes required needed an ex- 
tensive study and investigation to de- 
termine their effect in the light of pres- 
ent-day operations, the conference said, 
and the time allowed by the order would 
not permit “such proper study and in- 
vestigation by the affected carriers and 
shippers.” It added that by following 
the docketing procedure a rule or rules 
could be determined on that would com- 
ply with the Commission’s order “with- 
out drastic destructive effect on presently 
moving traffic.” 





Exemption Certificate Asked 


The Long-Bell Lumber Co., of Kansas 
City, Mo., by an application in W-1006, 
has asked the Commission for a cer- 
tificate of exemption under section 303(h) 
of the interstate commerce act in con- 
nection with the transportation of lum- 
ber, timber, poles, piling, and creosoted 
wood products between ports in Wash- 
ington, Oregon, and California between 
the Columbia River and San Diego, 
Calif. 

Section 303(h) of the act gives the 
Commission power to determine whether 
any water carrier is engaged in trans- 
porting the property of a person which 
owns all or substantially all of the vot- 
ing stock of such carrier. On so finding, 
the Commission “shall issue a certifi- 
cate of exemption to such carrier, and 
such carrier shall not be subject to the 
provisions of this part during the period 
such certificate shall remain in effect.” 
The Commission also has power to re- 
voke such a certificate if it finds the 
carrier no longer entitled to exemption. 





Southwestern Rate Change 


The defendant carriers operating in 
Western Trunk Line and Southwestern 
territories have petitioned the Commis- 
sion in No. 13535 et al., Consolidated 
Southwestern Cases, for modification of 
its findings and orders, 123 I.C.C. 203, 
et seq., by eliminating therefrom “Slag 
(a product of furnaces burning powdered 
coal), in bags.” The railroads said it 
was proposed to add such an entry. to 
section 1 of item 4873-F of Agent Kipp’s 
I.C.C. No. A-3596, thereby establishing 
column 15 rating for application between 
points in Western Trunk Line Territory, 
and between points in that territory, on 
the one hand, and, on the other, points 
in southern Missouri. 

The railroads said the commodity was 
competitive with “Granulated Slag 
(product of copper smelter)” on which 
column 15 was presently applicable. The 
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competitive item was previously elim- 
inated from the findings in the Consol- 
idated Southwestern Cases, the railroads 
said, by order dated June 10, 1946. The 
competitive ratings would have the same 
territorial application, they said. 


FINANCE APPLICATIONS 





MC-F-4424, Wenham Transportation, Inc., 
Cleveland, O., asks authority to purchase 
certain operating rights of Lloyd Adams, 
Wellsburg, W. Va. 


MC-F-4425, 


* * 


Hemingway Bros. Interstate 
Trucking Co., New Bedford, Mass., asks 
authority to purchase certain operating 
rights of Bloomfield Transportation Co., Jer- 
sey City, N.J. 

* * * 

MC-F-4426, Crail Transportation Co., Long 
Beach, Calif., asks authority to purchase 
certain operating rights of Morgenthaler 
Truck, Gardena, Calif. 

a os % 


MC-F-4427, Service Auto Freight Co., Port- 
land, Ore., asks authority temporarily to 
operate, and to purchase, certain operating 
rights and property of Whiting Truck 
Service, Inc., Washougal, , Vash. 

* * 


Finance No. 16825, amended. The Pennsyl- 
vania Railroad Co. records accepted bid of 
Halsey, Stuart & Co., Inc., and associates, of 
99.434 per cent of principal amount of $10,- 
620,000 of equipment trust certificates, Series 
Y, to bear dividends at 214 per cent a year, 
representing an average dividend cost of ap- 
plicant of about 2.32 per cent. 


PETITIONS FOR REHEARING 





I. & S. M-252, Canned goods in Southern 
Territory. Southern Motor Carriers Rate 
Conference asks postponement of effective 
date of order by Division 2 from January 
15 to April 15. is 

I. & S. M-2957, Southwest Freight Lines, 
Inc., Merchandise. Southwest Freight Lines, 
Inc. of Kansas City, Mo., ask reconsidera- 
tion of report of November 8, 1949. 

* * a 


I. & S. M-3162, Canned or Preserved 
Foodstuffs in South. Pan-Atlantic Steam- 
ship Corp. asks extension of investigation to 
include all-rail rates or ratings, or bases 
for rates, and classifications, regulations 
and practices, applicable on canned or pre- 
served foodstuffs in Southern Territory. 

ok 


MC-F 4282, The Transport Corp., Pur- 
chase (Portion) of Operating Rights of 
Carroll’s Transfer. Applicants ask that ap- 
plication be amended to show that by pro- 
posed purchase Vendee will acquire all of 
Vendor’s right to operate in and between 
Ga. and S.C., N.C. and Va. 

* * 


No. 30003, Laclede-Christy Co. v. A. C. & 
Y., et al. Complaint asks reopening and 
argument on report of November 25, 1949. 

* He oe 


I. & S. M-3193, Sodium products, Harwood 
Trucking, Inc. Harwood Trucking asks vaca- 
tion of suspension order of December 16, 
1949, 

* * * 


MC-F-51131, Henry H. Stevens, Inc., pur- 
chase, Fleming Interstate Mover. Henry H. 
Stevens, Inc. asks reconsideration of decision 
of December 5, 1949. ee 

No. 29543, Appliances, methods and sys- 
tems intended to promote safety of railroad 
operation. C. B. & Q. ask modification and 
Postponement of effective date of order of 
June 17, 1947. -~ « 


No. 30025, W. C. Reid & Co., Inc. v. B. & 
M. et al. Complainant asks reconsideration 
of decision of October, 28, 1949. 


No. 29942, Patterson Foundry & Machine 
Co. v. M. P. et al. Defendants’ ask re- 
Opening and reconsideration of report and 
order of November 2, 1949. 


No. 30057, Seymour Packing Co. v. A.GS. et 
al. Complainant asks reopening and re- 
consideration decision by Division 3 and 
reparation. 

ok ok * 

W-360, Sub. 4, Oliver J. Olson & Co. Re: 

W. R. Chamberlin & Co., Umpqua River. 


Oliver J. Olson & Co. asks cancellation of 
order of December 15, 1949, amending order 
of October 12, 1949, by eliminating, phrase 
“the Umpqua Sand and Gravel Dock at”. 


NEW COMPLAINTS 


Ex Parte 171, Rules, Standards and Instruc- 
tions for Installation, Maintenance and 
Repair of Automatic Block Signal Sys- 
tems, Interlocking, Traffic Control Sys- 
tems, Automatic Train Stop, Train Con- 
trol, and Cab Signal Systems, and Other 
Similar Appliances, Methods and Sys- 
tems. 

Investigation instituted by the Commis- 
sion, division 3, by notice of proposed rule 
making, for purpose of revising, amending, 
and modifying aforementioned rules, stand- 
ards and instructions prescribed by Commis- 
sion’s order of April 13, 1939. 

= x x 

No. 30441, Harshaw Chemical Co., Cleveland, 
O., v. B. & GO. et al. 

Alleges increased rates on numerous car- 
loads of fluorspar, from points in Illinois to 
Cleveland, in the two years preceding the 
complaint, in violation of section 1 because 
they exceeded a maximum increase of 6 cents 
a 100 pounds made effective August 21, 1948, 
under Ex Parte 166. Asks reparation. (L. V. 
ee, 1240 W. Lawrence Ave., Chicago 40, 
mm.) oo * * 

No. 30442, Jacob Ruppert, New York, N.Y. v. 
N. Y. C. et al. 

Alleges demurrage charges of $5,419.75 col- 
lected On numerous carloads of malt and 
grits received at New York in the period of 
a “wildcat” strike of some of the brewery 
employes, October 13, 1948, to November 12, 
1948, when it was unable to unload the traffic 
because of picket line, in violation of section 
1 to the extent that charges exceeded $1.20 
a@ day or fraction of a day, including Sun- 
days and legal holidays and without free 
time allowance. Alleges charges should have 
been $1,793.43, and asks reparation $3,626.32. 
(Francis T. Nemac, c/o Phillips, Mahoney & 
Spohr, 100 Broadway, New York 5, N.Y.) 


* * * 


No. 30442, Sub. 1, Jacob Ruppert, New York, 
W.Y., ¥. NM. ¥. ©. 6 al. 

Alleges demurrage charges of $6,920.10 col- 
lected on numerous carloads of malt and 
grits received at New York in the period of 
a strike of brewery employes, April 1, 1949, 
to June 21, 1949, in violation of section 1 to 
the extent the charges exceeded $1.80 a day 
or fraction of a day, including Sundays and 
legal holidays, and without free time allow- 
ance. Alleges charges should have been 
$2,371, and asks reparation of $4,549.10, plus 
$136.37 transportation tax. Francis T. Nemac, 
c/o, Phillips, Mahoney & Spohr, 100 Broad- 
way, New York 5, N.Y.) 


* ® * 


No. 30443, Liberty Manufacturing Co., Red 
Springs, N.C. v. Santa Fe et al. 

Alleges rates on manure salts, sulphate of 
potash magnesia, and muriate of potash, 
shipped from Carlsbad, N.M., to Red Springs, 
in February, March and April of 1948, (5 car- 
loads), in violation of section 1, because in- 
creased by greater than maximum of 8 cents 
a@ 100 pounds became effective under Ex 
Parte 166 in August 21, 1948. Asks reparation 
of $226.01. (William V. Blake, 123 Glencoe 
Rd., Columbus 2, O.) 


* * * 


No. 30443, Sub. 1, Pearsall & Co., Wilmington, 
N.C., v Santa Fe et al. 

Alleges rate on manure salts, muriate of 
potash, and sulphate of potash magnesia, 
shipped in eight carloads from Carlsbade, 
N.M., to Wilmington, in February, March, 
and April, 1948, and one carload from Del 
Rio, Tex., to Wilmington, shipped January 
22, 1948, in violation of section 1 because 
increased by more than maximum of 8 cents 
a 100 pounds that became effective under 
Ex Parte 166 on August 21, 1948. Asks rep- 
aration of $418.20. (William V. Blake, 123 
Glencoe Rd., Columbus 2, O.) 


o * * 


No. 30444, Rogers & Hubbard Co., Portland, 
Conn., v. Santa Fe et al. 

Alleges rate on 12 carloads of manure salts, 
shipped from Carlsbad, N.M., to Portland, 
Conn., in January, February, March, and 
April, 1948, and one carload from Trona, 
Calif., to Portland, April 30, 1948, in violation 
of section 1 because increased by more than 
the maximum of 8 cents a 100 pounds that 
became effective under Ex Parte 166 on Aug- 
ust 21, 1948. Asks reparation of $680.40. (Wil- 
liam V. Blake, 123 Glencoe Rd., Columbus 
2, O.) 

* * * 


No. 30445, Naph-Sol Refining Co., Muskegon, 
Mich., v. Santa Fe et al. 
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Alleges rate on 286 tank-car loads of crude 
petroleum oil from Davenport, Okla., to 
North Muskegon, Mich., January 25 to April 
1, 1948; 138 tank-car loads from Komalty, 
Okla., to North Muskegon, April 5, to June 
30, 1948, and 172 tank-car loads from Arcadia, 
Okla., to North Muskegon, in violation of 
section 1, of aggregate-of-intermediate-rates 
provision of section 4, and section 6, because 
of application of Ex Parte 162 to each factor 
of combination, without regard to 6-cent 
maximum applicable to petroleum products, 
in original combination, and through pub- 
lished combination rates. Asks cease and 
desist order, rates, and reparation of $5,139.35. 
(B. A. Klukoski, 721 E. Lincoln St., Mount 
Pleasant, Mich.) 


* * * 


No. 30446, Rukert Terminals Corporation, 
Baltimore, Md. et al. v. B. & O. et al. 

Alleges maintenance of joint rates to and 
from Port of Baltimore on water-borne 
freight, requiring payment of higher charges 
when such freight is handled through pub- 
lic warehouses or municipally-owned facil- 
ities at Baltimore, than would be applicable 
on such freight handled through similar 
facilities at Newport News and Norfolk, Va., 
Philadelphia and Chester, Pa., Camden and 
Trenton, N.J., and Wilmington, Del., and ab- 
sorption by certain defendants of loading 
and unloading charges on water-borne 
freight handled through facilities of the 
Canton Co., at Baltimore, while refusing 
such absorption when freight handled 
through facilities of complainants, in viola- 
tion of section 3. Ask cease and desist order 
and rules, regulations and charges. (Robert 
DeKroyft and Kenneth J. McAuliffe, 233 
Broadway, N. York 7, N.Y.) 


* * * 


No. 30447, Associated Traders, Inc., Denver, 
Colo., v. U.P. 

Alleges rate on carload of old sleeping bags, 
from Renton, Wash., to Denver, August 31, 
1948, in violation of sections 1 and 6. Asks 
cease and desist order, rate, and reparation 
of $488.67. (F. B. Stephen, 19 S. Wells St., 
Chicago, Il.) 


* co * 


No. 30448, Canadian Import Co., Ltd., Mon- 
treal, Que., Canada, et al. v. B. &. O. et al. 
Allege charges for detention of cars under 
load with lake cargo coal and coke at Lake 
Erie and Lake Ontario ports and docks in 
1948 season of navigation under original and 
revised service order No. 815, eliminating 
Sundays and holidays from free time, in 
violation of section 1, and issue, publication 
and continued effectiveness of the order was 
arbitrary, and unjust and unreasonable. Ask 
cease and desist order; re-assessment of 
charges for detention; and repartion. (John 
Corcoran and August G. Gutheim, 537 Wash- 
ington Bldg., Washington 5, D.C.) 
* * + 
No. 30449, K. K. Martin, Detroit, Mich., v. 
Port Huron & Detroit et al. 

Alleges failure to establish transit privilege 
on grain at Marysville, Mich., in violation 
of sections 1 and 3. Asks cease and desist 
order, rates, rules and regulations. (C. L. 
Athanson, 2262 National Bank Bldg., De- 
troit 26, Mich.) 


* * * 


No. 30450, Smith Agricultural Chemical Co., 
Columbus, O. v. B. & O. et al. 

Alleges rates on more than 300 carloads of 
Phosphate rock, shipped from Plant City 
(Cornet), Fla., to Columbus, in the first six 
months of 1948, in violation of section 1 
because increased greater than maximum 
under Ex Parte 166, made effective August 21. 
Asks reparation of $5,211.88. (William V. 
Blakd, 123 Glencoe Rd., Columbus 2, O.) 


* % * 


No. 30451, Mosinee Paper Mills Co., Mosinee, 
Wis., et al. v. Ann Arbor et al. 

Allege rates on salt cake (sodium sulphate), 
shipped in the period January 5, 1948, to and 
including August 20, from various Illinois 
and Ohio points to Wisconsin Dam and 
Mosinee, Wis., and Ontonagon, Mich., in vio- 
lation of section 1, because increased more 
than the maximum of 6 cents a 100 pounds 
under Ex Parte 166, made effective August 
21. Asks cease and desist order and repara- 
tion. (J. E. Bryan, 105 W. Monroe St., Chi- 
cago 3, Ill.) 


* * * 


No. 30452, Trojan Fruit Merchants Associa- 
tion, Troy, N. Y. v. N. Y. C. 

Alleges misrouting of shipments of fresh 
bananas from New York Harbor to Troy 
causing late delivery in violation of sections 
2 and 3. Asks cease and desist order and 
delivery at destination between 8 a.m. and 
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not later than 10 a.m. of each business day 
the first morning after shipment from New 
York Harbor at Weehawken, N. J., and repa- 
ration of $10,000. (Earle H. Bogardus, 2412 
Lavin Court, Troy, N. Y.) 


No. 30453, Maple Island Fram, Inc., Still- 
water, Minn. v. C. St. M. & O. et al. 

Alleges rates on ice cream mix, powdered, 
in cans in cases, said actually to be powdered 
milk, in the statutory period, from Still- 
water to various destinations in Official and 
Southern territories, in violation of sections 
1, and 6. Asks cease and desist order, rates, 
and reparation. (L. V. Brandt, 1240 W. Law- 
rence Ave., Chicago 40, Ill.) 


PROPOSED REPORTS 


Express Rate Increase of 10 Per Cent 


On First Class Proposed by Examiners 
Also Recommend I.C.C. Authorize Second-Class Rates 75 Per Cent of 


Increased First-Class Rates. 


Higher Operating Costs and Taxes. 


Two Commission examiners have rec- 
ommended that the Commission grant 
the Railway Express Agency, Inc., au- 
thority to increase its first-class rates 
10 per cent and make its second-class 
rates 75 per cent of the first-class rates 
so increased. 

“The Commission should find that the 
proposed rates are, and for the future 
will be, just and reasonable, and author- 
ize their establishment and mainte- 
nance,” concluded Examiners Samuel R. 
Diamondson and Charles W. Berry, in a 
proposed report in Ex Parte 169, In- 
creased Express Rates and Charges, 1949. 


They said the evidence clearly showed 
the agency’s revenues were inadequate to 
meet the increased cost of operation and 
taxes and to make reasonable payments 
to the railroads for the facilities fur- 
nished and the services rendered by 
them. 


Rates now in effect and proposed to be 
increased 10 per cent, said the examiners, 
were those prescribed by the Commission 
in a single nation-wide scale in the 
third report in Ex Parte 163. 

According to a table included in the 
examiners’ report, the proposed first- 
class increases range from $0.19 for a 
12%-mile-haul to $1.83 for a 3900-mile 
haul. Another table shows the present 
and the proposed 10-per-cent higher 
rates applicable between selected cities. 
For example, it shows a present rate of 
314 cents from Atlanta, Ga., to Birming- 
ham, Ala., increased to 345 cents, and a 
present rate of 1469 cents from Atlanta 
to Seattle, Wash., increased to 1616 cents. 
It also shows, as further examples, a 
present rate of 347 cents from Boston, 
Mass., to New York, N. Y., as compared 
with a proposed rate of 382 cents be- 
tween those two eastern cities, and a 
present rate of 1617 cents from Boston 
to San Francisco, Calif., as compared 
with a proposed rate of 1779 cents. 

The examiners said the evidence was 
convincing that so long as parcel post 
rates were maintained at the present 
levels considerably below the cost of 
service, it might not reasonably be ex- 
pected that less-than-carload express 
shipments would exceed an estimated 
volume of 150,000,000 a year. 

“But even if they were increased to 
150,000,000, which we conclude is im- 
probable,” continued the examiners, 
“the express privileges at the present 
rates and 1949 wage and price levels 
would fall short of meeting the Class I 
railroads’ costs by more than $70,981,000.” 
They said the volume of traffic the 


Agency Revenues Seen Too Low to Meet 


Low Parcel Post Rates Cited. 


agency could handle without increasing 
its constant costs was not shown of 
record. Testimony given July 30, 1946, 
in Ex Parte 163, they said, was to the 
effect that 231,464,000 l.cl. shipments 
handled in 1946 exceeded, and that 200,- 
000,000 would be nearer, the agency’s 
capacity. 

“In 1945 it handled 209,181,380 ship- 
ments of all kinds and 206,980,000 less- 
than-carload shipments,” the examiners 
continued. “Its gross revenues from all 
sources were $442,208,000 and its less- 
than-carload revenues $387,404,000. Its 
expenses on air, carload and less-than- 
carload traffic were $266,959,930, and its 
total expenses including taxes and other 
costs were $285,133,089. Considering the 
$266,959,930 expenses as including labor 
to the extent of 80 per cent and increase 
in wages alone as 43.27 per cent in June, 
1949, over 1945, and multiplying that ex- 
pense figure by 80 per cent and the 
product by 43.27 per cent the increase 
in the cost of wages in 1949 over 1945 
would be about $92,410,849. Adding that 
amount to the gross expenses in 1945 
they would be $377,544,082 which is a 
rough approximation of the cost of 
handling the 1945 traffic at the 1949 wage 
level. Deducting that amount from the 
total gross revenues leaves approximately 
$64,663,915 for express privileges, or 
$92,411,003 less than was paid in 1945, 
which the Commission found to be in- 
adequate, and $49,066,085 less than would 
be available at the proposed rates for 
handling over 50 per cent less, or 109,- 
181,380 fewer, less-carload shipments 
than were handled in 1945.” 

The examiners said an analysis of cost 
studies made in the proceeding showed 
that at 1948 rates and wage-and-price 
levels and volume of traffic (142,000,000 
lc. shipments) the revenues of the 
agency would fall short of providing 
enough revenue to cover the cost of the 
Class I railroads of transporting express 
shipments by approximately $81,944,139. 
They said that after deducting $4,400,000, 
which the agency estimated it would re- 
ceive from increases in commodity rates 
and accessorial charges, the analysis 
showed similar deficits in express pay- 
ments at the present rates would be 
$116,756,682, and at the proposed rates 
$92.897,543, on the estimated volume of 
traffic and May 1, 1949, wage and price 
levels. 


Nationwide Scale 


In the third Ex Parte 163 report, said 
the examiners, the Commission found 
that the proposed l.c.l. first-class rates 
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and second-class rates and certain grad- 
uated charges would not exceed reason- 
able maximum rates and charges, and 
that they would provide a reasonably 
related basis of rates 4nd charges for 
nationwide application. It said the 
agency, in the third proceeding, proposed, 
and the Commission approved, the west- 
ern scale in the second Ex Parte 163 re- 
port as increased January 22, 1948, as a 
reasonable and properly related scale 
for nationwide application. 


The western scale, they said, was con- 
structed by using a key or base rate of 
$2.25 for the first 100--mile haul, which 
was 10 cents higher than the eastern- 
southern scale for the same distance, and 
adding thereto 30 cents for each block 
up to and including 400 miles, 20 cents 
for each block from 450 to 2,500 miles, 
and 15 cents for each additional block. 
The difference between the two scales 
continued at 10 cents up to and includ- 
ing 400 miles, the examiner said, adding 
that the scales were the same between 
450 and 550 miles inclusive but for dis- 
tances beyond 550 miles the western 
scale was higher. They said the differ- 
ences between the two scales increased 
from 20 cents at 700 miles to 90 cents at 
1,750 miles. 

The third Ex Parte 163 proceeding, 
they said, consequently did not result in 
any change in the l.c.l. class rates within 
zone 3 (Western Territory) or between 
zone 3, on the one hand, and zone 1 
(Eastern Territory) and zone 2 (South- 
ern Territory), on the other. They said 
the l.c.l. first-class rates were increased 
within and between zones 1 and 2. Those 
increase for distances from 12% to 400 
miles were 11 cents, or 6.04 to 2,53 per 
cent; for distances from 600 to 900 miles, 
6 to 77 cents, or 1.14 to 13.07 per cent; 
and for distances from 950 to 2,500 miles, 
99 cents, or from 16.81 to 7.79 per cent, 
the examiner said. 


Basis of Proposed Increase 


“The same method of computing 
graduated package charges was used in 
the third report as was used in the sec- 
end report in Ex Parte 163, except that 
in the third report 85 cents was deducted 
and added instead of 75 cents which 
was increased to 82.5 cents bv the 10- 
per-cent increase effective January 22, 
1948,” continued the examiners. “That 
increase resulted in increases of two and 
three cents in zone 3 and between zone 
3 and the other two zones, and together 
with the increases in the less-than--car- 
load class rates, in increases ranging 
from 2 to 12 cents for distances from 
121% to 100 miles, from 2 to 33 cents for 
distances from 250 to 750 miles, and from 
3 to 99 cents for distances from 1,000 to 
2,500 miles, depending on the weight of 
the shipment, within and between zones 
1 and 2. Those are the rates which are 
now in effect and which it is here pro- 
posed to increase to 10 per cent.” 


They said the present scale extended 
for approximately 3,900 miles and instead 
of progressing strictly according to dis- 
tance, it did so by sub-blocks for about 
150 miles and blocks of approximately 
50 miles each numbered 3 to 78 inclusive 
beyond the sub-blocks. The first six were 
about 12% miles each, but sub-blocks 7 
and 8 for 25 miles took one rate, and 
sub-blocks 9 to 15 inclusive also took one 
rate, said the examiners. The effect, they 
continued, was a grouping of both origins 
and destinations. 


The examiners referred to an esti- 
mate of agency officials that 100,000,000 
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shipments would move at the proposed 
rates and discussed the agency’s expec- 
tations for increasing l.c.l. traffic to 200,- 
000,000 shipments. 

“It is appreciated that there is no 
factual evidence of record from which 
it can be determined with any degree of 
certainty how much traffic the Express 
Agency will handle at the proposed 
rates,” they said. “As the determination 
of that question depends on future con- 
ditions which are subject to unstable 
economic factors, the only evidence pro- 
curable is the informed judgment of ex- 
perienced men. Considering all evidence 
of record, the estimate of 100,000,000 less- 
than-carload shipments at the proposed 
rates is accepted for the purpose of this 
proceeding.” 


Shipper Angle Discussed 


After discussing complaints of protes- 
tants that the agency, among other 
things, was not rendering the quality and 
expedited service that was expected of it 
and which was necessary to make the 
shippers regard it as a superior service 
for which they were willing to pay prem- 
ium rates, the examiners said the 
agency’s failure to meet the high quality 
of service demanded by shippers was un- 
doubtedly one of the causes of the de- 
cline in its traffic volume, but it was 
not the principal or only one. 


They said the principal difference be- 
tween contentions of the agency and the 
protestants was with respect to the cause 
of the decrease in the agency’s traffic 
volume. The protestants contended, they 
said, that it was due incidentally to poor 
service, but chiefly to increases in rates. 
The examiners said the agency correctly 
contended that it had been and was due 
mainly to readjustment of inventories 
to demand, and to competition from 
trucks, freight forwarders, air freight, 
and especially parcel post. 


The agency contended, said the ex- 
aminers, that where the measure of the 
rate was the controlling or a material 
factor in the selection of a transportation 
agency the traffic had already been di- 
verted from express and that a 10-per- 
cent incerase in express rates would not 
cause the loss of much additional traffic. 

“The rates of the other competitive 
transportation agencies are not shown, 
but the differences between the parcel 
post and present express rates seem to 
support that view,” they said. 


Rail Express Privileges 


“Protestants. also contend that if it 
were admitted, which they do not, that 
additional revenue is needed by the 
Express Agency to enable it to pay 
reasonable express privileges to the 
railroads, it should be obtained by re- 
ducing rates and increasing the volume 
of traffic,’ continued the examiners. 
“They do not attempt to show what 
level of rates or what obtainable volume 
of traffic they believe would produce 
that result. There is some contention 
that the railroads should not expect to 
be given any compensation for trans- 
porting express traffic in excess of out- 
of-pocket costs. Those advancing that 
theory admit that if all traffic were 
handled by the railroads on such a 
basis they would soon be in bankruptcy. 
The handling of express traffic from 
origin to destination is an integral part 
of the service the Express Company 
holds itself out to perform and is a 
part of its transportation obligation. It 
is entitled to earn sufficient revenues to 
Pav the railroads for performing the 
Service for it. The fact that 68 of the 


railroads own the Express Agency’s capi- 
tal stock does not affect that right. A 
refusal to grant the Express Agency 
compensatory rates would make it more 
difficult for it to meet the demands of 
shippers. The question here presented 
is whether an increase in rates is neces- 
sary to enable the Express Agency to 
pay just and reasonable compensation 
to the railroads for its revenues have al- 
ways been more than sufficient to cover 
its other expenses. It is self-evident 
that express privileges which are less 
than the cost to the railroads of per- 
forming the transportation for peti- 
tioner are less than just and reasonable 
compensation.” 


Labor Costs Cited 


The examiners said the average pay 
of employes an hour for straight time 
worked had increased 86.11 per cent in 
June, 1949, over 1939; the average num- 
ber of shipments handled a man-hour 
decreased 43.33 per cent from 1939 to 
1949, and the increase in labor costs 
because of these two factors alone, was 
151.94 per cent a man-hour. 


“It is unsound economically and un- 


realistic to contend that a transportation 
agency that is not now, and was not 
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even when it transported the largest 
volume of traffic in its history, earning 
revenues sufficient to pay expenses, in- 
cluding express privileges, can absorb 
such increases in costs without increas- 
ing its charges,” continued the exami- 
ners. “It is, of course, axiomatic that 
gross revenues are derived from rates 
applied to the traffic transported and 
that neither alone is determinative of 
the net earnings. An increase in the 
volume of traffic at the same rates 
necessarily increases gross revenues 
and, so long as there are no offsetting 
increases in expenses, the net revenues. 
Increases in net revenues may also be 
obtained by reducing rates or not in- 
creasing them provided the traffic is in- 
creased sufficiently to make an increased 
contribution to the constant costs. The 
obtaining of an increased volume of 
traffic by reducing rates is not a profit- 
able practice or sound economically 
where the additional revenue fails to 
cover out-of-pocket costs. It is not a 
panacea for all difficulties that may 
confront a common carrier.” 


Examiners Recommend I.C.C. Approve 


Houston Belt & Terminal Control Plan 
Five Railroads Would Control Belt Line Through Stock Ownership 


Under Plan. 


Seven Roads Would Use Line’s Facilities. 


Approval 


Also Asked for Demurrage Revenue Pooling and Belt Line Bond Issue. 


Approval by the Commission of a gen- 
eral plan for joint control of the Houston 
(Tex.) Belt & Terminal Railway Co. by 
all but two railroads serving Houston, 
has been recommended by Examiners 
Jerome K. Lyle and W. P. Starr, by a 
27-page proposed report in Finance No. 
16592, Houston Belt & Terminal Rail- 
way Co. Control, Etc. 


The recommendations involve, among 
other things, (1) joint control of the 
100-mile belt-line system by five rail- 
roads through stock ownership and use 
by seven railroads of the properties it 
operates; (2) an arrangement for pooling 
demurrage revenues and their division; 
and (3) assumption of obligation and 
liability for a Belt railroad bond issue 
by the proprietary railroads. 

These railroads, under the plan, would 
be able, among other things, to eliminate 
the delays and safety hazards encoun- 
tered by their trains crossing heavily 
traveled city streets, and also delays re- 
sulting from other causes related to 
present separation of facilities, said the 
examiners. The applicant railroads 
would perform a more efficient service at 
less cost under the plan, they said. 

Specific recommendations were that 
the Commission, division 4: 

(1) Approve and authorize transac- 
tions relating to the joint control, 
through stock ownership, of the Belt 
system by the Gulf, Colorado & Santa 
Fe, the Fort Worth & Denver City, the 
Rock Island, the Beaumont, Sour Lake 
& Western trustee, and the St. Louis, 
Brownsville & Mexico, and relating to 
joint use by such proprietary companies 
and the trustee of the International- 
Great Northern and the Sugar Land 


Railway of the properties of the various 
carriers operated by the Belt or by the 
Belt and its using lines jointly; and re- 
lating to a lease by the Belt of the rail- 
road properties of other carriers in Hous- 
ton, and to operation by the Belt of such 
leased properties and all other properties 
proposed to constitute the joint terminal 
facilities, either acting for itself or as 
agent of the carriers having a right to 
use such facilities. 


(2) Approve and authorize as in the 
interest of better service to the public 
and of economy in operation, and not 
in undue restraint of competition, a pro- 
posed maintenance by the using lines 
of the Belt system of an arrangement 
for pooling of demurrage revenues and 
their division. 

(3) Authorize (a) the F.W. & D. and 
the Rock Island to assume obligation 
and liability in respect of the principal 
of, interest on, and sinking-fund pay- 
ments for $3,085,000 of first-mortgage 
3%-per-cent bonds of'the Belt, and (b) 
the G.C.&S.F, the BS. L. & W. 
trustee, and the St. L., B. & M. to as- 
sume obligation and liability in respect 
of the principal of the bonds. 


Employe Protection Conditions 


The examiners said conditions for the 
protection of employes not represented 
by any of the organizations that entered 
into stipulations with respect to the 
“Washington Job Protection Agree- 
ment” of May 21, 1936, should be pre- 
scribed on the same basis as in Chicago 
& N.W. Ry. Co. Merger, 261 I.C.C. 672. 

“The general plan proposed herein 
is of considerable scope and embraces 
all the railroads serving Houston and 
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the terminal facilities used by them 
other than the Texas & New Orleans 
and the Missouri-Kansas-Texas of 
Texas and their terminal facilities,” said 
the examiners. “It will enable the ap- 
plicants involved to eliminate the delays 
and safety: hazards encountered by 
their trains being required to cross 
heavily traveled city streets, and delays 
resulting from various other features 
involved in the present separation of 
facilities, and permit them to perform 
a@ more efficient service to the public 
at less cost.” 


Perishable Freight Expedition 

From 4 to 14 hours would be saved 
in the movement of traffic through 
Houston or in effecting delivery to in- 
dustries, said the examiners, adding that 
this saving of time in Houston would 
enable the schedules on perishable traf- 
fic moving from the Rio Grande Valley 
to eastern states to be reduced by one 
full day. 

“Had the present method of operating 
trains across city streets been continued 
much longer the applicants state they 
would have been confronted with large 
expenditures for grade-crossing elimina- 
tion,” said the examiners. “Additional 
capital expenditures also would have 
been required were the individual lines 
to undertake to perform for themselves 
the equivalent of the same service which 
will be provided by the consolidated ter~- 
minal operations.” 

The examiners said that from the 
facts, circumstances, and individual con- 
clusions reached in their report, the ulti- 
mate conclusion was warranted that the 
transactions proposed were in the public 
interest and the terms and conditions 
just and reasonable. 

“The proposed transactions do not con- 
template a guaranty or assumption of the 
payment of dividends, and the assump- 
tion of the payment of fixed charges by 
certain of the new proprietary com- 
panies, and the increase in the Belt’s 
total fixed charges resulting from the 
lease by it of certain properties, will 
not be inconsistent with or contrary to 
the public interest,” they said. “No other 
carrier has requested to be included in 
the plan proposed. Adequate transporta- 
tion service to the public will be pro- 
moted.” 

The new proprietary lines were identi- 
fied as the B.S.L. & W., the St. L. B. & 
M., the F. W. & D. C., the Rock Island. 
and the G. C. & S. F. The report said 
the term “using lines” referring to future 
use of the Belt’s properties was to be 
understood as meaning the aforemen- 
tioned new proprietary lines and the 
I.-G.N. and the Sugar Land. 

They said at present the Belt owned 
and operated 100.23 miles of track in 
Houston, of which 26.88 miles were main 
track and 73.35 miles were other tracks. 
The principal main lines, they said were 
commonly known as the west belt and 
the east belt. 


Houston Growth Cited 


Since the Belt first began operations 
of terminal facilities Houston had ex- 
perienced a phenomenal growth, said the 
examiners, adding that its population in- 
creased from about 170,000 in 1920, about 
the time the city became a deep water 
port, to approximately 700,000 at present. 
They asserted that coexistent with this 


population increase was a great indus- 
trial and traffic expansion. 

The proposed plan was said to offer 
a practical solution to congestion and 
other difficulties resulting from this ex- 
pansion, said the examiners. 

“Primarily it will permit the consolida- 
tion of the terminal operations of all 
the Missouri Pacific lines entering Hous- 
ton, and will enable the Rock Island 
and the Fort Worth & Denver City to 
operate their trains into Houston, as 
such, and have the benefit of the Belt 
terminal facilities. Some benefit will 


accrue to all the using lines.” 


Uncrated New Furniture, 
Store Fixture Transport 
Regarded as ‘Specialty’ 


Examiner C. I. Kephart, by a recom- 
mended report in MC-67818, Sub. 21, 
Michigan Express, Inc., Extension—New 
Furniture and Other Articles, and em- 
braced proceedings, says the evidence in 
the cases definitely shows that trans- 
portation of new furniture and store 
fixtures in uncrated form by motor car- 
riers is a specialized service because of 
the meticulous care that must be ex- 
ercised at all times in the handling of 
the units from origin to destination to 
avoid not only damage but even the 
marring of highly finished surfaces. He 
proposes that the Commission grant au- 
thority for transportation of these two 
classes of commodities to Michigan Ex- 
press, Inc., and Creston Transfer Co., 
both of Grand Rapids, Mich. 

“The personnel require specific train- 
ing for the work,” he continued. “There- 
fore, interchange of this traffic between 
motor carriers on route interposes haz- 
ards that do not exist when the service 
is performed by a single carrier. Espe- 
cial supervision in order to assure the 
arrival of shipments by specified dates 
often is essential in this business. The 
economy and convenience to the con- 
signor and the consignee and the saving 
of lumber and other materials in the 
avoidance of packing or crating the items 
have been well explained on the record.” 

He said unusual precautions were 
taken to make the interior of the trailers 
smooth, so as to prevent damage to or 
marring of the furniture. It followed, 
he continued, that the more widespread 
and more flexible such service became 
the less were the hazards undergone 
and the more expeditious were the de- 
liveries. 

“It is not uncommon for the Commis- 
sion to grant nationwide authority to 
motor carriers that offer specialized 
service of this character, the most con- 
spicuous of which are the movers of 
household goods,” the examiner said. 
“So long as such authority is not con- 
fined to a single carrier, the public is as- 
sured of competitive service at reason- 
able rates.” 

The embraced proceedings were MC- 
67818, Sub. 22, Michigan Express, Inc., 
Extension—New Furniture and Other 
Articles, and MC-18176, Sub. 136, Cres- 
ton Transfer Co. Extension—New Fur- 
niture and Other Articles. 


Authority Proposed 
In MC-67818, Sub. 21, the examiner 
recommended the granting of a certifi- 
cate authorizing Michigan Express, Inc., 
to transport between specified points in 
various states (1) new furniture and 
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incidental new furnishings, uncrated, (2) 
new store fixtures and new store fur- 
nishings, uncrated, and (3) transporta- 
tion seats for locomotives, railway cars, 
motor vehicles, boats, airplanes, and the 
like, and parts and accessories, un- 
crated, all over irregular routes, incluc- 
ing return of previously delivered but 
rejected shipments of damaged or defec- 
tive items of these commodities. 

In the Sub. 22 proceeding, he recom- 
mended a certificate for Michigan Ex- 
press to transport the aforementioned 
first two commodity groups between 
specified points in various states, over 
irregular routes, with return of the 
aforementioned type of damaged or de- 
fective items. 

Similar commodity authority under 
similar conditions between points in a 
number of states was recommended for 
Creston Transfer Co. 


The recommendations in the three pro- 


ceedings included conditions for eliminat- 


ing duplicate authority. 


Two Commodity Clauses 


On the subject of commodity classi- 
fications, said the examiner, it was agreed 
among the principal parties of record in 
the instant proceedings that all of the 
considered products were readily divisible 
into two definite classes, namely, (1) 
new furniture and new furnishings, un- 
crated, and (2) new store fixtures and 
new store furnishings, uncrated. He 
said the first named classification in- 
cluded new furniture and related fur- 
nishings of the same general character 
that were installed in residences and 
offices of business establishments, such 
as living-room, dining-room, and bed- 
room furniture, chairs of various kinds, 
desks, tables, office counters, filing cabi- 
nets, costumers, and accessorial articles, 
whereas new store fixtures: and furnish- 
ings embraced such articles (exclusive of 
factory machinery and equipment) as 
bar, restaurant, and repair-shop counters, 
show cases, wall cases, bins, shelves, 
stands, row-seats, stools, benches, rail- 
ing, paneling, movable partitions, large 
wall mirrors, and accessorial items. 


Furnishings, he said, embraced such 
miscellaneous items as lamps, rugs, and 
draperies that sometimes moved along 
with new furniture or store fixtures but 
were not included within either term. 


“The requirement that articles of these 
classes shall be transported uncrated 
precludes the encroachment by carriers 
that specialize in this traffic on the 
business of common carriers of general 
commodities, who handle packaged ship- 
ments,” continued the examiner. “How- 
ever, the movement along with such un- 
crated articles of small parts thereof, 
such as bolts and nuts, screws, metal 
brackets, and the like, in bags, cartons, 
or boxes should be permissible as not in 
violation of the classification of the en- 
tire shipments as uncrated ones.” 


Divisions ‘Seldom Absolute’ 


The examiner said it was recognized 
that divisions of that kind seldom could 
be made absolute and that questions 
would continue to arise from time to 
time. As in the past, he said, border- 
line cases would appear in which rulings 
would be required. He cited instances 
dealt with in Shapiro Extension— 
Shuffleboards, 49 M.C.C. 634, and Meier 
Drayage Co., Inc., Common Carrier Ap- 
plication, 49 M.C.C. 683 

In the first named case, he said, it 
was held that shuffleboards, unless mov- 





Janus 


ing t 
were 
ment 
such 
washi 
and r 
were 


Inve 
questi 
line’s 
have 
metho 
value | 
He sai 
means 
any de 
ferent 
line t 


he saic 
nectior 
Danvil 
ville J 
nected 
extend 
Southe 
and D 
throug 
BC. t 
tance | 
aminer 
the alt 
the So 
been 0] 
ponent 
many | 

The 
certain 
ern wit 
of the | 
been $2 
the ab: 
losses ' 
“it wo’ 
that si 
the Sor 
tinue t 
followe 
transac 
Meckle: 
cumsta: 
the pul 

“Tt is 
“that i 
the she 





(2) 
fur- 
rta- 
ars, 
the 
uh- 
lud- 
but 
fec- 


onmi- 
Ex- 
ned 
jeen 
over 


nized 


tions 
ie to 
rder- 
lings 
ances 
ion— 
Vfeier 
Ap- 


id, it 
mov- 


January 14, 1950 


ing to a store or hotel for use there, 


were not store fixtures or hotel equip- 
ment and in the last named case that 
such new household articles as stoves, 
washing machines, mechanical ironers, 
and refrigerators were not furniture but 
were household appliances. 





“Some carriers transport both of these 
classes of traffic, while others handle 
only the one or the other,” he said. 
“The two carriers concerned here desire 
to continue to handle both classes of 
traffic and the findings will be based 
on the above-defined classifications.” 





Denial of Southern’s Plan to Acquire 
Mecklenburg R.R. Proposed by Examiner 


Southern’s Method of Determining Road’s Earnings Questioned. 
1.C.C. Told ‘Different Picture’ Might Have Been Presented and 
Record Affords No Means of Ascertaining Stock Valuation. 


Denial by the Commission, division 4, 
of an application of the Southern Rail- 
way Co. for authority to acquire the 
franchises, rights, and properties of the 
31-mile line of the Richmond & Mecklen- 
burg Railroad Co., has been recom- 
mended by Examiner J. S. Prichard by 
a proposed report in Finance No. 16167, 
Southern Railway. Co. Asquisition. 

Involved in the case, he said, was a 
question whether computations of the 
line’s earnings by the Southern might 
have been made through erroneous 
methods of calculation in determining the 
value of the Mecklenburg’s capital stock. 
He said the present record afforded no 
means of ascertaining this value with 
any degree of accuracy. He said a “dif- 
ferent picture” of the importance of the 
line to the Southern might have been 
presented. 


The Southern, he said, had operated 
the Mecklenburg line since 1898, a lease 
having been in effect until November 
1, 1948, the line having provided the 
Southern with an alternate route for 
traffic between Keysville and Durham, 
N.C., about 88 miles. The Mecklenburg, 
he said, extended southerly from a con- 
nection with the Southern’s Richmond- 
Danville main line at Keysville to Clarks- 
ville Junction, 21.2 miles, where it con- 
nected with another line of the Southern 
extending southerly to Durham. The 
Southern’s main line between Keysville 
and Durham extended from Keysville 
through Danville, Va., to Greensboro, 
N.C., thence easterly to Durham, a dis- 
tance of about 170 miles, said the ex- 
aminer. He said the two lines comprising 
the alternate route were referred to by 
the Southern as a shortcut, which had 
been operated by the Southern as a com- 
ponent part of its Richmond division for 
many years. 

The examiner said that considering 
certain computations made by the South- 
ern with respect to losses from operation 
of the Mecklenburg’s line, shown to have 
been $269,000 in the last seven years, and 
the absence of any evidence that such 
losses would be curtailed in the future, 
“it would seem reasonable to conclude 
that such a drain on the resources of 
the Southern has been and would con- 
tinue to be a sheer economic waste.” It 
followed, he said, that the proposed 
transaction involving acquisition of the 
Mecklenburg properties under such cir- 
cumstances would not be consistent with 
the public interest. 


? “It is obvious,” continued the examiner, 
that if- the.Commisison were to accept 
the showing made by the Southern with 


respect to the commercial value of the 
Mecklenburg’s line, operating results, 
etc., it would have no alternative other 
than to deny the application. However, 
... the record strongly suggests that the 
computations ... and other figures pre- 
sented by the Southern as a basis for 
determining the value of the Mecklen- 
burg’s capital stock, may have been 
arrived at through erroneous methods 
of calculation. The record, as it now 
stands, affords no means of ascertaining 
the value of the capital stock in ques- 
tion with any degree of accuracy. De- 
termination of such value is essential 
to a finding that the terms and condi- 
tions of the proposed transaction are 
just and reasonable.” 


Part of General Plan 


The proposed plan, he said, was a 
part of a general plan to eliminate other 
subsidiary corporations of the Southern 
in the future. The Mecklenburg, under 
the plan, he said, would be dissolved and 
its properties distributed in liquidation 
to the Southern as creditor of the Meck- 
lenburg in an approximate amount of 
$315,000, and as holder of a majority 
of its capital stock. The Southern would 
assume all debts, liabilities, and obliga- 
tions of the Mecklenburg, including ob- 
ligations to the minority stockholders, 
and the properties would be conveyed to 
the Southern by deed, the examiner said. 


The Mecklenburg, he said, had out- 
standing $315,000 first mortgage, four- 
per-cent bonds of $1,000 each issued 
November 1, 1898 at the Southern’s in- 
sistence for refunding a prior issue in 
the same amount bearing six per cent 
interest annually. He said the bond- 
holders at the time agreed to the re- 
funding of the prior issue if the South- 
ern would lease the line for a long 
term at a fixed rental sufficient to guar- 
antee payment of interest on the four- 
per-cent bonds. He said the 50-year 
lease was negotiated with the rental so 
fixed that the Mecklenburg would re- 
ceive an income sufficient only to pay 
the interest, “leaving the stockholders 
without the slightest possibility of re- 
ceiving any dividends.” 


Southern Contentions 


“The evidence relied upon by the 
Southern in support of its application is 
to the effect that the traffic on the line 
is of very light density; that the rail- 
road properties of the Mecklenburg have 
been operated at great loss for many 
years; that such properties have no 
commercial value in excess of the net 
salvage value; that the line has no 
earning power; and that the capital 
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stock of the Mecklenburg is worthless,” 
said the examiner. 


“It is difficult to reconcile the low com- 
mercial value of the line, as contended 
by the Southern, with the value of a 
portion of the same line extending be- 
tween Jeffress and Clarksville Junction, 
1.7 miles, over which trackage rights were 
acquired by the Atlantic & Danville Rail- 
way Co. pursuant to the Commission’s 
authorization in Finance No. 16596, At- 
lantic & D, Ry. Co. Trackage Rights, 271 
I.C.C., dated July 20, 1949,” said the ex- 
aminer. “As a basis for arriving at the 
rental to be paid to the Southern by the 
Atlantic & Danville for use of that por- 
tion of the line, the parties agreed upon 
a valuation of $350,000, or approximately 
$187,166 per mile of track. Counsel for 
the Southern endeavored to explain the 
situation at the hearing by stating that 
the agreed-valuation of $350,000 in that 
case was a mere matter of barter and 
trade and that it had no specific relation 
to the actual value. However, the ele- 
ment of barter and trade does not ap- 
pear to be entirely absent in the instant 
case.” 


Inbound traffic destined to points on 
the line, he said, consisted largely of au- 
tomobiles, steel beams, cement, coal, feed, 
fertilizer, and hay, and the out-bound 
traffic was said to be all lumber, plup- 
wood, and shooks shipped to various 
points in northeastern states. The ex- 
aminer estimated the approximate vol- 
ume of traffic for 1949 to be 4,032 car- 
loads, of which about 46 percent was 
bridge traffic. It was also estimated, he 
said, that operation in that year would 
result in a deficit of about $53,000 be- 
fore payment of fixed charges and there 
was no evidence that results of operation 
would show future improvement. 


Bridge Traffic Revenue 


The examiner said the record did not 
show the revenues derived by the South- 
ern and its system carriers from bridge 
traffic. He added that inasmuch as the 
Southern had found it expedient to use 
the Mecklenburg’s line in past years as a 
shortcut for movement of through traf- 
fic between Durham and Richmond, and 
expected to continue to use it for that 
purpose in the future, the line should 
have been credited with a portion of the 
revenues derived by the Southern and its 
system lines from the bridge traffic, 
determined on a mileage-prorate basis. 


“The Southern has cited certain cases 
under section 5(2) of the interstate com- 
merce act, aS amended, wherein the 
Commission gave consideration to mat- 
ters pertaining to the earning capacity 
of carrier corporations in determining 
proper values and capital-stock values,” 
said the examiner. “The principle that 
the value of capital stock should be based 
upon the earning capacity of the carrier 
corporation, as established by the Com- 
mission in some of those cases, is not in 
dispute in this proceeding. It is rather 
a question as to whether the earning 
capacity of the Mecklenburg’s line, as 
computed by the Southern, could have 
been determined more accurately by the 
use of methods usually employed by car- 
riers in abandonment proceedings under 
section 1(18) of the act. The income 
accounts indicate that if the Southern 
had followed such methods of computa- 
tion, an entirely different picture of the 
importance of the Mecklenburg’s line to 
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the Southern system would have been 
presented. However, the Southern has 
rested its case on the evidence as sub- 
mitted herein and it must be determined 
accordingly.” 

The examiner said interveners repre- 
senting a portion of the Mecklenburg’s 
capital stock contended to the effect, 
among other things, that the Southern 
must now return the properties to the 
Mecklenburg pursuant to terms of the 
lease, together with all additions and im- 
provements thereon, and account for the 
rolling stock and equipment acquired 
under the lease. He said the Southern, 
on the other hand, asserted that the fair- 
ness of its offer of $3 a share for the 
capital stock had been questioned by the 
interveners and contended this was the 
only controverted question in the case. 
The Southern maintained its offer was 
“positively generous,” the examiner said. 

The examiner cited Schwabacher v. 
United States, 334 U.S. 182, decided May 
3, 1948, in which the U. S. Supreme Court 
enunciated certain principles on which 
the rights of dissenting stockholders 
should be determined in cases brought 
before the Commission under section 
5(2) of the act. 





Motor Right Proposed on 
Follow-the-Traffic Basis 


Joint board No. 72 has recommended 
that the Commission grant a certificate 
for motor-carrier operations to Mid- 
States Freight Lines, Inc., of Chicago, 
Ill., in a proceeding in which it says the 
carrier’s situation in respect of the 
traffic of a shipper is similar to that of 
carriers considered in “follow-the-traf- 
fic’’ cases. 

A recommended report has been issued 
in the proceeding, MC-954. Sub. 24, Mid- 
States Freight Lines, Inc., Extension— 
Kokomo, Ind. 

The board said the carrier served 
Cuneo Press, of Chicago, which was en- 
gaged in printing periodical publica- 
tions such as Good Housekeeping, Cos- 
mopolitan, and American Home Mag- 
azine, and that these publications, at 
the time of a hearing in the case, were 
being printed in Chicago. 

Recently, it continued, Cuneo Press 
acquired a plant site at Kokomo, Ind., 
to which a large part of the work done 
in Chicago would be transferred and 
from which the printed matter would 
be shipped to the same destinations 
served out of Chicago. 

“Traffic from the new plant at Kokomo 
is expected to move in volumes of about 
9.6 million pounds per month, which 
traffic will amount to approximately six 
truck loads per day,” said the board. 

“Applicant has served the shipper 
westbound since February, 1938, and east- 
bound since February, 1947. Its experi- 
ence with applicant has been satisfac- 
tory. Applicant is familiar with all of 
its needs; the loading and unloading re- 
quirements; the personnel at the places 
of business of the publisher’s distribut- 
ing houses in the various destination 
cities; and, with the periodical that is 
shipped to each of these shippers. If 
the traffic were to continue to move from 
Chicago it would be given to appli- 
cant and it is the shipper’s desire to 
utilize it continuously .. .” 





“Applicant’s situation in respect of the 
traffic of the shipper is similar in all 
important respects to that of the carriers 
considered in the follow-the-traffic cases. 
Through no fault of its own a large 
volume, if not all, of the traffic which it 
has been transporting for five or six 
years from Chicago will originate and 
move from Kokomo to the same destina- 
tions and same distributors now served 
from Chicago .. .” 

The board recommended a certificate 
authorizing transportation of printed 
matter between Kokomo, on the one 
hand, and, on the other, points on Mid- 
States Freight Lines’ presently autho- 
rized routes (1) east of the Ohio-Penn- 
sylvania state line and (2) west of the 
Illinois-Iowa and Illinois-Missouri state 
line, over regular routes. 





Demurrage on Coal Cars 
Constructively Placed 
Held Applicable 


Examiner Thomas R. Roper, in a 
proposed report in No. 30211, Homer W. 
Clark, v. Delaware, Lackawanna & 
Western Railroad Co., et al., recom- 
mends that the Commission find appli- 
cable and not shown to have been other- 
wise unlawful demurrage charges col- 
lected on three carloads of coal at 
Syracuse, N.Y., where the coal was 
shifted from one set of cars to another 
and the latter cars given constructive 
placement. 


The three cars, from Pennsylvania 
mines, were consigned to Brown-Lipe- 
Chapin division of General Motors. 
When they arrived, the G.M. division 
ordered them placed on a pit-dock track 
of the Lackawanna when Tobin Coal & 
Trucking Co. transferred the coal from 
the three cars in which it arrived, di- 
rectly by conveyor into three other cars 
on a parallel track, spraying it with a 
stick liquid furnished by the complain- 
ant to dustproof it and decrease sepa- 
ration of fines from coarse. Complain- 
ant’s principal, Slattery Bros., Inc., were 
paid by the G.M. division the mine cost 
of the coal. The G.M. division, to avoid 
confusion in the receiving-traffic de- 
partment, billed Tobin, which, after 
handling as aforementioned, rebilled the 
coal to the G.M. division at mine price 
plus freight, the same amount it had 
been billed. Tobin issued the switch 
bill and paid defendant its switch 
charges from its pit-dock track to the 
G.M. division siding, and billed the com- 
plainant, who had agreed to process the 
coal without extra cost to the G.M. 
division, for all cost above mine price 
plus regular freight. 

The defendant switched the cars for 
placement on the G.M. division’s pri- 
vate sidetrack and because of conges- 
tion put the cars under constructive 
placement as provided in the applicable 
demurrage tariff. 


Written notice of constructive place- 
ment was sent by defendant to the G. 
M. division at noon of March 22, 1947, 
the examiner said, adding that “at no 
time did any officer, agent, servant or 
employe of consignee advise defendant 
either orally or in writing that it had 
refused these three cars. No notice of 
constructive placement was given to 
shipper, complainant, or Tobin.” When 
the cars were released, the examiner 
said, the GC. M. division paid a total of 
$88 demurrage charges on the three 
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cars and billed the complainant, whxc 
paid them because he had agreed to pa; 
all charges above the mine price anc 
regular freight rate, with the under- 
standing that he was to have the priv- 
ilege of claiming refund from the rail- 
roads. 
Switching Question 

On the basis of that situation, the 
examiner first said a question had been 
raised as to whether the switching 
movement was subject to the interstate 
commerce act and the Commission’s 
jurisdiction, or whether it was intrastate 
commerce. He said the decision of the 
Supreme Court in Baltimore & O. S. W. 
R. Co. v. Settle, 260 U.S. 166, was con- 
trolling. There, he said, it was held 
that, in determining whether traffic was 
intrastate or interstate, intent governed 
and that neither billing, uninterrupted 
movement, continuous possession by a 
carrier, or unbroken bulk, was an es- 
sential of a through interstate move- 
ment. Further, he said, it was held that 
when a shipment moved to the ultimate 
destination at all times intended, those 
incidents were without legal significance 
as bearing on the character of the traffic. 
In the instant proceeding, the examiner 
continued, the record indicated it was 
the intent of the parties that the ship- 
ments should come to rest on the G.M. 
division’s siding, the ultimate destina- 
tion. The switching movement involved 
was, therefore, interstate commerce sub- 
ject to the act and the Commission’s 
jurisdiction, he said, referring also to E. 
J. Stanton & Son v. Union Pac. R. Co., 
268 I.C.C. 50. 


Demurrage Tariff Rules 


The examiner said the complainant 
contended that rule 4 of the demurrage 
tariff required defendants to give notice 
either to Tobin or the complainant of 
the fact that the G.M. division had re- 
fused to accept the cars on presentation 
or arrival on ground that cars were re- 
fused when actual placement could not 
be accomplished. Complainant further 
contended that, since no notice of any 
kind was given Tobin or complainant, 
the demurrage charges should be waived 
under rule 8 of the tariff. 

He then quoted the rules. Section 4 
provided, in effect, that the consignor or 
owner when known, or the agent at point 
of shipment should be notified of refusal 
by wire. Rule 8 provided that if notice 
was not sent in accordance with 
consignor would not be liable - 
murrage charges after the de 
notice should have been sent un:: 

a.m. following the date it was «.° 
sent, and if notice was not wir. 
waiver of liability for demurrage 
terminated on the date the mai 
was received by the consignor. 

Whether or not it was a refusa) 
those rules for the G.M. division 
cline to allow prompt actual place 
the cars when unable to receive t 
its private side tracks because . 
gestion was a question of tariff im 
tation, said the examiner. H 
quoted item 5(b) of the demurra; 
as providing that “the disposi : 
point of detention determines t.: 
pose for which a car is held, : 
rule applicable thereto. .. .” 

Under that item, the examin 
the decisive factor -in determin 
purpose for holding the cars unc 
structive placement, and the ta 
to be applied, was the dispositio) 
carload freight at point of deten 
view of the fact that the ca 
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accepted and unloaded by the G. M. 
division, which paid demurrage charges, 
said the examiner, it was concluded there 
was no refusal within the contemplation 
of rules 4 and 8 and that those two rules 
did not apply in the instant proceeding. 
He observed it was the purpose of those 
rules to protect the consignor when con- 
signee failed to accept the shipments. 
The examiner concluded the demur- 
rage charges had been and were ap- 
plicable but that, because of an error in 
computing detention, one car was under- 
charged. No findings with respect to 
allegations of unreasonableness, unjust 
discrimination or undue prejudice would 
be made, said the examiner, as the evi- 
dence was confined to the question of the 
applicability. of the charges assailed. 


Extension of Coyle Lines’ 


Service Recommended 


On a finding that Coyle Lines extended 
its authorized operations as a common 
carrier by water beyond Corpus Christi, 
Tex., to Brownsville, Tex., within a rea- 
sonable time after that segment of the 
Gulf Intracoastal Waterway was opened 
to navigation, the Commission’s Bureau 
of Water Carriers and Freight Forward- 
ers has recommended issuance of a third 
amended certificate to the carrier. 


In a proposed report in W-700, Sub. 
2, Coyle Lines, Inc. Extension—Browns- 
ville, the bureau recommended the grant 
of authority as a common Carrier by 
self-propelled vessels and by non-self 
propelled vessels with the use of sepa- 
rate towing vessels in the transportation 
of commodities generally, and by towing 
vessels in the performance of towage, 
between ports and points along the Gulf 
Intracoastal Waterway and tributaries 
from Corpus Christi to and including 
Brownsville, in connection- with, and as 
an extension of, Coyle’s presently author- 
ized operations. 

The bureau said the application was 
opposed by Gulf Canal Lines, Inc., Rail- 
way Express Agency, and certain south- 
western motor carriers and railroads 
on the ground that applicant had failed 
to show that public convenience and 
necessity required extension of Coyle’s 
operations. The bureau said Gulf Canal 
Lines further averred that applicant’s 
service on the waterway west of New 
Orleans had-been limited to the move- 
ment of shipments in bargeload quanti- 
ties only and contended the extended 
rights should be limited accordingly. 

The bureau said the question of public 
convenience and necessity was not in 
issue. 

With respect to limitation on the 
quantity of freight, the bureau quoted 
from the Commission’s report on reargu- 
ment, Union Barge Line Corp. Applica- 
tions, 250 I.C.C. 689, 697, as finding 
among other things that limitations on 
the quantity of freight to be accepted by 
a carrier, such as the minimum weight of 
a shipment, were part of the conditions 
applicable in connection with the rate 
or charge for the transportation thereof, 
and that, in determining the scope of a 
carrier’s “grandfather” operating rights, 
those conditions need not be considered. 

Except for one movement of gasoline 
from Port Arthur to Brownsville, said 
the bureau, applicant had performed no 
operations to or from ports on the por- 
tion of the waterway involved. Applicant 
had, however, published rates and held 
itself out to serve such ports, added the 


bureau, observing that, in substantially 


similar circumstances the Commission, | 


division 4, in American Barge Line Co. 
Applications, 265 I.C.C. 231, 237, found 
American had established service on a 
newly opened segment of the Tennessee 
River. 


Carrier Right Includes 
Liquid Sugar, Examiner 
Holds in Motor Rate Case 


Examiner Henry C. Lawton, by a rec- 
ommended report in I. and S. M-3064, 
Sugar, Liquid-Invert—Boston to Conn., 
Maine, R.I., has proposed that the Com- 
mission find that the authority of John 
Minnehan and James J. Minnehan, co- 
partners doing business as J. J. Minne- 
han, a motor contract carrier, to trans- 
port sugar from Boston, Mass., to points 
in Connecticut, Rhode Island, and 
Maine, includes authority.to transport 
liquid and invert sugar in tank trucks. 


The proceeding involves a_ schedule 
filed by the Minnehan firm to become ef- 
fective June 23, 1949, proposing new 
minimum rates and charges, and a rule 
in connection with the schedule per- 
mitting stopping in transit for partial 
unloading and split deliveries at destina- 
tion, on liquid and invert sugar, in bulk, 
in tank trucks from Boston to certain 
points in Rhode Island, Connecticut, 
New Hampshire and Maine, said the 
examiner. 


Minimum rates subject to a minimum 
of 30,000 pounds, subject to an estimated 
weight of 11 pounds a gallon, were pro- 
posed by the examiner as just and rea- 
sonable for maintenance by the Minne- 
han firm. These rates ranged from 14 
cents for 38 miles from Boston to Woon- 
socket, R.I., to 35 cents for 144 miles from 
Boston to New Haven, Conn. 


The examiner recommended that the 
Commission find not shown just and 
reasonable, the suspended schedule of 
minimum rates and charges, and the 
rule providing for partial delivery in 
transit and split deliveries at destina- 
tion. He proposed that the suspended 
schedule should be ordered canceled and 
the proceeding discontinued, without 
prejudice to the filing of a new schedule 
by the Minnehan firm in conformity 
with the views expressed in the report. 

The examiner said that in the schedule 
as originally filed the Minnehan firm 
proposed a charge of $2.50 for each stop 
either en route or at destination. 

“Although its charges for such services 
should not be less than the level of those 
maintained by other carriers in the same 
territory, it is doubtful if respondent 
could maintain a charge in excess of this 
amount, in view of its common-carrier 
competition,’ continued the examiner. 
“In the circumstances it is concluded 
that a charge of not less than $2.50 for a 
stop in transit, and for an additional de- 
livery at destination would be reason- 
able. 

“Although respondent operates over 
irregular routes, it is noted that it has 
provided no maximum circuity limita- 
tion in respect of the routes over which 
the serving of stopping-in-transit would 
be provided. In Rules of Michigan and 
Nebraska Transit Co., 43 M.C.C. 269, 
stopping-in-transit by an irregular-route 
common carrier was found not unreason- 
able if confined to routes over which the 
distances were not more than 12.5 per 
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cent greater than the distances over the 
most direct routes from origin to final 
destination. Stopping-in-transit by re- 
spondent should be made subject to a 
similar restriction.” 


The examiner said that on protests of 
the New England Motor Rate Bureau, 
Inc., on behalf of its member carriers, 
and of the New England territory rail- 
roads, the schedule was suspended until 
January 22, 1950. The rate bureau later 
withdrew participation at the hearing, he 
said. 


Sugar Authority Question 


The protestant railroads, he said, of- 
fered no evidence bearing on the reason - 
ableness of the proposed minimum rates 
and rule, but they contended that au- 
thority that had been granted the 
Minnehan firm to transport sugar did 
not authorize the transportation of 
liquid and invert sugar to points in 
Rhode Island, Connecticut, and Maine. 


The examiner said the Minnehan firm 
held operating authority embracing a 
considerable portion of New England, 
and it included other commodities as 
well as sugar, such as hides, milk and 
cream, and dairy products, fresh meats, 
canned goods, and paper. In respect of 
sugar the firm, he said, was now author- 
ized to transport from Boston to allt 
points in Massachusetts, Rhode Island, 
eastern Connecticut, and most of Maine. 
He said it held specific authority to 
transport liquid sugar, sugar syrup, and 
invert sugar, in bulk, in tank trucks, 
from Boston to points in Vermont and 
New Hampshire. 

“The permit of respondent herein con- 
tains no restriction against the use of 
special equipment,” said the examiner. 
“In fact, the record indicates that dry 
sugar can be and is to some extent trans- 
ported in tank trucks. It is probably 
true that the term ‘sugar’ was not in- 
tended to include liquid and invert 
sugar. It is, however, clear from the 
testimony of record that these are con- 
sidered forms of sugar by the manufac- 
turers and processors thereof, and are 
soid on the basis of the dry sugar con- 
tent. In the Sugar Act 1948, public law 
338, Congress fixed imvort quotas on 
liquid and invert sugar, which were 
therein defined, as well as on dry sugar, 
and did not include the liquid forms 
with syrup. In the light of these facts, 
it would be unreasonable to say that 
authority to transport ‘sugar’ with no 
restrictions as to the use of special equip- 
ment, precludes the transportation of 
liquid or invert sugar in bulk, in tank 
trucks.” 


Private Carrier Question 


Determined by Examiners 


In a proceeding in which Theobald 
Industries, Inc., Kearny, N.J., asks for 
a determination whether a particular 
motor-carrier operation is that of a pri- 
vate or a contract carrier, Examiners 
Cc. J. Peterson and Willard Goheen have 
recommended that the Commission grant 
a permit for contract-carrier rights. 

A recommended report was issued in 
MC-110852, Theobald Industries, Inc., 
Contract Carrier Application in which 
the examiners proposed that Theobald 
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Industries be authorized to transport 
cleaning compound from Kearny to 
points in Connecticut, New York, Penn- 
sylvania, Delaware, and Maryland, within 
150 miles of Kearny, and Baltimore, Md., 
over irregular routes. The authority was 
to be conditioned on the applicant’s con- 
ducting the operation separately from 
Theobald’s other activities, with sepa- 
rate records, and no transportation of 
property both as a contract and private 
carrier in the same vehicle at the same 
time. 

The examiners said Theobald, in its 
business of manufacturing and process- 
ing butchers’ supplies and other commod- 
ities, owned and operated 80 straight 
trucks. It said no transportation charge 
was assessed on inbound movements of 
raw materials or on products moving to 
Theobald’s customers, as such products 
were purchased on a delivered basis. 


There was one exception to this situ- 
ation, however, they said, resulting from 
an arrangement between Theobald and 
Atlantic Refining Co., in that a delivery 
charge was made on a cleaning com- 
pound destined to Atlantic’s warehouse 
or customers. The delivery charge, said 
the examiners, was based on rates com- 
parable to those of motor carriers in the 
considered territory. They said both 
Theobald and Atlantic preferred to have 
the present and proposed operation 
found to be that of a private carrier. 


The examiners discussed the issue of 
for-hire v. private carriage as presented 
in a number of cited Commission pro- 
ceedings, including Woitishek Common 
Carrier Application, 42 M.C.C 193. They 
said division 5 stated that the facts re- 
cited in its Woitishek report were suf- 
ficient to establish that the applicant 
was primarily engaged in a bona fide 
noncarrier business and that the trans- 
portation which he performed in con- 
nection with his so-called “direct sales” 
was performed solely as an incident of, 
and in furtherance of, such noncarrier 
business without any purpose to profit 
from the transportation as such. Ac- 
cordingly, they said, division 5 stated 
that the applicant had not been shown 
to be either a common or contract car- 
rier for hire. 


“The facts in the instant case differ 
from those set forth in the above cited 
cases,” continued the examiners. “While 
applicant is not engaged primarily in the 
transportation business, when the con- 
sidered commodity is shipped it is not 
the owner thereof, but it does charge 
for the transportation service it per- 
forms. It is clear that the proposed 
operation is not that of a private car- 
rier but that of a contract carrier by 
motor vehicle. Applicant should cease 
such operation until it receives appro- 
priate authority therefor.” 


Wooden Pallets 


No. 30195, Elkton Export Boxing Co. 
et al. v. Alabama Great Southern Rail- 
way Co. et al. By Examiners A. L. Cor- 
bin and J. Edgar Snider. Recommend 
dismissal on finding rates not shown un- 
reasonable ranging from 47 cents to 77 
cents a hundred pounds on 45 carloads 
of wooden pallets moving from Fort 
Payne, Ala., to Michigan, New York, and 
Ohio points, between October 8, 1945. The 


examiners cited Foster-Forbes Glass Co. 


_ Vv. New York C. & St. L. R. Co., 274 L.C.C. 


490, in which division 3 of the Commis- 
sion found a rate of 66 cents on pallets 
from Arkadelphia, Ark., to Marion, Ind., 
was not shown to be unreasonable. In 
that proceeding, as in the present one, 
said the examiners, complainant sought 
reparation to the basis of a voluntarily 
and subsequently established lumber, 
plus 6 cents, rate of 46 cents. They 
said the 66-cent rate assailed produced 
earnings of 51.6 cents a car-mile and 
18.6. mills a ton-mile, adding that “this 
record will not support a conclusion dif- 
ferent from that of division 3 in the 
former proceeding.” They cited car-mile 
earnings on the assailed rates, based on 
average billed weight of 39,384 pounds, 
ranged from 24.63 cents to 39.83 cents, 
averaging 30.86 cents. The ton-mile earn- 
ings based on the average of the actual 
weights of 38,748 pounds, they said, 
ranged from 11.29 to 19.92 mills, and 
averaged 15.8 mills. The rates sought, 
based on the same rates, would produce 
average car-mile and ton-mile earnings 
of 22.8 cents and 11.88 mills, respectively, 
the examiners said. 


Demurrage, Ore. and Wash. 


No. 29787, W. J. Jones & Son, Inc. 
v. Spokane, Portland & Seattle Railroad 
Co. By Examiner L. E. Bartoo. Recom- 
mends affirming findings in prior report, 
273 I.C.C. 147, that no demurrage charges 
were applicable on cars of coal for ex- 
port, held at points in Oregon and 
Washington short of Portland (Barnes 
Spur, East St. Johns, and Kenton, Ore.). 
Also recommend modifying prior finding 
that all of the detention for which 
demurrages charges in issue occurred at 
points on defendants’ lines short of ter- 
minal No. 4, and that demurrage charges 
be found applicable to the detention of 
the cars after they arrived at Portland, 
where notice of arrival was sent or given 
after cars arrived at that point. Repara- 
tion also recommended. 


Airplane Cylinder Heads 


No. 30295, Lapides Metal Corporation 
v. Boston & Maine Railroad, et al. By 
Examiner J. T. Fittipaldi. Recommends 
finding applicable but unreasonable 
third-class rate of 74 cents a 100 pounds, 
minimum 24,000 pounds, on a carload 
shipment of airplane aluminum cylinder 
heads, in boxes, from Lowell, Mass., 
to New Haven, Conn., September 20, 1947. 
The examiner said the Commission 
should find the rate charge applicable, 
but unreasonable to the extent it exceed- 
ed 25 cents a 100 pounds applying to 
aluminum scrap. 


Alumina 


I. and S. No. 5697, Alumina, Mobile, 
Ala., to Point Comfort, Tex. By Exam- 
iner Frank W. Weaver. Recommends 
finding proposed reduced rate of $4.50 a 
ton of 2,000 pounds, minimum 80,000 
pounds, on alumina, from Mobile to Point 
Comfort, just and reasonable for hauls 
over routes not in excess of 640 miles, 


but not for hauls over routes longer 


than 640 miles. Recommends ordering 
suspended schedules cancelled without 
prejudice to filing schedules in conform- 
ity with findings. By schedules filed to 
become effective September 1, 1949, rail 
respondents proposed to establish the 
assailed rate. On protest of water car-~- 
riers operating on inland waterways the 
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schedules were suspended until March 
31 and further voluntarily postponed by 
respondents. The examiner said move- 
ment of the traffic by water would neces- 
sitate substantial expenditures for addi- 
tional facilities or equipment by the 
shipper and the water carrier, no such 
expenditures being required for rail 
transportation. For hauls over routes 
not in excess of 640 miles, he said, the 
revenue from the proposed rate appeared 
to be in excess of the minimum of rea- 
sonablesness. He said there was no 
evidence relating to the propriety of 
the proposed rate for movements over 
routes in excess of 640 miles. 


Anhydrous Ammonia 


No. 30145, Columbia Metals Corpora- 
tion v. Alton & Southern Railroad Co. et 
al. By Examiner John A. Russell. Rec- 
ommends dismissal on finding rates as- 
sailed on anhydrous ammonia, tank-car 
loads, from Etter, Tex., Military, Kan., El 
Dorado, Ark., and Doyline, Sterlington, 
and Lake Charles, La., to Salem, Ore., 
not shown to have been or to be un- 
reasonable or unduly prejudicial. The 
assailed rates, 50,000 pounds, were: From 
Etter, $1.73 a 100 pounds; from Military, 
$1.73; from other origins, $1.92, and were 
compared with rates of $1.25 and $1.51 
to certain Utah points. The examiner 
said the yield of the assailed $1.73 rate 
for the 1,787-mile haul from Etter, com- 
pared with the lower yield of the $1.51 
rate to the Utah points, appeared abnor- 
mal, but added this might mean that 
the Utah rates were too low as well as 
that the assailed rate was too high. 


Tomatoes 


No. 30214, Sub. 2, E. A. Brown Produce 
Co. et al. v. Santa Fe Railway et al. By 
Examiner John Davey. Recommends 
that Commission find applicable and not 
shown unreasonable or otherwise un- 
lawful, rates reflecting increases on to- 
matoes, in carloads, moving within the 
two-year period prior to April 21, 1949, 
imported from Mexican origins, through 
Nogales, Ariz., and destined to points in 
Texas and Oklahoma. Dismissal of 
complaint proposed. 


Cotton Netting 


MC-C-1017, Flex-O-Glass, Inc. v. Cen- 
tral Freight Lines, Inc. et al. By Ex- 
aminer Tobias Naftalin. Recommended 
that Commission find inapplicable, rates 
charged by defendant motor common 
carriers over a three-year period prior 
to January 12, 1949, on a series of less- 
than-truckload shipments of cotton 
netting, in the original piece, from New 
Braunfels, Tex., to Chicago, Ill. Pro- 
posed that Commision find applicable, 
commodity rates on fabric or cotton piece 
goods, in the original piece, in effect 
when shipments moved. Closing of pro- 
ceeding recommended. The examiner said 
he found the shipments under consider- 
ation were cotton netting in the original 
piece. He said the complainant con- 
sidered the material shipped was a loosely 
woven cotton mesh. 















Iron and Steel Castings 


I. and S. M-3004, Castings—Between 
Perry, Ia., and Ill., Minn. By Examiner 
Tobias Naftalin. Recommends finding 
proposed reduced contract carrier minim 
rates on iron and steel castings, minl- 
mum 20,000 pounds, between Perry, 1a. 
and Albert Lea, Minn., and eight points 
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January 14, 1950 


in Ulinois, including Chicago, unlawful 
to the extent they exceed the scope of 
respondent’s operating authority, and 
are subject to minima less than 30,000 
pounds. By schedules filed to become 
effective March 27, 1949, Edwin L. Mor- 
ton, of Perry, Ia., proposed to establish 
reduced minimum rates on iron and 
steel castings, minimum 20,000 pounds, 
as aforementioned. On protest of Mid- 
diewest Motor Freight Bureau, the 
schedule was suspended until October 
26, 1949, when it became effective. Typi- 
cal of the proposed rates, said the ex- 
aminer, were those made 35 cents a 100 
pounds to Albert Lea, 169 miles; 48 cents 
to Rock Island and Moline, Ill., 220 
miles; 40 cents to Quincy and Chicago, 
Ill., 252 and 374 miles, respectively, and 
59 cents to Elgin, Ill., 353 miles. He said 
the respondent’s sole operating author- 
ity was to transport iron and steel 
castings from Perry to. Albert Lea and 
certain points in Illinois; and seed corn 
from Perry to points and places in 
named states; and rejected shipments 
in the reverse direction. As the rates 
were published “between” the points 
named, and without restriction as to re- 
jected shipments, the examiner said, 
they were broader in territorial scope 
than the respondent’s operating author- 
ity, and to that extent unlawful. He 
said respondent was willing to increase 
the promised minimum to 30,000 pounds, 
which he said could be carried in equip- 
ment in use at the time of hearing. He 
recommended ordering the schedules 
cancelled, and discontinuance of the 
proceeding, without prejudice to the es- 
tablishment of a schedule in conformity 
with the findings. 
























































































MOTOR RECOMMENDED REPORTS 


(Recommended orders in these reports, 
at expiration of 20 days from date of 
service of reports (unless otherwise 
stated), become effective unless exceptions 
have been filed within the 20-day period 
or exceptions have been seasonably filed 
by other parties, or the order has been 
stayed or postponed by the Commission. 
State in which applicant has home office 
is shown in ‘‘black face’’ type, with name 
of town or city following.) 





Colorado (Denver)—MC-29991, Sub. 
26, Arthur N. Barlow, dba Barlow’s 
Service, Denial of certificate proposed. 
Petroleum products, in bulk, in tank 
vehicles, from points in Colo. to points 
in both Kan. and Neb. located on and 
west of U.S. highway 281, and in the 
reverse direction damaged, defective, and 
returned shipments of petroleum prod- 
ucts, over irregular routes. 


Delaware (Wilmington) — MC-110207, 
Sub. 2, Raymond Kee, contract carrier. 
Denial of permit proposed. Millwork, 
consisting of doors, window and door 
frames, windows, moldings, mantels, door 
entrances, stairwork, corner cabinets, 
kitchen units, and miscellaneous mill- 
work, unfinished, from Baltimore, Md., 
to Wilmington, over irregular routes. 

Delaware (New Castle)—MC-110326, 
Arlington J. Williams, common carrier. 
Denial of certificate proposed. Horses, 
Show and race, between points in 20 
states, over irregular routes. 

Illinois (Chicago) —-MC-4405, Sub. 239, 
Dealer’s Transport Co. Certificate and 
dual-operation approval proposed. Over 
Iregular routes, (1) trailers, semi- 
trailers and trailer chassis (otner than 
those designed to be drawn by passenger 
automobiles) in initial movements, by 
ttuckaway and driveway service, from 













Avon Lake, O., and Fort Wayne, Ind., to 
U.S. points, and (2) same commodities 
in secondary movements, by truckaway 
service, between US. points. The report 
said the dual authority included holding 
by Dealer’s and by Arco Auto Carriers 
of the certificates held by them and that 
recommended in the instant proceeding, 
and contemporaneous holding by W. R. 
Arthur & Co. of a permit previously 
issued it. 


Indiana (Fowler)—MC-110505, Sub. 6. 


Ringle Truck Lines, Inc. Denial of cer- 
tificate proposed. Over irregular routes, 
canned goods, from points in Wis. to 
Fowler and Hoopeston, Ill.; from points 
in Ind. to Hoopeston; from Hoopeston to 
Fowler; from Hoopeston and Fowler to 
points in Pa., W.Va., Miss., La., Ark., 
and Ala.; from East Jordan, Mich., to 
points in Ind., Wis., Ill., O., Pa., and 
W.Va., points in Mo. and Ia. within 10 
miles of the Mississippi River, and points 
in Ky. on and within 10 miles of the 
Ohio River. The report said it was ap- 
parent shippers supported the applica- 
tion primarily in the hope of obtaining 
lower rates but rates were not in issue 
in the proceeding. 

Indiana (Frankfort)—MC-12483, Mor- 
ris Forlow, broker. Broker license pro- 
posed. Passengers and baggage between 
points in Ind., on the one hand, and, on 
the other, U.S. points. 


Indiana (Terre Haute)—MC-106943, 
Sub. 3, Eastern Motor Express, Inc. Cer- 
tificate proposed. Over regular routes, 
general and specified commodities be- 
tween specified points in the District of 
Columbia, Md., Pa., N.J., Ind., Pa., W.Va., 
N.Y., and N.J., conditioned on issuance 
of certificate pursuant to MC-F-4170, 
Wilson House—Control—Eastern Motor 
Express, Inc—Merger—Wilson House, 
decided November 2, 1949. The report 
said a dual operation question would be 
resolved or removed on consummation 
of the aforementioned finance proceed- 
ing by issuance of certificate therein. 


Iowa (Estherville) —MC-25899, Sub. 1, 
J.D. Edwards. Denial of certificate pro- 
posed. Fresh meats and meat by-prod- 
ucts, from Estherville to points in Wash- 
ington, D.C., and 12 states, with no 
transportation for compensation on re- 
turn, except as otherwise authorized, 
over irregular routes. 


Iowa (Wilke) (P.O. Alden)—MC-7906, 
Sub. 2, O. E. Walker. Denial of cer- 
tificate proposed. (1) Livestock between 
Alden, Ia., and voints in Ia. within 50 
miles of Alden, on the one hand, and, on 
the other, Peoria, Ill., and points in 
Colo., Kan., Mo., N.D., Minn., Neb., IIl., 
and S.D., and (2) agricultural imple- 
ments and parts from Moline, IIl., to 
points in 12 Ia. counties, with no trans- 
portation for compensation on return, 
except as otherwise authorized, over ir- 
regular routes. 

Iowa (Bettendorf)—MC-591, Sub. 1, 
Wm. H. Thurwanger, dba Thurwanger 
Transport Co. Certificate proposed. (1) 
canned goods between points in a de- 
scribed Wis. area to specified Ia. points, 
and (2) malt beverages, and advertising 
matter when related to and shipped in 
connection with malt beverages (a) 
from La Crosse, Wis., and St. Paul, 
Minn., to Davenport, Ia., and (b) from 
Milwaukee, Wis., to Clinton, Ia., and 
empty malt beverage containers, from 
aforementioned destination to origin 
points, over irregular routes. 

Kansas (Wichita) —MC-30605, Sub. 69, 
Santa Fe Transportation Co. Certificate 
proposed. Serving the site of the Denver 
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Federal Center (Denver ordnance 
plant), as an off-route point in connec- 
tion with regular-route operations to 
and from Denver, subject to same re- 
strictions applicable to present authority 
to serve Denver as set forth in’ Cer- 
tificate MC-30605. 

Kentucky (Dry Ridge) — MC-59471, 
Sub. 11, Chester Johns. Certificate pro- 
posed. Over irregular routes, (1) cream, 
in containers, from points in six Ky. 
counties, and those in Pendleton county, 
Ky., with specified exceptions, to Cin- 
cinnati, O., and (2) empty cream con- 
tainers from Cincinnati to points in the 
aforementicned Ky. area. 

Kentucky (Middlesboro) — MC-110654, 
Kenton E. Evans, contract carrier. Cer- 
tificate and finding that proposed op- 
erations are those of common carrier 
proposed. Building materials, in bulk, 
in dump trucks, from Gibson Station, 
Va., and points within two miles of 
Gibson Station, to Middlesboro, Ky., and 
points in Ky. within 40 miles of Middles- 
boro and voints in Tenn. within 55 miles 
of Middlesboro, over irregular routes. 

Kentucky (Murray)—MC-111205, Fred 
Kirkland, contract carrier. Permit pro- 
posed. Sweet cream, butter, and dry 
skim milk from Murray to _ specified 
points in Tenn., Mo., Ark., and IIl., over 
irregular routes, and empty containers 
of the aforementioned commodities on 
return trips. 

Nebraska (Omaha)—MC-70451, Sub. 
88, Watson: Bros. Transportation Co., 
Inc. Certificate proposed. General com- 
modities, with exceptions, between Bur- 
lington, Ia., and Peoria, Ill., and return, 
over a described route as an alternate 
route for operating convenience only in 
connection with regular-route operation 
between Burlington and Peoria over 
U.S. highway 34 and 150, serving no 
intermediate points. 


Nebraska (Omaha)—MC-70451, Sub. 
92, Watson Bros. Transportation Co., 
Inc. Certificate proposed. General 


commodities, with exceptions, between 
Oskaloosa, Ia., and Ottumwa, Ia., over 
U.S. highway 63 as an alternate route 
for operating convenience only in con- 
nection with regular-route operations 
between Des Moines, Ia., and Oskaloosa, 
Ia., and between Des Moines and 
Ottumwa, Ia., serving no intermediate 
points. 

New Jersey (Long Branch)—MC- 
110281, Sub. 5, A. E. A. Co., Inc. Cer- 
tificate proposed. Extract of coffee from 
Freehold, N.J., to ponits in Pa., Del., and 
Md., over irregular routes. 

New Jersey (Mahwah)—MC-228, Sub. 
9, Hudson Transit Lines, Inc. Certificate 
proposed. Passengers and baggage over 
a described regular route in NWJ., as an 
alternate route for operating conveni- 
ence only, serving no intermediate points, 
with service at the named termini for 
joinder purposes only, in connection with 
regular route to and from New York, N.Y. 

New Jersey (Newark)—MC-3647, Sub. 
107, Public Service Interstate Transpor- 
tation Co. Certificate proposed. Pas- 
sengers, baggage, mail, express, and 
newspapers between specified points over 
two described routes in N.J., as alternate 
routes for operating convenience only, 
serving no intermediate points. 

New York (Perry) —MC--55805, Sub. 1, 
Charles I. Rose, dba Rose’s Trucking 
Service. Certificate proposed. Septic 
tanks, sewage disposal equipment, chemi- 
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cal and septic toilets, oil storage tanks, 
metal fabricated products, and furnaces, 
from Bliss and Belfast, N.Y., to points in 
Mass., R.I., Conn., N.Y., N.J., Pa., Del., 
and Md., over irregular routes. 

New York (Newark)—MC-74846, Sub. 
9, Lewis G. Johnson. Certificate pro- 
posed, Canned goods, over irregular 
routes, from Wolcott, Hall, and Shorts- 
ville, N.Y., to Harrisburg, Pa., and from 
Egypt, Lyons, Bellona Station, Wolcott, 
and Hall, N.Y., to Washington, D.C. 

North Carolina (Williamston)—MC- 
110978, J. O. Manning, Jr., and John A. 
Manning, Jr., common carrier. Denial 
of certificate proposed. Over irregular 
routes, (1) lumber from points in Mar- 
tin county, N.C., to Richmond, Va., Wash- 
ington, D.C., Baltimore, Md., and Phila-- 
delphia, Pa. (2) petroleum products, in 
containers, from Philadelphia, Baltimore, 
and Richmond to points in Martin 
county, (3) peanuts, in season between 
November 15, and May 31, of each year, 
inclusive, from points in Martin county 
to Suffolk and Norfolk, Va., and (4) 
fertilizer and feed, in the season between 
December 1, and Mav 31, inclusive, of 
each year, from Norfolk to points in 
Martin county. 

North Carolina (Williamston)—MC- 
111010, Tilmon R. Coltrain, dba Coltrain 
‘Truck Line, common carrier. Denial of 
certificate proposed. Over irregular 
routes, (1) fertilizer and oil from Nor- 
folk, Va., and Baltimore, Md., to Wil- 
liamston, and (2) Iumber and veneer 
from Williamston, Windsor, and Eden- 
ton, N.C., to Baltimore. 

North Carolina (Clinton)—MC-111192, 
J. F. Reynolds and Hal Teachey, Jr., dba 
‘Clinton Bus Lines, common carrier. De- 
nial of certificate proposed. Passengers 
and baggage in round-trip charter oper- 
ations beginning and ending at points in 
Sampson and Duplin counties, N.C., and 
extending to all US. points and Wash- 
ington, D.C., over irregular routes. 

North Carolina (Roanoke Rapids)— 
MC-111194, F. D. Warren, dba Warren’s 
Truck Line, common carrier. Certificate 
proposed. Over irregular routes, house- 
hold goods between points in three N.C. 
counties and four Va. counties, on the 
one hand, and, on the other, points in 
N.C., Va., S.C., Ga., Tenn., and Md. 

North Carolina (Charlotte) — MC- 
61599, Sub. 92, Queen City Coach Co. 
Certificate proposed. Passengers and 


baggage, express and mail, between 
specified N.C. points. 
Ohio (Mansfield)—MC-85231, Sub. 5 


Frank Williams, Clarence E. Williams, 
executor, dba Frank Williams Transfer 
& Storage Co. Certificate proposed. 
Over irregular routes, (1) uncrated 
stoves, and stove parts, when their trans- 
portation is incidental to the transporta- 
tion of such stoves, between specified 
points in O., Ky., Wis., Mich., Ill., and 
Ind., and (2) stoves, and stove parts when 
their transportation is incidental to the 
transportation of such stove, between 
Murray, Ky., on the one hand, and, on 
the other, points in Md., N.J., N.Y., Pa., 
Va., and W.Va. 

Ohio (Cleveland)—MC-106373, Sub. 
11, Service Transport Co. Certificate 
proposed. (1) Iron and steel articles be- 
tween specified points and over described 
routes in Mich. as alternate routes for 
operating convenience only in connec- 
tion with regular routes, serving no in- 


termediate points and restricted to han- 
dling of shipments originated by appli- 
cant at points on lines located beyond 
Mich., and (2) general commodities, with 
exceptions, serving all points in the 
Cleveland and Detroit commercial zones 
as intermediate or off-route points in 
connection with regular-route operations. 

Pennsylvania (Hummels Wharf)—MC- 
94565, Sub. 1, G.K.W. Coach Line. Cer- 
tificate proposed. Over irregular routes, 
Passengers and baggage in round-trip 
charter operations, beginning and ending 
at Sunbury, Pa., and points within 20 
miles of Sunbury, and extending to 
points in Del., Md., N.J., N.Y., Pa., Va., 
and Washington, D.C., with specified re- 
strictions. 

Pennsylvania (Stroudsburg)—MC-105- 
917, Sub. 13, John R. Lesoine, embracing 
MC-110921, Same, contract carrier. Cer- 
tificate in MC-105917, Sub. 13, permit in 
MC-110921, dual operation approval pro- 
posed. MC-105917, Sub. 13: Over irreg- 
ular routes, showcases and display cases, 
uncrated, from points in Stroud town- 
ship, Pa., to points in 28 states and 
Washington, D.C., and caustic soda from 
Solvay, N.Y., to East Stroudsburg, Pa. 
MC-110921, over irregular routes; paper- 
board, not including indented, corru- 
gated, or printed paperboard, from Mini- 
sink Hills, Monroe county, Pa., to Gar- 
field, N.J., and points in the New York, 
N.Y., commercial zone, and waste paper 
and articles used in the manufacture of 
paperboard, and pallets, and skids, from 
Garfield, New York, and points in West- 
chester and Nassau counties, N.Y., and 
points in N.J. within 35 miles of Garfield, 
to Minisink Hills. 

South Dakota (Sioux Falls)—MC- 
29120, Sub. 32, Wilson Storage & Trans- 


fer Co. Certificate proposed. General 
commodities, with exceptions, between 
specified points and over described 


routes in S.D. as alternate routes for 
operating convenience only, serving no 
intermediate points, with service at 
specified points authorized for joiner 
only in connection with regular routes 
to and from St. Paul, Minn. 
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Tennessee (Nashnville)—MC-20068, Sub. 
4, B. and S. Motor Lines, Inc. Certificate 
proposed. Dairy products over irregular 
routes from Nashville and Murfreesboro, 
Tenn., to specified W.Va. points. 


Tennessee (Nashville) — MC-61265, 
Sub. 27, Southeastern Motor Truck 
Lines, Inc. Certificate proposed. General 
commodities, with exceptions, between 
St. Louis, Mo., and Atlanta, Ga., and re- 
turn, over a described route as an alter- 
nate route for operating convenience 
only in connection with regular-route 
operations, serving no _ intermediate 
points. 


Texas (Seagraves)—MC-56762, Sub. 1, 
N. R. (Bob) Cox, dba Cox Trucks, com- 
mon carrier. Denial of certificate pro- 
posed. Machinery, equipment, materials 
and supplies, used in, or in connection 
with (1) the discovery, development, 
production, refining, manufacture, proc- 
essing, storage, transmission, and dis- 
tribution of natural gas and petroleum 
and their products and by-products, and 
(2) the construction, operation, repair, 
servicing, maintenance, and dismantling 
ot pipe lines, including the stringing 
and picking up thereof, and (3) heavy 
machinery, heavy and cumbersome com- 
modities, requiring special equipment 
and parts because of size or weight, be- 
tween points in a described Tex. area, 
to San Antonio and Arkansas Pass, Tex., 
and between points in that territory, 
on the one hand. and, on the other, 
points in N.M. 


Wyoming (Casper)—MC-97264, Sub. 1, 
S. A. Markley and Loren G. Markley, 
dba M. & M. Truck Co., common carrier. 
Certificate proposed. Petroleum and 
petroleum products, in bulk, in tank ve- 
hicles, between all Wyo. points, over 
irregular routes, conditioned on request 
for cancellation of applicants’ filing un- 
der second proviso of section 206(a) of 
interstate commerce act in MC-97264. 
The second proviso relates to exemption 
from regulation of operations within a 
state, under certain conditions. 


Railroads Attack Hypothetical Routing 
For the Purpose of Obtaining Reparation 


Assert that 1.C.C. Erred in Construing Word ‘Route’ and in Holding 
in One Case That General Routing Rule Resulted in Establishing 
Claimed Routes While Open Tariff Provision Did Not. 


Railroad defendants in No. 29919, A. 
E. West, et al. v. Atchison, Topeka & 
Santa Fe Railway Co., et al., in which 
reparation was awarded the complain- 
ant by division 3 of the Commission, 
under a tariff intermediate rule, have 
attacked what they refer to as seeking 
a “windfall” based on a loophole or 
“quirk” in a tariff, and on decisions 
of the Commission construing routing 
provisions. They assert the decision 
“will merely encourage shippers and 
their professional bill auditors to em- 
ploy completely unbridled imagination 
in the unceasing pursuit of repara- 
tions; for if the present claim is sus- 
tained, none is too extreme.” 

In that proceeding, the division found 
inapplicable a rate of 67 cents over 


direct routes on shipments of lubricat- 
ing oil, in carloads, from Bradford, Pa., 
to Kansas City, Mo., and awarded 
reparation on the basis of a rate of 53 
cents a 100 pounds, applied by virtue 
of an intermediate rule that was held 
to make Kansas City intermediate to 
Cedar Rapids, Ia. The case was han- 
dled under shortened procedure (T.W. 
Nov. 12, p. 33). 

The railroad asked the Commission 
to reverse the ruling of the division and 
hold that the intermediate rule could 
not be employed to defeat the rates 
normally applicable to the involved 
shipments, as contended for by the 
complainant. 

They also asked the Commission t0 
correct what they said was an error on 
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tie part of the division in accepting 
tariff amendments, made after the 
snipments moved, as proof of prior 
meaning. 


The Tariff Situation 


In a review of the facts, the railroads 
said the complainant purchased at 
Bradford, Pa., and caused to be shipped 
to it at Kansas City, numerous carloads 
of lubricating oil in packages, most of 
the shipments moving from Bradford to 
Chicago over the Baltimore & Ohio, or 
over a Pennsylvania-Wabash route, and 
from Chicago to Kansas City over the 
Santa Fe or the Milwaukee. They said 
the division did not discuss a claim of 
unreasonableness, because the assessed 
rates were at a level substantially lower 
than the normal basis. 


The 53-cent rate, the railroads said, 
was a commodity rate specifically pub- 
lished from Bradford to a group of sta- 
tions in eastern and central Iowa, of 
which they took Cedar Rapids as typical, 
for convenient reference. No commodity 
rate was published from Bradford to 
Kansas City at the time the shipments 
moved, they said. The railroads added 
that the 53-cent rate from Bradford to 
Cedar Rapids was subject to a routing 
provision that stated that “the rates 
named in this tariff apply via all routes 
made by use of the lines of any of the 
carriers parties to this tariff, except as 
otherwise specifically provided—.” Also, 
they said, the 53-cent rate from Brad- 
ford to Cedar Rapids was subject to an 
intermediate-point rule that provided in 
effect that to any point of destination to 
which no commodity rate was published, 
the applicable rate would be the com- 
modity rate published to the next more 
distant point. The railroads said the rule 
required that the intermediate destina- 
tion be located on an available route 
from the origin of the shipment to the 
point beyond to which the commodity 
rate was specifically published. 


All the carriers participating in the 
involved traffic were parties to the tariff 
naming the 53-cent rate and which pub- 
lished the routing provisions and the 
intermediate-point rule, the raiiroads 
said. The sole question for consideration 
on the routing phase was whether, on a 
hypothetical shipment from Bradford to 
Cedar Rapids, Kansas City would be an 
intermediate point within the meaning 
of the intermediate rule so as to make 
the 53-cent commodity rate specifically 
published to Cedar Rapids applicable at 
Kansas City on the involved traffic. 


“Stated another way,” the carriers 
continued, “‘the question is whether there 
was a route from Bradford to Cedar 
Rapids via Kansas City so that the rate 
to Cedar Rapids, as the next beyond 
point, would apply at Kansas City under 
the intermediate rule. The division has 
found that such a route existed and that 
the Cedar Rapids rate was applicable at 
Kansas City. That decision, we submit, 
is erroneous in law and fact, contrary to 
Sound principles of regulation, and viola- 
tive of the national transportation 
policy.” 

‘Hypothetical Routes’ 


In their argument, the railroads as- 
Serted that, because “the examiner’s 
report dealt mechanically with the prob- 
lem. . . . and ignored the implications 
of the recommended decision,” the divi- 
Sion was asked at oral argument to 
analyze and state its conclusions as to 
the premises the railroads said were 
“concealed in the examiner’s conclusion.” 





This, said the railroads, the division de- 
clined to do. Instead, they asserted, it 
adopted the examiner’s report verbatim, 
except for the opening and closing pas- 
sages. They repeated their request that 
the issue presented “be disposed of upon 
a thorough and stated analysis of the 
premises which inescapably underlie the 
division’s report.” 

The railroads then referred to a map 
attached to the petition. On it were 
shown black lines as indicating that the 
“traffic actually moved over reasonably 
direct routes from Bradford to Chicago 
and from Chicago to Kansas City.” A 
red line then showed the “route” over 
which, the railroads said, the division 
held the shipment “might hypothetically 
move in such a way as to make Kansas 
City an intermediate point for rate ap- 
plication.” This route ran 450 miles from 
Chicago to Kansas City, and thence 
northeast to Cedar Rapids, about 300 
miles, the railroads said. 


Blue and green lines were then used, 
the railroads said, to show that “if the 
division is correct, Denver, Col., and 
Cheyenne, Wyo., must also be held in- 
termediate between Chicago and Cedar 
Rapids for rate application purposes. 

“At the oral argument,” the railroads 
continued, “counsel for complainant 
conceded, in response to questioning by 
Commissioner Johnson, that acceptance 
of the contention which the division has 
now adopted would equally require that 
the Commission find the Cedar Rapids 
rate applicable at Denver and Chey- 
enne. .. .” 

But, continued the railroads, they need 
not stop at Denver and Cheyenne. If 
the division’s conclusion was sound, they 
asserted, the Commission would be com- 
pelled, in a case involving a tariff of 
appropriate territorial scope, to hold 
that San Francisco, Cal., was inter- 
mediate between Washington, D.C., and 
Baltimore, Md. 

“And if the Commission is not pre- 
pared to go to the ultimate of geographi- 
cal absurdity,” the railroads added, “then 
we submit that the entire question 
should be reexamined at this point and 
reasonable principles applied to vrob- 
lems of the kind under consideration.” 


Premise Questioned 


They asserted the “unexpressed prem- 
ise” of the division’s conclusion was that 
the interstate commerce act and the 
national transportation policy established 
a fundamental principle that required 
the routing provisions and the inter- 
mediate rule of the tariff involved to 
be given a “literal” even if absurd and 
unreasonable, construction. That prem- 
ise, the railroads said, was “utterly un- 
sound,” and continued: 

“Surely there must be some point at 
which reason and common sense rebel. 
San Francisco is not intermediate be- 
tween Washington and Baltimore, but 
the Commission cannot affirm the divi- 
sion’s conclusion without committing it- 
self to hold that it is intermediate, just 
as it is conceded here that if Kansas 
City is intermediate to Cedar Rapids, so 
are Denver and Cheyenne.” 

The railroads argued that propositions 
were inherent in affirmance of the divi- 
sion’s action were inescapable “because a 
fundamental principle necessarily has 
universal applicability; once established, 
it must be held to cover every and all 
situations.” If the Commission were to 
find the contention too extreme, and re- 
fuse to hold that Cheyenne _inter- 
mediate between Chicago and Cedar 
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Rapids, asserted the railroads, the entire 
basis of the. division’s report would be 
destroyed, “because the Commission’s 
refusal would show that no fundamental 
principle of universal application is here 
involved.” It was for this reason, the 
railroads said, that the illustrations they 
had used of Denver and Cheyenne being 
intermediate to Cedar Rapids and of 
San Francisco being intermediate be- 
tween Washington and Baltimore, could 
not be dismissed as “hypothetical and 
moot.” 


The railroads said they wanted to em- 
Phasize “the important fact” that this 
complaint presents nothing but a repara- 
tion claim and is admittedly based solely 
on a “quirk in the tariffs.”” Complainants 
wanted transportation from Bradford to 
Kansas City, and that was what de- 
fendants furnished, they said, assessing 
the rate normally applicable to that 
service, which the complainant paid. 
They continued: 


“All that is involved here is the at- 
tempt by complainant, after the trans- 
action is completed, to secure a windfall 
at the Commission’s hand by recaptur- 
ing about 20 per cent of the assessed 
charge; and the claim to the windfall is 
based entirely on construction and im- 
plication. The tariff provisions upon 
which complainant relies do not say ex- 
plicitly that a route exists for interme- 
diate-rule purposes from Chicago to 
Cedar Rapids by way of Kansas City or 
Denver or’ Cheyenne. The existence of 
such hypothetical routes for rate-making 
purposes must be predicated upon words 
that are susceptible of a sensible and 
reasonable construction to the contrary. 
We submit that no principle of law or 
equity, nor any aspect of sound regula- 
tion, requires the Commission to approve 
the result for which complaint contends; 
and if certain prior decisions seem to 
compel such a course, they should be 
rejected. It is never too late to recog- 
nize and apply correct principles.” 


Cases Cited 

The railroads said the division’s re- 
port cited two cases as authority for 
ruling that the involved tariffs made 
the Cedar Rapids rate applicable at 
Kansas City: Union Underwear Co., Inc. 
v. Frankfort & C. R. Co., 214 I.C.C. 695, 
and Great Atlantic & Pacific Tea Co. v. 
Alton R. Co., 226 I.C.C. 398, 231 I.C.C. 
743. Those cases, the railroads asserted, 
involved tariffs containing a general 
routing provision similar to the one 
“here under consideration.” 


In the Union Underwear case, the 
railroads said, the tariffs involved con- 
tained a general routing rule providing 
that the rates applied via all routes 
made by the use of the lines of any of 
the carriers parties to the tariff except 
as otherwise specifically provided. Di- 
vision 2 held that, sinve the carriers had 
failed to except the claimed route 
(making Frankfort, Ky., intermediate to 
New Albany, Ind., to which a lower rate 
was published from the origins involved) 
from the application of the interme- 
diate rule, the route existed for inter- 
mediate rule purposes, despite its cir- 
cuitous and somewhat unnatural char- 
acter, the railroads said. 

As of the date of the Union Under- 
wear decision, they continued, there 
were no precedents compelling the di- 
vision to place its holding on the ground 
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that the general routing rule created 
routes that were, in effect, just as spe- 
cific as though set out by lines and junc- 
tions. On the contrary, said the rail- 
roads, the body of law represented by 
Peabody Lumber Co. v. Penna. R. Co., 
161 I.C.C. 794, involving so-called “open 
route” tariffs, went no further than te 
disapprove and reject intermediate-rule 
claims based on grossly circuitous routes. 
It said many instances could be found 
among those cases in which the Com- 
mission had approved application of the 
intermediate rule over routes involving 
substantially more than 6 per cent cir- 
cuity. 

In addition to the Peabody line of 
cases, the railroads continued, the de- 
cision of division 3 of the Commission 
in Independent Silo Co. v. Chicago B. 
& Q. R. Co., 188 I.C.C. 703, was perti- 
nent and should have been recognized. 
In that case, they said, the tariff con- 
tained a provision that the rates named 
would apply over all routes made by 
use of the lines of the carriers parties 
to the tariff when within certain stated 
mileage limitations. The railroads said 
the shipper sought to construct an 
“absurdly circuitous and unnatural route 
for intermediate rule purposes, and it 
happened that the mileage over the 
claimed route did not exceed the limi- 
tation.” Nevertheless, added the rail- 
roads, the division held that the rout- 
ing rule had to be given a reasonable 
construction and be held to apply to 
the natural and normal routes over 
which traffic would usually and cus- 
tomarily move. They continued: 


“Thus at the time of the Union Un- 
derwear decision there was authority 
for the proposition that a general rout- 
ing provision did not create specific 
line-and-junction-point routes with 
such positiveness and finality that the 
Commission was compelled to reach an 
absurd result in an intermediate-rule 
reparation case. And there was also 
ample authority for a decision in com- 
plainant’s favor under the Peabody line 
of cases if the division had concluded 
that the claimed route was not unduly 
circuitous within the meaning of those 
cases.” 


The railroads said the report in the 
Union Underwear case, while indicat- 
ing that complainant’s counsel elected 
to waive what seemed to have been a 
strong section 1 contention, and to rely 
entirely on the issue of the rate appli- 
cability, it did not disclose why counsel 
took that position. The railroad peti- 
tioners suggested that as a result of it 
“the division probably reached the 
right result for the wrong reason. That 
error, harmless perhaps in the context, 
established the principle which is now 
being used to support unconscionable 
claims and shocking awards of repara- 
tion.” 

The Great Atlantic case involved ship- 
ments of butter originating at Missouri 
points and a Kansas point, stored in 
transit at Chicago, and subsequently re- 
shipped to Atlanta, Ga., Charlotte, N.C., 
and Jacksonville, Fla. The railroads said 
division 4 sustained, in part, a contention 
that the assessed rates were inapplicable, 
226 I.C.C. 398, and that with modifica- 
tions not material “here” the Commission 
affirmed the report on reconsideration, 
with two commissioners dissenting, 231 
1.C.C, 743. 


The case was interesting, said the rail- 
roads, because the shipments involved 
moved in some instances under tariffs 
containing the general routing rule and 
in other instances under so-called “open 
route” tariffs. The shippers contended 
that the rates in question were applicable 
via Chicago in constructing combination 
rates from the origins to the destina- 
tions of the shipments, the railroads 
continued, adding that, in general, the 
Commission sustained this claim where 
the tariffs contained the general rule, 
citing as its authority the Union Under- 
wear case. However, the railroads said, 
where the tariffs were open as to rout- 
ing, the Commission held, but without 
citing the Peabody line of cases, that 
the claimed routes via Chicago were so 
unnatural and unduly circuitous that the 
rates could not be held to apply via Chi- 
cago as an intermediate point. The 
petitioning railroads added: 


“The Great Atlantic case thus appears 
to affirm the proposition that the gen- 
eral routing rule establishes specific 
routes which must be given controlling 
effect even though the result is con- 
trary to reason and to the public interest. 
We submit that the Commission should 
not have adopted and should now reject 
that unsound position.” 


The railroads said any consideration 
of the problem must begin with recog- 
nition of the fact that application of 
the general routing rule and of the in- 
termediate rule involved interpretation 
and construction of written words. They 
took the position that “it is all very 
well to say” that the general routing 
rule named any and all conceivable 
routes as specifically as though set out 
in full, but added that “the fact remains 
that the routes are not set out in full, 


and it is only by construction that they 


are found to exist.” They said the Great 
Atlantic decision should be reexamined 
in the light of the “recognized canon of 
construction which requires the Com- 
mission to accord a reasonable and 
sensible meaning to the words of a tariff, 
and to reject a strained and absurd one 
unless no other course is open.” 

Such reexamination was plainly called 
for by the fact that in the Great At- 
lantic case, the railroads said, the Com- 
mission reached directly opposite results 
as to rate applicability over identical 
routes, depending on the presence or 
absence of certain words that needed 
construction to determine their meaning. 
They continued: 


“When a claimed route from south- 
eastern Missouri to Atlantic via Chicago 
is found to be so unnatural and unduly 
circuitous that it must be rejected for 
rate-making purposes under an open 
route tariff, we think it is appropriate 
to inquire how and why the addition of 
general routing language compels the 
reverse conclusion. In an open route 
tariff there are no more and no less 
express restrictions upon routing than 
there are under the general routing pro- 
vision prescribed by rule 4k of tariff cir- 
cular No. 20 and used here and in the 
Great Atlantic case. In the simplest 
form of open routing a rate is merely 
named between A and B, the carriers 
parties to the tariff are listed, and that 
is all. Yet when a question arises as to 
whether the rate applies at X as an in- 
termediate point between A and B, the 
Commission has consistently asked, “Is 
there a route between A and B via X?” 
And that query has not been answered 
by looking at the list of carriers parties 


‘TRAFFIC WORL) 


to the rate but by considering the nature 
of the claimed route between A and PB 
via X.” 

The Peabody decision and numerous 
decisions like it, involving open route 
tariffs, disclosed clearly that this in- 
quiry into the nature of the claimed 
route arose from and proceeded on the 
fundamental consideration of definition, 
the railroads asserted. In those Cases, 
they added, the Commission had clearly 
and consistently rejected the contention 
that the word “route” meant any and 
all possible combinations of lines be- 
tween two points over which freight 
cars could move and be interchanged. 
Instead, in harmony with the purpose of 
the interstate commerce act to prevent 
wasteful and inefficient transporation, 
the Commission had expressly and re- 
peatedly ruled that a route cannot be 
held by construction and implication to 
exist over grossly circuitous and un- 
natural combinations of lines, said the 
railroads. 


Meaning of ‘Route’ 


The railroads asked if there was any 
basis in the act, or in reason, for saying 
that the word “route” as used in rule 
4k and in the “present tariff” meant 
what the Commission had emphatically 
held it did not mean in the open route 
cases. Adding that definitions were 
basic, the railroads continued by saying 
the general routing provision prescribed 
in rule 4k did not say that “the rates 
named in this tariff apply via the lines 
of all carriers parties to the tariff.” They 
said it stated, instead, that such rates 
“apply via all routes made by the use 
of the lines of any of the carriers parties 
to the tariff,” and continued: 


“It is not to be supposed that the 
latter language was chosen loosely and 
without regard to meanings associated 
with it. When read in the context of the 
Commission’s decision, the very form of 
expression—‘routes made by the use of 
the lines of any of the carriers’—plainly 
shows a purpose to carry forward the 
distinction between a route and a com- 
bination of traversible lines. If the lines 
from southeastern Missouri to Atlanta 
via Chicago did not form a route for 
intermediate rule rate-making purposes 
in an open route tariff, no reason is 
apparent for holding that the identical 
lines made routes within the meaning of 
that word as used in the general routing 
rule. We think that the Commission 
should have recognized the force of this 
reasoning in the Great Atlantic case, 
and should have held that the general 
routing rule could not be construed to 
authorize distorted and unnatural routes 
for intermediate rule rate-making pur- 
poses.” 

The railroads suggested that here, 
again, the Commission might have 
reached a justifiable result on inde- 
fensible grounds, because of the com- 
mercial factor, it apparently having 
been the accepted and recognized com- 
mercial practice for butter produced at 
the origins involved to move into Chi- 
cago for storage in transit. For those 
reasons, they said, the Commission 
might properly have assumed the car- 
riers intended to adapt their rate struc- 
ture to commercial needs and business 
practices and that, in the absence of 
clear limitations, intended their rates to 
apply the way the traffic natural moved. 
The report in the great Atlantic case, 
said the railroads, touched on this point, 
ogg gga not accord proper significance 

oO it. 
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They asserted the commercial factor 
might logically have been the basis for 
a finding that the claimed routes were 
not, under the circumstances, unduly 
circuitous or unnatural and that such 
a finding would have been consistent 
with the principles underlying the Pea- 
pody line of cases. Instead, continued 
the railroads, the Commission found no 
routes existed under open route tariffs, 
but held that specific routes existed 
under general routing rule tariffs, re- 
ferring to the commercial practice. They 
said it seemed irrelevant and superfluous 
for the Commission to refer to com- 
mercial practices in holding that the 
general routing rule established specific 
routes. If the Commission was right in 
so holding, the railroads asserted, the 
routes existed by precise specification, 
whether by intent, design or accident, 
and without regard to-commercial facts. 
On the other hand, they continued, if 
commercial considerations were per- 
suasive proof that the general routing 
rule was intended to provide routes via 
Chicago, they would seem to have equal 
bearing on the existence of routes under 
open route tariffs. The railroads added 
it did not appear logically possible to 
reconcile use of the commercial facts in 
defining the word route in one situation 
and to attach no significance to it in 
the other. Where the commercial fact 
was the same and the nature of the 
claimed routes was the same, they added, 
“the difference in the result suggests 
that the reasoning is faulty.” They 
added the fault lay in not recognizing 
that ‘a route is a route, whether it exists 
under an open tariff or under general 
routing rule, and that the definition is 
the same in both instances because de- 
finitions are basic.” 

After further discussion of routing 
which would make Denver intermediate 
to Chicago, to the effect that a rate 
clerk checking out rates from Bradford 
or Chicago to Cedar Rapids would not 
consider he must expressly provide 
against application of the rates via 
point like Denver, and saying there was 
no commercial basis “here” for holding 
Kansas City intermediate to Cedar Rap- 
ids, the railroads asserted that “in short, 
this case stands as a bold, unvarnished 
demand for a windfall, based upon what 
complainant considers to be a loophole 
in the tariff and upon decisions of this 
Commission by which complainant 
hopes that advantage can be taken of 
it.” They said there was no flaw in 
the tariff if properly construed. The 
tariff, they continued, provided routes 
for the movement of the shipments, and 
the shipments moved as routed. In 
determining whether “routes” existed 
for “the suppositious movement of ficti- 
tious shipments to hypothetical desti- 
nations, solely for intermediate-rule 
Purposes and merely as a prop for 
reparation demands,” said the railroads, 
“the Commission is not only entitled to 
attribute, but in the proper discharge of 
its duties and functions should attrib- 
ute, a meaning of the word ‘route’ that 
is consistent with its prior rulings and 
With the national transportation policy.” 


Amendment of Tariffs 


The railroads, referring to the ex- 
Pression of the division that the change 
in the tariffs restricting the routing af- 
ter the shipments moved showed the 
defendants, by not publishing a restric- 
tion, allowed the claimed rate to have 
application by way of Kansas City, the 
Taiiroads said the rights and liabilities 
of the parties under a tariff must be 


determined as of the time the traffic 
moved, as a matter of fact. As a matter 
of law, they said, it was well settled by 
decisions of the courts and the Com- 
mission that tariff amendments were 
no guide to prior meaning. That, they 
said, was a very important principle of 
tariff construction and the holding in 
the instant case should not be permit- 
ted to stand “because it can only oc- 
casion confusion and uncertainty.” 





Terminal Area Exemption 
Limits Argued in Briefs 
Filed with I.C.C. 


Filing of briefs with the Commission 
in Ex Parte MC-37, Commercial Zones 
and Terminal Areas, has been completed. 
The proceeding was the subject of four 
reports by division 5 and was reopened 
regarding the general question of com- 
mercial zones and terminal areas. At 
the same time, the Commission reopened 
MC-C-2, New York Commercial zone, in 
which briefs were filed earlier (T.W.. 
Jan. 7, p. 46). 

The Contract Carrier Conference and 
the Irregular Route Common Carrier 
Conference of American Trucking Asso- 
ciations, Inc., joined by Midwest Trans- 
fer Co. of Illinois, and Emery Transpor- 
tation Co., agreed with the third supnle- 
mental report in the proceeding, they 
said, except to the extent that it held, 
where there was a territorial limitation 
in connection with a given point, such 
carrier might not serve the terminal 
area outside the territorial limitation. 

They asked the Commission to find 
that all motor carriers and freight for- 
warders were accorded the right to per- 
form services in the terminal areas of 
those communities they were authorized 
to serve, and that the terminal areas be 
found co-extensive with commercial zones 
in those municipalities where commer- 
cial zones had been established, and 
where no commercial zones had been 
established that the terminal areas be 
determined as set forth in the third sup- 
plemental report. : 

The Detroit Board of Commerce con- 
tended the area to be considered as the 
terminal area for Detroit should take 
in certain points excluded by the find- 
ings of the division. It contended those 
points contained industries that could 
not be located within the corporate lim- 
its of Detroit, and that, in locating on 
available land outside the city, they 
were still a part of Detroit. 

The board asked the Commission to 
find that the commercial zone requested 
by Detroit shippers reasonable and en- 
compassed points and places that were 
adjacent to and commercial a part of 
Detroit and that the commercial zone 
was the terminal area for motor carriers 
and freight forwarders. It also asked 
a finding that all motor carriers and 
freight forwarders certificated to Detroit, 
without territorial limitations, were per- 
mitted to serve all points and places in 
the terminal area. Finally, the board 
asked that the Commission declare any 
prescribed zone a flexible unit that might 
be changed when conditions warranted. 


Carriers Oppose Report 


A group of motor carriers operating in 
the Philadelphia and adjacent New Jer- 
sey area, opposing the findings of the 
Commission, asserted that the effect of 
the decision would be that carriers would 
be faced with additional unrestricted 
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competition that would -prejudice their 
ability to render daily service in the area 
that would lead to chaotic rate condi- 
tions. Imposition of the order, they also 
asserted, would require certificated car- 
riers to extend service before they could 
determine whether such service could be 
feasibly rendered in conjunction with 
present operations. They further con- 
tended the effect of the order would be 
to discriminate in favor of those carriers 
authorized to serve other municipalities 
but whose certificates contained a terri- 
torial description, and that the order 
would increase the number of carriers 
operating in commercial areas without 
any proof of public convenience and 
necessity or evidence of effect on carriers 
presently performing interchange service 
with those carriers. 
Freight Forwarders 

Acme Fast Freight, Inc., National Car- 
loading Corporation, Universal Carload- 
ing & Distributing Co., Inc., and the 
Freight Forwarders Institute asked the 
Commission to find that reasonable, but 
not necessarily maximum reasonable, 
terminal areas for freight forwarders 
might be determined by radii from city 
limits according to populations, as fol- 
lows: Less than 5,000, five miles; 5,000- 
49,999, ten miles; 50,000-99,999, fifteen 
miles; 100,000-249,999, twenty miles; 250,- 
000 and over, 25 miles. In the case of 
unincorporated communities, the for- 
warders said, distances should be com- 
puted from the post office and be one 
mile greater than the distances shown in 
the aforementioned formula for an in- 
corporated community of the same popu- 
lation. In the case of contiguous com- 
munities, or of adjacent communities 
that for transportation purposes had the 
characteristics of a single community, 
said the forwarders, a single terminal 
area might be established. For this 
purpose, they said, the combined popu- 
lation of such contiguous or adjacent 
communities might be used in connection 
with the aforementioned formula to com- 
pute the radius of the terminal area, and 
added that distances might be measured 
from the city limits of any of the base 
communities if incorporated, or from the 
post office of any of the base communi- 
ties if unincorporated. 

The American Trucking Associations 
said its position in the proceeding was 
confined to the proposition that any ter- 
minal areas defined for freight forward- 
ers should be no greater in territorial 
extent than the commercial zones of 
cities in which forwarder terminals were 
maintained. 

A.T.A. asserted that what the forward- 
ers proposed was that their permits, 
which it said did not authorize carrier 
service at all, be construed as the equiva- 
lent of a motor carrier certificate up to 
25 miles from city limits in which they 
had established terminals. If the for- 
warder proposal was approved, said 
A.T.A., they would be able to compete 
with certificated line-haul motor carriers 
for substantial distances, wherever traffic 
was heavy enough to be attractive, with- 
out obtaining certificates authorizing 
such service. A.T.A. said the Commission 
should limit unregulated operations of 
forwarders, at the maximum, to the 
same commercial zones within which 
other unregulated motor carrier services 
were confined. 

















































































































































































































































































































































































































































































































































































































































































































Railway Mail Interim Rate 
Rise to be Argued Jan. 26 


By a notice in No. 9200, Railway Mail 
Pay, the Commission has set for oral 
argument in Washington, D.C., on Jan- 
uary 26, a motion of the applicant rail- 
roads for an additional interim increase 
of 35 per cent in their rates of pay for 
transporting the mails. 

The Commission said this motion was 
originally filed March 31, 1949, but action 
thereon was deferred at the request of 
the railroads pending certain field tests 
by the Postmaster General and the rail- 
roads to obtain data for use in deter- 
mining the costs of the service, and other 
purposes. 

It said the matter was set for oral 
argument on consideration of a rail- 
road request made December 5, 1949, 
that a hearing now be held on their 
motion for an additional interim in- 
crease, and a request of the Postmaster 
General, made December 12, for oral 
argument on the motion. 

The Commission, by an order in the 
proceeding issued with the notice, denied 
petitions filed May 12, 1948, and March 
16, 1949, by the Postmaster General. It 
said the petitions asked the Commission 
to require the railroads to furnish ad- 
ditional documentary evidence supple- 
menting certain exhibits filed by them 
in hearings, including work sheets and 
other data underlying a study of the 
costs of handling mail made at approxi- 
mately 1,200 railroad stations in the year 
1946, or in the alternative, to suspend 
an interim order entered December 4, 
1947, which increased rates of mail pay 
for transportation of the mail by rail- 
roads by 25 per cent. 

The petitions were denied, it said, 
without prejudice to a renewal of the 
request after results of a joint study 
of station mail labor costs made by the 
parties had been presented at the fur- 
ther hearings. 

The order said action on the petitions 
had been deferred pending negotiations 
between the parties for the joint field 
study as well as other studies. It said 
the joint station study was arranged by 
the parties covering 200 selected stations 
and that it had been “substantially com- 
pleted,” insofar as obtaining the basic 
data at the selected stations was con- 
cerned. 

The Commission said the joint study 
would probably furnish “adequate and 
sufficient data for determining station 
labor costs for handling mail, in lieu of 
the documents underlying the 1946 study 
of the railroads.” 


Prehearing Conference Reports 


The Commission has issued brief re- 
ports of two prehearing conferences held 
before Examiner Stillwell at Washing- 
ton, in motor carrier application pro- 
ceedings. 

In MC-111138, Colonial & Pacific 
Freightways, Inc., the prehearing con- 
ference was held December 21, 1949. The 
report said it was agreed the applicant 
would promptly amend the application 
in certain respects and that the ap- 
Plicant and the railroad protestants 
would present the testimony of “only 30 
so-called shipper witnesses” each, rela- 





tive to the issue of public convenience 
and necessity. Motor carrier protestants 
are to present two witnesses on the 
issues. It was also agreed that hearings 
would be held at Birmingham, Ala., 
April 17; Seattle, Wash., May 15; Chi- 
cago, Ill., June 19, and Washington, D.C., 
October 18. Other portions of the re- 
port dealt with further procedural de- 
tails. 

In MC-11398, Fischbach Trucking Co., 
the prehearing conference was held De- 
cember 29, 1949. The report said it was 
agreed the applicant would amend the 
application promptly in certain respects 
and that the proceeding would be as- 
signed for hearing at Columbus, O., Feb- 
ruary 6, with four days allowed for the 


hearing. 
Each report said if what was set forth 
did not represent the agreements 


reached and the procedure approved, 
requests for correction should be sub- 
mitted in writing to Examiner Stillwell 
on or before January 18, lacking which, 
it said, the report would be considered 
as final and filed in the proceeding. 





Boston Terminal Case Set 
For Hearing February 7 


By an order and notice of hearing in 
Finance No. 12625, Boston Terminal] Co. 
Reorganization, the Commission, division 
4, has reopened the proceeding for re- 
ceipt of amendments to the plan of re- 
organization as requested in a petition 
of the Rockland-Atlas National Bank of 
Boston, formerly the Webster and Atlas 
National Bank, trustee under the debtor’s 
first mortgage. The amendments have 
been filed in Finance No. 15775, Boston 
Terminal Co. Abandonment (T.W., Dec. 
24, 1949, p. 27). 


The Finance No. 12625 proceeding was 
assigned for further public hearing Feb- 
ruary 7, in Boston, at the Hotel Lenox, 
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Boylston Street at Exeter, before Exam- 
iner Harvey H. Wilkinson. The order 
said the hearing would be for receiving 
evidence in support of or in opposition 
to the amendments and receiving such 
other evidence as would assist in con- 
sideration of a plan of reorganization. 

Parties desiring to present exhibits at 
the hearing were requested to forward 
three copies to the Commission and to 
serve copies on all parties not later than 
January 31. 

The Rockland-Atlas National Bank's 
amendments were based on an agreement 
of the New York Central and the New 
Haven railroads to assume certain lia- 
bilities in connection with the Boston 
Terminal Co. reorganization. 
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Postwar Operating Subsidy 


Contracts Now Total Five 


Three new operating-differential sub- 
sidy contracts, providing for resumption 
of subsidized operations by Farrell Lines, 
American Mail Line, and Seas Shipping 
Co., have been signed by the Maritime 
Commission, according to officials of that 
agency, bringing to a total of five of 
such contracts to be executed since 
World War II. 


The first contracts covered operations 
of Lykes Bros. Steamship Co., and Grace 
Line, Inc. The later contracts relate to 
operations of Seas Shipping Co. on trade 
route 15-A, covering South and East 
African services, operations of Farrell 
Lines on the same trade route and trade 
route 14, covering West African services, 
and operations of American Mail on 
trade route 30, extending between Pa- 
cific coast ports and ports in the Far 
East and Philippine Islands. 


CIVIL AERONAUTICS 
BOARD NEWS 





C.A.B. Examiner's Report 


in Airline 


Acquisition Case Draws Sharp Exceptions 


Report of Examiner Thomas L. Wrenn, Proposing Approval of Acquisi- 


tion by Pan American of American Overseas, Brings Severe Criticism 


From Parties Who Allege Failure to Follow Weight of Evidence. 


Among the exceptions filed with the 
Civil Aeronautics Board in No. 3589 et al., 
The North Atlantic Route Transfer Case, 
are those of James L. Highsaw, Jr., and 
William F. Kennedy, public counsel for 
the C.A.B. They assert, among other 
things, that the proposed report of Ex- 
aminer Thomas L. Wrenn, in which he 
recommended board approval of pur- 
chase of American Overseas Airlines, 
Inc., by Pan American Airways, Inc., for 
$17,450,000 in cash, “is premised on the 
assumption that Mr. Trippe’s testimony 
can be relied upon by the board.” Juan 





Trippe is president of Pan American 
(T.W. Dec. 31, p. 35). 

Other exceptions, in many cases con- 
taining severe criticism of the examiner’s 
report, were filed by: Department of 
Justice; American Export Lines, Inc.; 
Brian O. Svyarks, et al.; Seaboard & 
Western Airlines, Inc.; Eastern Air Lines, 
Inc.; Transcontinental & Western Ail, 
Inc.; United Air Lines, Inc.; American 
Overseas Airline Chapter, Flight Engi- 
neers International Association; Council 
36, Air Line Pilots Association and cer- 
tain Pan American pilots; and by Pan 
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American and American Overseas Air- 
lines, Inc., and American Airlines, Inc. 


Public Counsel Objections 


The C.A.B. attorneys set out ‘seven 
grounds for excepting to the examiner’s 
report. They said the basic recom- 
mendation—that the board find the pro- 
posed purchase and transfer of A.O.A.’s 
certificate to Pan American were not 
inconsistent with the public interest—was 
“contrary to the overwhelming of weight 
of the evidence.’ They said the report 
failed to make findings required to sup- 
port its conclusions and recommenda- 
tions; failed to make findings on “crucial 
portions” of the evidence; ignored sig- 
nificant portions of the evidence and did 
not advise the board of the existence of 
such evidence in the record; failed to 
advise the board of conflicts in evidence 
and of the basis on which its factual 
findings rest. They said the report con- 
tained numerous inaccurate and mis- 
leading statements on the position of 
the parties and the evidence of record. 
Finally, the attorneys said the report 
failed to make any findings at all on the 
issues in the proceeding instituted by the 
board (orders Nos. E-2512 and E-2833) 
to determine whether the certificates of 
American Overseas, Pan American, or 
Transcontinental Western Air, Inc., 
should be revised, if the proposed trans- 
fer should be approved. 


Those exceptions, the attorneys said, 
would call to the attention of the board 
not only the erroneous conclusions of 
the report but also the respects in which 
it failed to perform the proper function 
of such a document. They asserted the 
failures were such that a motion would 
be in order to remand the report for 
necessary findings. However, they added, 
in the light of the additional time re- 
quired, such a motion would not be filed, 
and that “the deficiencies will merely 
be pointed out to the board.” 


Credibility of Witnesses 

The statement of the C.A.B. attorneys 
is contained in the second part of their 
exceptions, in which they say the report 
failed to meet the issues, failed to make 
necessary findings, contained inaccuracies 
or misstatements of. fact, or ignored the 
evidence and failed to advise the board 
of its existence. 


Under the heading, “The Credibility 
of Witnesses,” the C.A.B. public counsel 
said, although one of the main functions 
of the examiner was to determine the 
credibility . of witnesses, the report 
avoided mention of the contradictions 
between Mr. Trippe’s testimony and that 
of Messrs. Patterson, Woolman, Dietrich, 
and Bradley. 


“No one would think from reading the 
report,” the attorneys continued, “that 
there had ever been the slightest intima- 
tion by anyone that Mr. Trippe might 
not be a credible witness. 

“The whole report is premised on the 
assumption that Mr. Trippe’s testimony 
can be accepted and relied upon by the 
board. But the report fails to tell the 
board that if Mr. Trippe is a reliable wit- 
ness, then false testimony has been given 
in this proceeding by Messrs. Patterson, 
Wcoolman, Dietrich, and Bradley, all of 
whom flatly contradicted Mr. Trippe on 
Important points in his testimony... ” 

The C.A.B. attorneys here referred to 
their brief filed earlier in which they 
asserted the individuals mentioned had 
contradicted statements by Mr. Trippe as 
to airline merger proposals, acquisition 
by Pan American of T.W.A.’s interna- 


tional routes, the obtaining of domestic 
routes by Pan American, and Mr. Trippe’s 
denial that he had said he would have 
the chosen instrument bill changed. 


Their references are to W. A. Patter- 
son, president, United Air Lines; C. E. 
Woolman, president and general mana- 
ger, Delta Air Lines; Noah Dietrich, 
executive vice-president, Hughes Tool 
Co., and Palmer Bradley, a director of 
T.W.A. 

An ‘Ugly Record’ 

After reference to statements and 
counter-statements as to who had ini- 
tiated conversations as to the possibility 
of the sale of Overseas to Pan American, 
the C.A.B. attorneys continued: 


“The board has before it in this case 
an ugly record—the ugliest it has en- 
countered in over a decade of regulation 
under the act. Somebody gave false tes- 
timony, and the overwhelming probabil- 
ity is that some false testimony has been 
given deliberately. The examiner has 
made a choice. He has chosen to believe 
Mr. Trippe rather than Messrs. Patter- 
son, Woolman, Dietrich, Bradley, Slater, 
and C. R. Smith. He has chosen to be- 
lieve Messrs. Hanes and Cheston rather 
than Messrs. Rickenbacker and Damon.” 


Their additional references are to J. 
E. Slater, executive vice-president, Amer- 
ican Export Lines, Inc.; C. R. Smith, 
president, American Air Lines; J. W. 
Hanes, director, Pan American; Charles 
S. Cheston, director, American Air Lines; 
E. V. Rickenbacker, president, Eastern 
Air Lines; and R. S. Damon, president, 
T.W.A. 


The C.A.B. attorneys said the “giving 
of false testimony in this proceeding is 
a matter that goes beyond the issues of 
the case. Such testimony constitutes an 
insult to the board and a grave challenge 
to the integrity of its proceedings. Fail- 
ure to meet this issue squarely is a course 
which is calculated to destroy respect for 
= board in the industry and everywhere 
else.” 


‘Savings’ in Air Mail Pay 

They characterized an estimate said 
in the report to be that of Mr. Trippe, 
but which they said was not his but 
the result of Mr. Trippe’s subtracting the 
result of one forecast from the sum of 
two other forecasts, as to the savings in 
air mail pay to the government in the 
event the proposal was approved, as “the 
$9,000,000 fantasy.” Most of the others 
filing exceptions also took exception to 
the use of this figure in the report and 
to statements by the examiner that, in 
the event of approval, the board should 
hold Pan American to the estimate. The 
attorneys then asserted the report failed 
to tell the board a number of other 
facts about the estimate and the assump- 
tions on which it was based. 


Among other things, the attorneys said 
it was also suggested that Pan American 
be held to its $9,000,000 representation 
in the 1952 route proceeding. 

“But what good will that do?” the 
attorneys asked. “By that time A.O.A. 
will be out of the picture, and T.W.A. 
may be out, too, or on the ropes.” 


Monopoly Issue 


Public counsel for the C.A.B., the De- 
partment of Justice, and others, excepted 
to failure of the report to find that the 
proposed transaction would create a sub- 
stantial danger of monopoly in the north 
Atlantic. The C.A.B. attorneys excepted 
further to the discussion of the monopoly 
problem “on the ground that it is char- 
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acterized by inaccuracies, fallacious rea- 
soning, failure to meet the issue, and 
failure to advise the board of vital evi- 
dence.” 

The Department of Justice took ex- 
ception to what it said was the exami- 
ner’s failure, “or refusal,” to allocate 
proper weight or consideration to “the 
vast accumulation of evidence bearing 
upon the questions of restraint of trade 
and commerce; intent to restrain trade 
and commerce; agreements, the effect of 
which would be to restrain trade and 
commerce or to interfere illegally with 
competition or to eliminate competi- 
tion in trade and commerce; monopo- 
listic practices and the creation of a 
monopoly; intent to monopolize and a 
determination to directly or indirectly 
create or effectuate a monopoly. The 
record contains so much important evi- 
dence with regard to these questions 
that the failure to accord such evidence 
the serious and extensive treatment it 
requires prompts immediate exception 
thereto.” 


The C.A.B. public counsel also said 
the “abstractions” in the report about 
there being no magic in three carriers 
as against two in the north Atlantic 
were uttered without reference to the 
fact that the two that would be left 
“after this deal,’ would be Pan Ameri- 
can, which, they asserted, “as the record 
proves, has demonstrated its unshake- 
able determination to eliminate all com- 
petition, and a carrier (T.W.A.), which 
in any other business would be in re- 
ceivership.” In addition to avoiding un- 
pleasant and unswearable facts, they 
said, the report on this issue contained 
misstatements of fact. The most se- 
rious, they said, was that all the evi- 
dence in the record was known at the 
time of the President’s decision in the 
Pacific Northwest-Hawaii Case, 9 C.A.B. 
580 (1940). The C.A.B. attorneys as- 
serted that “this statement is simply 
untrue.” Others also asserted that this 
was an inaccuracy in the report. 


Route Pattern 


In a fourth matter, the route pattern 
issue, the C.A.B. attorneys said the re- 
port on that issue was guilty of a plain 
legal error. Nowhere, they asserted, did 
it find that the route pattern that would 
result from the proposed acquisition was 
consistent with the public interest. They 
said the report omitted such a finding 
in the fact of the fact that section 401 (i) 
of the civil aeronautics act, relating to 
route transfers, expressly required it. 
They said the report declined to make 
findings on an issue the board included 
in the proceeding by order No. E-2512: 
Whether, if the transfer was to be ap- 
proved, public convenience and neces- 
sity required that the certificates of 
A.O.A., Pan American, or T.W.A. should 
be altered, amended, or modified in 
whole or in part. 

They said this failure was excused with 
the statement that since Mr. Trippe said 
he would not go through with the trans- 
action if route modifications were made, 
there was no need to consider whether 
such modifications were required by the 
public interest. That argument was er- 
roneous on its face, the C.A.B. attorneys 
said, adding that “the issues on which 
the examiner is obligated to make find- 
ings are defined by the civil aeronautics 
act, not by Mr. Trippe.” 
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A third section of the public counsel’s 
exceptions said space did not permit a 
detailed catalog of the many omissions 
and inaccuracies in the report, but that 
several would be mentioned by way of il- 
lustration. Among the illustrations was 
one concerning quotation in the report 
of American Air Line’s exhibit, without 
mention of public counsel’s exhibit. They 
said this procedure was_ followed 
throughout the report, adding that the 
direct testimony of Messrs. Smith and 
Trippe was summarized but that tnere 
was no discussion of the facts developed 
on cross-examination “of these gentle- 
men or in rebuttal testimony or exhibits.” 

In a fourth and final section, the pub- 
lic counsel excepted to what they said 
were features of the report among others, 
that it was carefully couched in negative 
language and that it failed to recom- 
mend imposition of certain conditions to 
protect displaced employes. 


D. of J. Exceptions 


The Department of Justice named 
eleven general exceptions to Examiner 
Wrenn’s report, and 35 specific exceptions 
to his “conclusions,” in addition to taking 
general and special exception to the ex- 
aminer’s recommendation of approval of 
the purchase, and that Overseas’ certifi- 
cate be consolidated with the transatlan- 
tic certificate of Pan American in the 
event of approval. 

The department first raised the ques- 
tion of the propriety of the examiner’s 
sitting in “this particular case” in view 
of the fact that he had functioned as 
hearing examiner in the original North 
Atlantic Route Case, 6 C.A.B. 319, and in 
view of the decisions and recommenda- 
tions arrived at by the examiner in that 
previous case. It said that “general ex- 
ception is taken to what appears to be 
bias and prejudice on the part of the 
examiner in favor of the applicants here- 
in.” The department added that, in one 
illustrative statement, the examiner ap- 
peared to “cite the board for omissions in 
its decision in the route case.” 

In making its exceptions to the exam- 
iner’s recommendations, the department 
said it did so “for the reason that such 
recommendations are at variance with 
the preponderant weight of the evidence 
in this case and that such recommenda- 
tions if accepted by the board would be 
inconsistent with the public interest and 
in violation of section 409(b) of the civil 
aeronautics act and other appropriate 
sections of the act.” It continued: 

“These recommendations are excepted 
to for the further reason that the three- 
carrier route pattern established by the 
board and the President in 1945 was es- 
tablished for a specific seven-year period 
and that this policy should not be dis- 
turbed at this time and for the further 
reason that any disturbance of this policy 
such as is proposed in this case would be 
in violation of the established policy of 
regulated competition and would be a 
definite step toward the effectuation of a 
monopoly.” 


Method of Report 


Among the general exceptions taken 
by the department, one was to the ex- 
aminer’s method of reporting. The De- 
partment of Justice said in the section 
labeled “Conclusion” the examiner had 
so intermingled his discussion of the evi- 
dence and review of the issue with cer- 
tain conclusions that it was difficult to 


segregate the findings of fact on which 
the examiner based his recommendations. 
The department also said it took excep- 
tion to the examiner’s failure, “or re- 
fusal, to recognize and accord proper 
weight to the serious moral issues in this 
case.” Those issues were so intermingled 
with the legal and economic issues, it 
said, that failure to recognize and accord 
them proper weight was a major defect 
and omission. It also excepted to the 
examiner’s failure, “or refusal,” to give 
proper weight to the questions of “credi- 
bility of witnesses which have been re- 
peatedly raised and many of which were 
unexplained or unchallenged.” 

The department found fault with the 
examiner’s classification of the nego- 
tiations leading up to the agreements 
in the case as having been “at arm’s 
length.” The department asserted the 
record showed clearly that the “nego- 
tiations” in the case were “silent, secret, 
selective and certainly suppressed from 
certain company executives.” 

As did most of the airline interveners, 
the department took exception to the 
failure of the examiner to give more 
weight to “the impropriety of the over- 
riding of minority stockholders in this 
deal.” Some agreed with the exam- 
iner that, under Delaware law, majority 
stockholders might dispose of the assets 
of a corporation without reference to 
the other stockholders. Some did not. 
The department said the informal rec- 
ommendation of the examiner—that, in 
the future, the board refuse to act in 
acquisition cases until stockholders had 
approved—did not mitigate his failure 
to make a stronger finding with regard 
to this phase of the transactions. Later 
it said where, as in this case, govern- 
ment approval was required, with the 
public interest ‘a paramount considera- 
tion, the board had an obligation to re- 
quire that “deals” presented to it be 
conceived and consummated with par- 
ticular regard for the public interest 
and that board examiners should not 
justify or condone transactions made 
without due regard for the public in- 
terest or on grounds that no legal re- 
quirements had been violated. 

As to the statement of the examiner’s 
to the effect that it was confusing to 
have a charge made that Pan American 
would be a monopoly if the acquisition 
was approved, the department said the 
record did not disclose the charge was 
made, but rather that, if the acquisition 
was approved, “a long step will have been 
taken toward the development of the 
monopoly which Pan American has stub- 
bornly sought to acquire.” The depart- 
ment added the examiner should review 
the record in order to obtain clarification. 

As its final specific exception to the 
conclusions, the department dealt with 
the examiner’s finding that there could 
be no finding the transaction would re- 
sult in creating a monopoly. The de- 
partment said that, under all the evi- 
dence, a finding should be made that 
“this proposed transaction will eventually 
result in the establishment of a monop- 
oly and that the transaction as pre- 
sented will restrain competition, is in- 
tended to restrain competition, is in- 
tended to create a monopoly and jeopard- 
ize another air carrier.” 


American Export Lines 


American Export Lines, the founder 
of American Export Airlines, now 
American Overseas Airlines, filed 12 
pages of exceptions. In asking that 
matters of fact and conclusions of law 
in its brief and memorandum heretofore 
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filed with the examiner in the proceed- 
ing be included with its exceptions, 
American Export said the reason for the 
request was that “the examiner’s report 
is a misconceived brief on behalf of the 
deal and is not a judicial finding of 
fact and law.” 

Its exceptions were centered around 
an allegation, as phrased in its second 
numbered exception in these words: 

“That the sale of the business and 
assets of A.O.A. for the value of the 
assets alone, as proposed by the original 
deal and the amended deal, is a sale 
for a flagrantly inadequate considera- 
tion because no payment is made for the 
intangible assets of A.O.A., or for the 
cost of training its personnel, or for 
the strength of its organization in all 
departments, or for the large following 
it has in the area it serves, or for the 
earning power of its assets, or other ele- 
ments of going concern value evidenced 
by substantial earnings in 1948 and 
1949, and said sale is against the in- 
terest of A.E.L. owners of 20 per cent 
of the stock of A.O.A., and is against 
the public. interest in respects to be 
specified later herein.” 

As to those involved in the transac- 
tion, in its fourth numbered exception, 
American Export said the examiner 
failed to find: 

“That the principle of the sell out 
of A.O.A. at asset value was pro- 
posed by one Hanes in traffic with 
Smith, executive and director of A.A. 
and of A.O.A., and Cheston, director of 
A.A., in which Hanes omitted to disclose 
the material fact that he was acting as 
paid agent of Pan Am; that this prin- 
ciple was accepted by Smith and Ches- 
ton on its first proposal by Hanes and 
that they made no effort to bargain 
and to effect a fair trade with Pan Am; 
and that their decision to sell out A.O.A. 
for the value of its assets alone was 
made recklessly and without prior study 
and without figures except comparative 
balance sheets of Pan Am and A.O.A.:; 
that the decision to sell out A.O.A. to 
Pan Am at asset value in 1948 had no 
justification by any fact shown by the 
record and completely reversed Smith’s 
position, asserted privately and pub- 
licly with reference to A.O.A. and Pan 
Am in 1947, and that the amended deal 
giving effect to the principle established 
by the original deal of selling the busi- 
ness and assets of A.O.A. for the esti- 
mated value of the assets alone provides 
grossly inadequate consideration.” 


Minority Stockholders 


The group comprised of Brian O. 
Sparks, and others, named 41 excep- 
tions to Examiner Wrenn’s report, say- 
ing the recommended approval was con- 
trary to the facts of record. Among 
other things they took exception to the 
examiner’s “narrow and legally un- 
justified concept of the fiduciary obliga- 
tion that American Airlines as the ma- 
jority stockholder of Overseas held to- 
ward the minority stockholders in Over- 
seas.” They asserted the examiner’s own 
finding, which they said was “irrefutable 
on the basis of the record’—that “Mr. 
Smith’s primary concern seemed to be 
the welfare of American Airlines’—ill 
comported with “the content of the 
fiduciary relationship.” 

They also excepted to what they said 
was the failure of the examiner “to set 
forth the true story of these negotia- 
tions, of the undue secrecy that at- 
tended them, of Mr. Smith’s unwilling- 
ness to listen to other than hand-picked 
advisers, of the enormous disparity— 
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some $7,200,000—between the first and 
second deal of itself indicating reckless 
bargaining by either Mr. Smith in the 
first transaction or Mr. Trippe in the 
second—all of which make clear the 
character of this transaction as not 
being in the public interest... .” 


T.W.A. Exceptions 


Transcontinental & Western Air, Inc., 
divided its 54 exceptions to the report 
of Examiner Wrenn in No. 3589 into ex- 
ceptions to recommendations, to con- 
clusions, and to “analysis of record.” 

T.W.A.’s exceptions were to a num- 
ber of matters touched on by others 
filing exceptions. After excepting to the 
| recommendations that the purchase of 
American Overseas be approved, and 
that its certificate be consolidated with 
Pan American’s transatlantic certificate, 
T.W.A. quoted a conclusion of the ex- 
aminer to the effect that the evidence 
did not provide specific answers to such 
broad questions as the future air trans- 
portation policy over the north Atlantic. 

T.W.A. asserted the record permitted 
findings with reference to that policy 




























































merger. It said that if, as the examiner 
claimed, the record was inadequate to 
permit him to make findings on that 
subject, “he should have recommended 
disapproval on that ground alone, be- 
tause the merger will set in motion a 
course of action which will determine 
the future air transportation policy over 
the north Atlantic.” 


As to monopoly, T.W.A. said that sec- 
tion 2 of the act provided standards 
for determining public interest and that 
it was not necessary actually to find 
that a monopoly would result directly 
from the merger if it would not other- 
wise meet the requirements of that sec- 
tion. It also took exception to a portion 
of the report in which, said T.W.A., 
the examiner “purports to defend Pan 
American against the allegation that 
the acquisition will effect or promote 
a monopoly and restrain competition.” 
T.W.A. said that Mr. Trippe had ad- 
mitted he still favored the “chosen in- 
strument” and that “he is doing every- 
thing in his power to beat down com- 
petition, employing the same ovractices 
that have been effective in the past.” 
T.W.A. said no further evidence should 
be necessary. 

Excepting to a statement in the re- 
port that “it is a truism that reduction 
in competitors usually affords greater 
opportunity .to those remaining in busi- 
ness,” T.W.A. asserted that the whole 
history of antitrust prosecution by the 
Department of Justice was a refutation 
of “this extraordinary maxim which has 
motivated the examiner.” 

T.W.A.’s exceptions from No. 23 to No. 
54 are to “analysis of record.” It said 
the exceptions related, “in the most 
part,” to instances in which the exam- 
iner appeared to have adopted the 
claims of the applicants as having been 
established or to the failure of the ex- 
aminer to state the complete facts re- 
lating to such claims. 

In this group, T.W.A. took exception 
to the recital of its position on the 
groind that it left the inference that 
T.W.A. had not opposed the merger. 
T.W.A. said its position had been clearly 
Stated in the two briefs it filed with the 
examiner, and quoted from one of its 
briefs, a statement it said was repeated 
m its supplemental brief. Under the 
heading of “Conclusion,” the quoted 
Statement asked the examiner to recom- 

























that would require disapproval of the- 


mend to the board that the proposed 
merger of Pan American and American 
Overseas was not consistent with the 
public interest and that the present 
three-carrier system in the north Atlan- 
tic should continue until the board de- 
sired to determine whether the tempo- 
rary certificates now outstanding should 
be extended beyond 1952, or made per- 
manent. It further asked that, if the 
examiner deemed it desirable to recom- 
mend to the board establishment of a 
two-carrier system for the balance of the 
trial period ending in 1952, he recom- 
mended the two-carrier system proposed 
by T.W.A. as set forth in one of its ex- 
hibits, as being the most desirable two- 
carrier system in the public interest and 
in accordance with the purposes of the 
civil aeronautics act. 


Eastern Air Lines 


Eastern Air Lines, Inc., excepted to 
the recommendations of approval of the 
purchase and consolidation of Overseas’ 
certificate with Pan American’s trans- 
atlantic certificate, and to a ruling 
against admission of certain of its ex- 
hibits. 

It also excepted to statements in which 
the examiner referred to Overseas as a 
competitive carrier, “as if the statement 
constituted a condemnation of Overseas,” 
and asserted that the board’s decision in 
the North Atlantic Route Case, 6 C.A.B. 
319 (1945), made it abundantly clear that 
Overseas was intended to be competitive. 
One of the primary purposes of the 
board in establishing the north Atlantic 
route pattern, Eastern Airlines said, was 
to create competition for Pan American. 
It said the quoted statements of the ex- 
aminer, “which are illustrative of the 
general tone of the examiner’s report,” 
indicated the basic fallacy in the report 
and suggested that the examiner was 
recommending that the board adopt a 
policy contrary to that which the Presi- 
dent and the board together had followed 
consistently in the past. Eastern said 
the record demonstrated that Pan Amer- 
ican, which it said was by far the largest 
United States flag carrier, needed vigor- 
ous competition, adding that “there is 
no occasion for the examiner to apologize 
for Overseas on the ground that it is ‘a 
competitive carrier.’” 


Eastern said exception was taken to 
the examiner’s “very casual and inac- 
curate characterization of the testimony 
and other evidence” with respect to the 
activities of Pan American “in restrain- 
ing, interfering with and forestalling 
competition,” and continued: 


“The examiner makes no careful 
analysis of the great mass of evidence 
showing Pan American’s long-standing, 
repeated and flagrant disregard for the 
laws and the policy pronouncements of 
the United States government. The ex- 
aminer’s report simply states (Report, 
p. 154) that some of the ‘charges’ made 
against Pan American ‘lose much of 
their significance and color when the 
testimony is read.’ Actually, the various 
incidents involved take on added color 
and significance when considered to- 
gether. It is rather remarkable that an 
examiner of the board would deal with 
such matters so lightly and _ super- 
ficially. Eastern’s brief of August 4, 
1949, outlines many instances in which 
Pan American has entered into agree- 
ments to divide territory and otherwise 
restrain and forestall competition, con- 
trary to the anti-trust laws and the es- 
tablished policies of this nation. Such 
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acts of Pan American cannot be brushed 
aside in the manner set forth in the ex- 
aminer’s report.” 


Monopoly Discussed 

In exceptions to what it said was 
a suggestion of the examiner that the 
threat of monopoly inherent in Pan 
American’s proposal was not significant 
because the board retained power to pre- 
vent monopoly and had expressed itself 
in favor of competition, Eastern as- 
serted the record showed the proposed 
transaction would create conditions 
that would lead inevitably to monopoly. 
It said it was obvious there was noth- 
ing the board could do to prevent 
monopoly from resulting if the trans- 
action was approved. 


“Certainly the board could not com- 
pel a bankrupt and debilitated airline 
to continue to compete with Pan Ameri- 
can, and there are many other reasons 
why the board’s regulatory powers could 
not prevent the result which has been 
forecast by Eastern, T. W. A. and other 
parties to this proceeding if the pro- 
posed transaction were approved,” added 
Eastern. 

Excepting to a statement of the ex- 
aminer that the record did not show 
that the consequences would render 
T.W.A. incapable of being an effective 
competitor or create a monopoly that 
would restrain competition by, and 
jeopardize T.W.A., Eastern said the 
record established that the proposed 
transaction would create a monopoly 
and would restrain competition and 
jeopardize “not only T.W.A. but also all - 
other airlines who compete with Ameri- 
can Airlines and who have depended for 
transatlantic connections on Pan Ameri- 
can.” It also excepted to “the emphasis 
placed by the examiner on the existence 
of foreign flag competition across the 
north Atlantic as justifying the pro- 
posed transaction.” Eastern said the 
record in this case, and the board’s ac- 
tion in the North Atlantic Route case, 
clearly established that foreign flag 
competition could not be relied on to 
assure adequate and progressive air 
transportation across the north At- 
lantic. 

Eastern’s final exception was to a 
statement of the examiner that “Over- 
seas holds a temporary certificate and 
therefore can not be said to have any 
going-concern value.” Eastern said there 
was nothing in the record to support 
such statement. 


Seaboard & Western 


Seaboard & Western Airlines, Inc., 
said it took exception to “the complete 
failure of the examiner to make find- 
ings, and on the basis thereof to reach 
conclusions with respect to the conten- 
tion of Seaboard & Western that any 
change in the status quo of the north 
Atlantic route pattern is ipso facto prej- 
udicial to its rights arising from its ap- 
Plication for a certificate.” ‘The carrier 
said it was now an applicant before the 
board for a certificate to conduct a 
transatlantic cargo operation. It said 
the examiner noted its position in his 
report and the bases for its opposition 
to the proposed transaction, and to any 
grants of additional routes or points that 
involved, in any way, a change in the 
existing route pattern. It added that, 
nowhere in his conclusions, did the ex- 
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aminer advert again to the arguments 
made by Seaboard “in these regards” 
in its brief. 

As its third exception, Seaboard said: 

“Exception is taken to the failure of 
the examiner to in any way consider or 
make findings concerning the Past, pres- 
ent and future cargo operations of Pan 
American, T.W.A., American Overseas, 
and Seaboard & Western. The shock- 
ing and inexcusable failure of Pan 
American, T.W.A. and American Over- 
seas to promote or develop in any ma- 
terial way the air freight business should 
preclude the granting to any one of 
them additional routes or points for 
cargo operations. The examiner was 
fully aware of. Seaboard’s position on 
this issue (Report, p. 106), but failed to 
even mention it in his findings or con- 
clusions.” 

Seaboard asserted the civil aero- 
nautics act required the board to find 
the transfer in question was consistent 
with the public interest, which, it said, 
was in turn “permeated by the concept 
of the encouragement and development 
of all phases of air transportation in- 
cluding air freight. .. .” 


Foreign Relations and Air Routes 


It also excepted to the examiner’s 
“prematurely judging” the importance 
of certain routes originally awarded to 
Overseas. Seaboard said a quotation in 
the report from the decision in the North 
Atlantic Route case at page 151 of the 
report indicated that the board was 
aware that only “in time” would sub- 
stantial trade be carried to the Soviet 
Union, and had “wisely authorized a 
seven year trial period.” In view of the 
complications in the field of foreign re- 
lations, and the dynamic nature of the 
airline industry, said Seaboard, the 
board should not at this time dismiss 
as a mere “hope” the possibility of trade 
to areas behind the “iron curtain,” 
merely on the basis of unscientific po- 
litical conjecture. Here it referred to 
page 151 of the report where the ex- 
aminer said it was obvious that closer 
relationship with the Russian people 
was still only a future hope. Seaboard 
said that, shortly after “this very report 
was written,” the United States had con- 
cluded an air agreement with Yugo- 
slavia. 

“If the board in its greater wisdom 
would not predict the course of world 
events and their concomitant effect on 
air traffic patterns,” continued Seaboard, 
“a significant step of this character 
should not be bottomed on a ‘guess’, 
proved but recently to be, in part, erro- 
neous.” 


Route Pattern Change 


In its final exception, to the recom- 
mendation that the Overseas certificate 
be consolidated with Pan American’s 
transatlantic certificate, Seaboard said 
the effect of such consolidation was to 
authorize, subject only to formal change 
of service pattern requirements, service 
on routes not heretofore served by either 
Pan American or American Overseas. 
Under the recommendation, said Sea- 
board, service might now be provided 
between all points presently served by 
American Overseas and all points pres- 
ently served by Pan American. It added 
that “absolutely no findings have been 





made to support this great revision in 
route patterns.” 

Furthermore, said Seaboard, the effect 
of the recommendation was substantially 
to prejudice its rights. The recom- 
mendation, it said, represented “a cava- 
lier disregard” by the examiner of what 
Seaboard said was a requirement, im- 
plicit in a dismissal of the Court of 
Appeals for the District of Columbia 
circuit of a petition of Seaboard for 
review of orders of the C.A.B. denying 
consolidation for hearing in the present 
proceeding of the Seaboard application 
for authority to conduct a transatlantic 
cargo operation. The requirement, Sea- 
board said, was that the board insure 
that no rights of Seaboard be invaded 
by action taken in the instant proceed- 
ing. 

Protective Conditions 

United Air Lines, Inc., excepted to the 
recommendations of the examiner that 
“certain employe protective conditions 
based upon the Burlington formula” be 
made conditions to approval of the pur- 
chase. United said that the examiner, 
in connection with the proposed condi- 
tions, had failed fully to consider and 
give adequate weight to substantial evi- 
dence and important factors bearing 
thereon. It excepted for the further 
reason, it said, that “said proposed con- 
ditions, were they to be adopted in this 
proceeding, would establish a precedent 
which would deter and tend to prevent 
future route transfers, mergers and con- 
sojidations and would otherwise be inim- 
ical to the public interest and the 
policy of the civil aeronautics act.” 


Council 36, Air Line Pilots Association 
excepted on the ground that the recom- 
mended decision was uncertain in its 
meaning. It said the examiner should 
have recommended specifically a condi- 
ion that Pan American do nothing with 
respect to employment and status of 
American Overseas pilots or pilots now 
in Pan American service that would be 
a departure from the terms of the em- 
ployment between Pan American and the 
pilots in its service, dated June 16, 1945, 
except as the agreement might be 
amended by agreement. The council 
also said the protective conditions should 
have been recommended for pilots in the 
employ of both airlines. It said the 
examiner should have recommended 
specifically that the time limitations im- 
posed on application of employe protec- 
tive conditions to employes of American 
Overseas be inapplicable to airline pilots 
now in the service of Pan American. 

The American Overseas Airline Chap- 
ter, Flight Engineers International Asso- 
ciation, asked that the protective condi- 
tions be made to apply, not only until 
July 5, 1952, as recommended by the 
examiner, but for four years after the 
merger was approved or a period equal 
to the period of employment with Over- 
seas, whichever was less. They also 
asked that the conditions preserve addi- 
tional benefits in wages, hours, or work- 
ing conditions received by Overseas em- 
ployes as the result of new contracts 
prior to date of closing under the merger 
agreement. It excepted to failure of 
the examiner to find that all employes 
directly affected by the merger should 
participate on a fair and equitable basis 
in the employment that might be avail- 
able after its consummation. 


Pan American filed 19 exceptions to 
the examiner’s report. It said the ex- 
aminer erred in recommending that em- 
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ploye protective conditions be based on 
the Burlington formula, and that he 
had erred in failing to make an affirma- 
tive finding that T.W.A. would benetit 
substantially from the Pan American 
acquisition of Overseas. 


Pan American said the examiner had 
erred in finding that American Airlines, 
Inc., would favor Pan American on 
transatlantic traffic. It also said the 
examiner erred in failing to make an 
affirmative finding that its capital struc- 
ture would be sound even if it had to 
borrow the maximum of $59,000,000 avail- 
able to it under its credit agreement, 
and in not finding that, if Pan Ameri- 
can could not use the combined fleet 
made up of its own and Overseas’ planes, 
it could sell the surplus, realize cash, 
and reduce its debt and interest require- 
ment. 

The examiner had erred, said Pan 
American, in failing to recommend 
amendment of its certificate to eliminate 
a requirement that all flights between 
points east and west of London stop at 
London, whether or not the purchase 
of Overseas and consolidation of the 
certificate was approved. 

Pan American said the examiner had 
erred in failing to note that Mr. Trippe 
had stated that Pan American would not 
accept any condition adding traffic points 
to T.W.A.’s route without equivalent ad- 
ditions to Pan American’s route. It said 
the examiner had erred in failing to note 
that, in submitting evidence supporting 
amendment of its certificate to include 
Paris, Rome, Israel and Middle East oil 
points, Pan American contended this 
issue should not be reached. Pan Ameri- 
can also said the examiner had erred in 
not making clear what route changes 
were suggested by T.W.A., and in saying 
American Export Lines would receive 
$2,435,169 for 355,708 shares of Overseas 
stock. The figure should be $3,546,409, 
said Pan American. 

It also said the examiner erred in not 
making clear that the financial results 
of Overseas operations were not consist- 
ently reported. Some figures, it asserted, 
reflected re-allocation of mail pay for the 
year to which they applied, and other 
figures did not reflect such re-allocation. 


American Overseas 


American Overseas Airlines, Inc., and 
American Airlines, Inc. suggested 
changes in the language concerning the 
valuation of Overseas’ assets and with 
reference to the agreement of Pan Ameri- 
can to take over certain employes of 
Overseas. 

The airlines said, among other things, 
that the record did not support a state- 
ment in the report that Harold Ames, 4 
director of Overseas, had expressed oppo- 
sition to a November 9, 1948 proposal 
at a director’s meeting on November 17, 
1948. They also said the record did 
not support a finding that Mr. Smith had 
invited Mr. Slater to attend a meeting of 
a committee of Overseas directors at the 
suggestion of Mr. Damon. 

The airlines also asserted that a state- 
ment that it would have been more 
proper, and preferable, for the matter 
(sale of Overseas’ assets) to have been 
submitted to Overseas’ stockholders, was 
not supported by the law or the facts. 


They also said the examiner’s state- 
ment that “Mr. Smith’s judgment may 
have been bad, and he seems to have 
been in error as to some of his informa- 
tion, in which case he must answer to his 
directors and stockholders;” was not sup- 
ported by the law or the facts. 
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C.A.B. Examiner Proposes 


Route for Trans-Canada 


Examiner R. Vernon Radcliffe, in an 
advisory report to the Civil Aeronautics 
Board in No. 4125, Trans-Canada Air 
Lines—Foreign Permit, has recommended 
issuance of a foreign air carrier permit 
to Trans-Canada as the airline desig- 
nated by the Canadian government, pur- 
suant to the air transport agreement 
currently in force between the United 
States and Canada, to operate the route 
to be covered by the permit. 

The permit would, under the examin- 
er’s recommendation, authorize foreign 
air transportation of persons, property, 
and mail between the terminals Montreal 
and/or Toronto, Canada, and the ter- 
minal point Port of Spain, Trinidad, via 
the intermediate points Tampa/St. 
Petersburg, Fla.; Nassau, Bahamas; 
Kingston, Jamaica; and a point in Bar- 
bados, with the rights to nonstop at any 
point on such route and to originate or 
terminate flights to or from Montreal 
and/or Toronto at points short of the 
terminal point Port of Spain. 

A notice attached to the _ report, 
signed by the Civil Aeronautics Board’s 
chief examiner, said the permit was 
subject to approval of the President. 
Saying the report was not an opinion or 
decision of the board, but an “advisory 
report” submitted by the examiner, the 
notice added that the report was issued 
without prior instruction or direction by 
the board. It also said parties to a pro- 
ceeding, under the board’s rules, might 
file exceptions to any recommended find- 
ings or conclusions of an examiner and 
a brief in support thereof. 


C.A.B. Acts on Intrastate 
Airlines Safety Standards 


The Civil Aeronautics Board, after 
having considered “all relevant matter 
presented” by interested parties following 
the issuance of a notice of proposed rule- 
making (T.W., Dec. 17, p. 51), has issued 
a regulation extending for three months 
beyond January 1, 1950, or until April 1, 
the time within which intrastate com- 
mercial airlines transporting passengers 
on a common carrier basis in excess of 
an established frequency or regularity 
must comply with safety standards the 
same as those applicable to interstate 
operators of comparable regularity or 
frequency. 

The board said the compliance date ex- 
tension was for operators entitled to 
“grandfather rights,” so as to avoid sus- 
pension of operations through circum- 
stances over which the operators had 
little control, and that the same con- 
Siderations did not apply to persons who 
were newly entering the business. One 
Teason for the extension, the board ex- 
plained, was that many of the operators 
affected had not been able to obtain 
the necessary communications equip- 
ment prior to January 1. 


Air Passenger Safety Belts 


Several regulations designed to estab- 
lish higher safety standards, for safety 
belts provided by air carriers for their 
Passengers have been promulgated by 
the Civil Aeronautics Board. Some of the 
Tegulations relate to manufacture of 


such belts to the new specifications; 
others require that safety belt replace- 
ments on existing aircraft after July 
1, 1950, shall be manufactured “under a 
Technical Standard Order.” 


“Service reports and the results of 
various studies conducted during the 
past few years,” the board said, “indi- 
cate that the standards in the civil air 
regulations for safety belts are not high 
enough to afford the proper protection 
for occupants of aircraft. It has also 


been learned that the belts now in gen- 
eral use are subject to service deteriora- 
tion which further reduces the strength 
factor. The board, therefore, is amend- 
ing the requirements for safety belts to 
standards 


establish higher for this 


equipment .. .” 

The C.A.B. safety belt regulations were 
published in the January 6 issue of the 
Federal Register. 
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Court of Appeals Upholds 
Transfer of Motor Rights 


In Rainbo Express Case 


The United States Court of Appeals, 
in Chicago, has vacated and set aside 
its previous decision in Rainbo Express, 
Inc., v. National Acceptance Co. (T. W., 
Nov. 12, 1949, p. 14), and has held that 
a certificate of public convenience and 
necessity is transferrable property and 
can properly become the subject matter 
of a valid chattel mortgage. 


Last March, the same court held that 
the execution of a chattel mortgage 
covering a certificate of public con- 
venience and necessity by the holder 
thereof required prior approval of the 
Commission, and that where Rainbo had 
executed a chattel mortgage on its cer- 
tificate, in consideration of a loan made 
it by National Acceptance Co., the mort- 
gage was void because approval had 
not first been obtained for its execution 
from the Commission. 

The court’s opinion, on rehearing, 
cited section 212 (b) of the interstate 
commerce act, under which the Com- 
mission last August promulgated rule 1 
(d), providing specifically that the mere 
execution of a chattel mortgage did not 
constitute a transfer of operating rights. 

David Axelrod, of Chicago, who ap- 
peared as “amicus curiae” on behalf of 
the American ‘Trucking Associations, 
Inc., Central Motor Freight Association, 
Inc., and the Motor Carriers Conference 
of Illinois, declared that the courts de- 
cision represented a victory for motor 
carriers, “because the question involved 
is a very important one from the stand- 
point of the ability on the part of motor 
carriers to obtain financing, in times of 
public convenience and necessity as col- 
lateral security for loans.” 


False Entries Alleged 


Secretary Bartel, by a “memorandum 
for the press,” has announced the Com- 
mission has been advised by the US. At- 
torney at Knoxville, Tenn., that on De- 
cember 8, 1949, in the federal district 
court, R. F. Burnett, former auditor of 
the Smoky Mountain Railroad, pleaded 


57 


nolo contendere to a seven-count indict- 
ment charging him with making false 
entries in the railroad’s accounts and 
annual reports, in violation of section 
20(7)(b) of the interstate commerce act. 
The memorandum said he was placed on 
probation for three years. 


Supreme Court Indicates 
Action in P.C.W.A. Case 


After having heard oral argument by 
counsel for the appellants in two cases 
involving the exemption of the Pacific 
Coast Wholesalers Association from 
I.C.C. regulation as a freight forwarder, 
the Supreme Court of the United States, 
the afternoon of January 11, declined to 
hear arguments for the appellees. 


At one of the Supreme Court offices 
it was said that that action by the 
court was “unusual” and indicated that 
the court would affirm the decision of 
the court below—the federal district 
court for the southern California dis- 
trict—in the two cases, docketed in the 
Supreme Court as No. 113, United States 
and Interstate Commerce Commission, 
appellants, v. Pacific Coast Wholesalers’ 
Association et al., and No. 114, Freight 
Forwarders Institute, appellant, v. Same 
(T.W., Oct. 8, p. 50). The southern 
Caliifornia district court set aside a de- 
cision of the Commission that, as to 
some of its operations, the P.C.W.A. was 
a freight forwarder within the meaning 
of section 402(a)(5) of the interstate 
commerce.act and therefore subject to 
I.C.C. regulation. 


Members of the P.C.W.A. are con- 
signees of l.c.l. shipments which are con- 
solidated by the association. The Com- 
mission, in its report and order in Ex 
Parte 160, Pacific Coast Wholesalers’ 
Association — Investigation of Status, 
found that as to transportation for 
which the consignors paid freight 
charges out of which the “savings” made 
by the P.C.W.A. were refunded to its 
members, the P.C.W.A. was operating 
“for profit’ and was therefore not ex- 
empt from regulation as a forwarder. 


MOTOR ACT PROSECUTIONS 


(Digests of statements issued by the 
Secretary of the Commission concerning 
in federal courts, for vio- 


prosecutions, 

lations of motor carrier provisions of the 

interstate commerce act or of Commission 

He pe and regulations thereunder, appear 
elow.) 





Alabama northern district, southern 
division, at Birmingham. Malone Freight 
Lines, Inc., of Birmingham, on Decem- 
ber 30, 1949, was fined $500, and costs 
totaling $1324.49, after a verdict of guilty 
by a jury following a trial on an informa- 
tion charging the defendant, a common 
carrier of property, with permitting and 
requiring its drivers to remain on duty 
for excessive weekly hours. The fine and 
costs were required to be paid. 

Utah district, central division, at Salt 
Lake City. On December 30, 1949, H. W. 
Metcalf, of Gunnison, was fined $125 fol- 
lowing entry of his plea of guilty to an 
information charging operation as a 
common carrier of property for com- 
pensation without a Commission certifi- 
cate authorizing such operations. The 
fine was paid. 

New Jersey district, at Camden. In 
a civil proceeding instituted by the Com- 
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mission, a permanent injunction was 
granted, December 9, 1949, enjoining and 
requiring Albert W. Casperaites, dba 
Caspar’s South Jersey Express, of At- 
lantic City, N.J., to remit c.o.d. monies 
to the consignors within the time spec- 
ified in the defendant’s tariff on file 
with the Commission. The proceeding 
was based on an allegation of the Com- 
mission that the defendant failed in 
numerous instances to remit c.o.d. monies 
to the consignors within 10 days after 
collection thereof from the consignees, 
as provided in his tariff. The facts on 
which the proceeding was brought were 
investigated by the Bureau of Motor 
Carriers. 


LOSS AND DAMAGE DECISIONS 
Traffic Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 


Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 





Loss of or Injury to Goods 


United States Court of Appeals, First 

Circuit 

District court had jurisdiction of action 
against carriers for damages to shipment 
of livestock by virtue of the existence of 
a substantial “federal question” as to 
liability of carriers under Interstate Com- 
merce Act. Interstate Commerce Act, 
Sec. 20(11), 49 U. S. C. A. Sec. 20(11). 

“Jurisdiction” is the power to decide a 
justiciable controversy and includes ques- 
tions of law as well as of fact. 

A complaint setting forth a substantial 
claim under a federal statute presents a 
case within jurisdiction of court as a 
federal court, regardless of court’s de- 
cision as to legal sufficiency of the facts 
alleged or the facts proved. 

Jurisdiction of district court as dis- 
tinguished from merits, is wanting only 
where the claim set forth in complaint is 
so unsubstantial as to be frivolous or 
plainly without color or merit. 


Provision of Interstate Commerce Act 
making initial carrier primarily liable for 
loss or damage caused by it or by any 
connecting carrier did not apply to ship- 
ment of livestock from Canada into the 
United States. Interstate Commerce Act, 
Sec. 20(11), 49 U. S. C. A. Sec. 20(11). 


The provision of Interstate Commerce 
Act making initial carrier primarily li- 
able for loss or damage caused by it or 
any connecting carrier is applicable only 
if carrier’s operation is such as to bring 
it within general coverage of the Act and 
direction of movement of the shipment is 
from a point in the United States to a 
point either in the United States or in an 
adjacent country. Interstate Commerce 
‘Act, Sec. 20(11), 49 U.S.C.A. Sec. 20(11). 


The provision of Interstate Commerce 
Act making initial carrier primarily liable 
for loss or damage caused by it or any 
connecting: carrier provides a more cer- 
tain remedy for shipper but does not 
change the liability of carriers or estab- 
lish a new cause of action against carrier. 
Interstate Commerce Act, Sec. 20(11), 49 
U.S.C.A. Sec. 20(11). 


In action against carriers for damage 
to livestock in course of shipment from 








Canada into the United States, where 
plaintiff sought recovery on a single cause 
of action even though recovery could not 
be predicated on Interstate Commerce 
Act, district court had jurisdiction of 
common law causes of action against car- 
riers incorporated in state of which plain- 
tiff was a citizen, and in interest of 
economy and convenience, court should 
have disposed of such nonfederal ques- 
tions. Interstate Commerce Act, Sec. 
20(11), 49 U. S.C. A. Sec. 20(11). (Strach- 
man v. Palmer, 177 F. 2d 427). 


MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 
Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


Supreme Court of Minnesota 


Power to investigate and regulate rail- 
road rates involves a legislative and ad- 
ministrative function which is exclu- 
sively vested by statute in Railroad and 
Warehouse Commission, M. S. A. Secs. 
216.16, 216.19. 

District Court cannot exercise legisla- 
tive power of rate making with respect 
to rates of carriers. M.S. A., Secs. 216.19, 
216.25. 

District Court, upon appeal from Rail- 
road and Warehouse Commission, may 
take evidence de novo to determine if, in 
light thereof, commission’s order was 
illegal or unreasonable at time of its 
making, but court cannot try matter de 
novo and substitute its own findings for 
those of commission and it is not con- 
cernea with wisdom of commission’s or- 
der. MS.A. Secs. 216.19, 216.25. 

Appellate function of District Court 
with respect to appeals from rate orders 
of Railroad and Warehouse Commission 
embraces no power of revision, but only 
judicial power to review to determine for 
itself, after examination of entire matter 
in controversy as to both questions ot 
fact and law, whether commission’s find- 
ings, upon which order must be based, 
are reasonably supported by evidence and 
whether in light of such factual findings, 
commission’s order is reasonable and 
lawful. MS.A. Sec. 216.25. 

The lawfulness and reasonableness of 
Railroad and Warehouse Commission’s 
order is to be tested by whether it kept 
within its jurisdiction, whether in arriv- 
ing at its decision it was guided by con- 
trolling rule of law, or acted capriciously 
and at pleasure, and whether evidence 
fairly supports findings on which con- 
clusions rest. M.S.A., Secs. 216.19, 216.25. 

In discharging its purely judicial func- 
tion of determining whether rates and 
regulations established by Railroad and 
Warehouse Commission are lawful and 
reasonable, District Court is governed by 
statutory rule that Commission’s findings 
of fact shall be prima facie evidence of 
matters therein stated, that its order 
shall be prima facie reasonable, and that 
burden of proof upon all issues raised by 
appeal shall be on appellant. M.S.A. 
Secs. 216.19, 216.25. 

In a rate proceeding, matters found as 
facts by Railroad and Warehouse Com- 
mission must be accepted by District 
Court as established prima facie, unless 
their prima facie foundation is swept 
away by clear and convincing evidence 
to the contrary. M.S.A. Secs. 216.19, 216.25. 
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The presumption of reasonableness at- 
tached by statute to findings and order 
of Railroad and Warehouse Commission 
in a rate case is not to be treated lightly 
and confused with ordinary stafutory 
presumptions which usually may be re- 
butted with slight evidence. M. S. A. 
Secs. 216.19, 216.25. 

An application of rule that statutory 
presumption of reasonableness, after 
full hearing by Railroad and Warehouse 
Commission, may be rebutted only by 
clear and convincing evidence does not 
impair constitutional right to due proc- 
ess of law through an independent 
judicial review, pursuant to which re- 
viewing court, after affording parties op- 
portunity to present such additional 
evidence as may be material, determines 
for itself whether Railroad and Ware- 
house Commission’s order is lawful and 
reasonable and whether it is reasonably 
supported by evidence at time of its 
making. M. S. A. Secs. 216.19, 216.25; M. 
S. A. Const., art. 1, Sec. 7; U. S. C. A. 
Const. Amend. 14. 

In proceedings for review by District 
Court of a railroad rate order of Rail- 
road and Warehouse Commission, an 
appeal therein from judgment of Dis- 
trict Court, vacating commission’s order 
as unlawful, unreasonable and _ con- 
fiscatory, presents to Supreme Court 
sole issue of whether all evidence, in- 
clusive of evidence submitted to Dis- 
trict Court and to Commission, sus- 
tained District Court’s findings. M. S. A. 
Sec. 216.25. 

On appeal from judgment of District 
Court vacating a rate order of Railroad 
and Warehouse Commission, Supreme 
Court, as to findings of fact, merely de- 
termines whether District Court, in light 
of all evidence before it and before com- 
mission, applied to findings and order 
of commission the same rules of review 
which governs appellate court in re- 
viewing findings of jury M. S. A. Sec. 
216.25. 

Evidence sustained finding and judg- 
ment of District Court vacating rate 
order of Railroad and Warehouse Com- 
mission on ground that the rates pre- 
scribed for switching intrastate cars be- 
tween property of Port Authority of St. 
Paul and industries in the St. Paul switch- 
ing district were inadequate, unreason- 
able and unlawful as constituting a tak- 
ing of property without due process of 
law. M. S. A. Secs. 216.19, 216.25, 458.09- 
458.19, 458.16. 

Where notice of appeal from order of 
Railroad and Warehouse Commission to 
District Court was sufficient to present 
to court issue of whether commission’s 
order established rates that were un- 
reasonable and unlawful, District Court, 
upon finding for appellant on such issue, 
was required to vacate order in its en- 
tirety, although appeal may not have 
been from whole order. M. S. A. ‘Sec. 
216.25. 

District Court, on appeal from a rate 
order of Railroad and Warehouse Com- 
mission, has no power of revision but 
must affirm or vacate entire order. M. S. 
A. Sec. 216.25. (State v. Northern Pac. 
Ry. Co., 39 N. W. 2d 752). 


* * * 


Supreme Court of Utah 

Evidence sustained finding of Public 
Service Commission that means of in- 
gress and egress supplied at railroad sta- 
tion by railroad. to shippers of livestock 
located on north side of tracks was un- 
reasonable and unsafe because of dif- 
ficulty in getting livestock across double 
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tracks on which there was heavy traffic, 
to loading facilities on south side of 
tracks, justifying order requiring railroad 
to construct loading facilities on north 
side of tracks. 


Public Service Commission was rea- 
sonable in finding under evidence that 
puilding by railroad of livestock loading 
facilities at cost of more than $20,000 
to conform with certain specifications 
was a reasonable expenditure to be made 
by railroad for convenience of public and 
shippers, and in ordering railroad to 
build such facilities. 

In determining whether livestock load- 
ing facilities which Public Service Com- 
mission required railroad to build at sta- 
tion were public facilities or private 
facilities, test was whether vublic had 
a legal right to the use, which could 
not be denied or withdrawn. 


Order of Public Service Commission re- 
quiring railroad to build livestock ship- 
ping facilities, was not invalid on ground 
that it required railroad to violate the In- 
terstate Commerce Act forbidding undue 
preferences to individuals, because there 
were only two shippers at the time who 
would use the facilities, where an in- 
definite public generally had the right 
to use the facilities. Interstate Com- 
merce Act, 49 U. S. C. A. Sec. 1 et seq. 
(Union Pac. R. Co. v. Public Service 
Commission, 211 P. 2d 851). 
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Senate Gets U.S. Merchant 
Marine Bill, Almost Same 


As One Pending in House 


Senator O’Conor, of Maryland, for 
himself and Senator Magnuson, of Wash- 
ington, has introduced S. 2786, a bill to 
amend the merchant marine act, 1936, as 
amended, to further promote the de- 
velopment and maintenance of the 
American merchant marine. Except for 
differences in percentage figures that 
appear in two of its sections, S. 2786 
is identical in its text to H. R. 5346, the 
so-called long-range shipping bill re- 
ported to the House last October by the 
House merchant marine and fisheries 
committee and now pending in the 
House (T.W., Oct. 8, p. 9). 

Senator Magnuson is chairman of the 
Senate interstate and foreign commerce 
committee’s subcommittee for the study 
of problems of the merchant marine. 

The House bill, in its section 17, con- 
tained a provision which, for the purpose 
of federal income and_ excess-profits 
taxes, would permit any U.S. citizen own- 
ing a vessel of not less 2,000 gross tons, 
documented under U. S. laws and op- 
erated without an operating-differential 
Subsidy, to amortize the cost of the 
vessel in such manner as he might deem 
appropriate, subject to the limitation 
that the amount amortized in any tax- 
abie year with respect to a vessel should 
hot be greater than 10 per cent a year, 
computed cumulatively, of the cost of 
the vessel. In S. 2786, the limitation on 
such amortization is fixed at 15 per cent 
a year, instead of 10 per cent. 

A provision of section 19 of the House 
bili permits an operator who receives an 
operating-differential subsidy to increase 


regular depreciation deposits (computed 
on a 20-year-life expectancy for subsi- 
dized vessels) in his capital reserve fund 
by additional deposits from earnings 
otherwise available for distribution to 
stockholders, or, with the approval of 
the Maritime Commission, from amounts 
otherwise required to be deposited in his 
special reserve fund if the amounts on 
deposit are sufficient to meet his recap- 
ture obligations, provided the sum of 
such additional deposits does not exceed, 
in the aggregate, 5 per cent a year of 
the cost of the vessel, including capital 
improvements thereon, computed cumu- 
latively. In S. 2786, the limitation on 
the additional depreciation deposits is 
fixed at 10 per cent, instead of 5 per cent. 

In all other respects, S. 2786 is the 
same as H.R. 5346 as reported to the 
House. 

Both measures would broaden the con- 
struction-differential subsidy provision of 
the 1936 act so as to allow ship operators 
to receive the advantage of such sub- 
sidy irrespective of whether they also 
receive an operating subsidy. Both would 
permit the Maritime Commission to de- 
termine that a vessel may be traded in 
as “obsolete” when it has reached a 
maximum age of 12 years, rather than 
maximum age of 17 years set forth for 
“obsolescence” in existing law. Certain 
other provisions of the two bills would 
limit the liability of the purchaser of a 
passenger vessel from the Maritime Com- 
mission, under a mortgage, to reposses- 
sion of the vessel, in as good condition, 
ordinary wear and tear excepted, as 
when acquired by the purchaser; would 
extend tax-deferment benefits with re- 
spect to amount deposited in construc- 
tion-reserve funds; would permit “ac- 
celerated depreciation,” and would make 
government subsidies available for re- 
construction, reconditioning or moderni- 
zation of vessels used exclusively on the 
Great Lakes, the St. Lawrence River 
or the Gulf of Mexico. 


Airline Favors Separation 
Of Subsidy From Mail Pay 


George T. Baker, president of National 
Airlines, Inc., has transmitted to the 
Senate interstate and foreign commerce 
committee, for use in its airline industry 
inquiry, a statement in which he places 
National Airlines on record as favoring 
separation of government subsidy to the 
scheduled air carriers from the amounts 
paid to them by the government as fair 
compensation for transportation of air 
mail. 

“Such separation,” he said, “should be 
made as a prerequisite to an intelligent 
program of regulation and development 
of the air transport industry. Such a 
separation should, of course, identify the 
amount of subsidy applicable to the na- 
tional defense, furnishing of service to 
the smaller cities, and the needs of the 
postal service. 

“This company’s management firmly 
believes that national policy should dis- 
courage reliance upon mail pay for a 
sound future. Our own record shows the 
wisdom of relying instead on economy of 
operation and aggressive promotion of 
passenger and freight traffic.” 

Mr. Baker explained that at the time 
of the Senate committee’s hearings, in 
the spring and summer of 1949, in its air- 
line industry investigations, National 
Airlines was preoccupied with a proceed- 
ing before the Civil Aeronautics Board 
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which made it impossible for Mr. Baker 
to present testimony before the Senate 
committee. He said that the CAB. 
proceedings in question were recessed 
after completion of the hearings in the 
Senate inquiry, and indicated that he had 
obtained leave from Chairman Johnson, 
of the Senate committee, to file a state- 
ment at a later date. The committee 
said Mr. Baker’s statement would be 
printed in a forthcoming volume of hear- 
ings “as an integral part of the airline 
industry inquiry.” 

National Airlines, Mr. Baker said, had 
in its early history made a record of 
profitable and efficient operations “un- 
surpassed by any other scheduled car- 
rier,” but had encountered abnormal and 
serious losses in 1947 and 1948, first, be- 
cause of grounding of DC-6 airliners 
from November, 1947, to May, 1948, and 
second, because of a protracted strike by 
pilots, clerical and mechanical personnel. 
He said that, in the case of the strike, 
“the final decision of the arbitrator com- 
pletely vindicated the position of Na- 
tional’s management.” 

“For the fiscal year 1949,” he continued, 
“a profit of $38,963 was realized after ab- 
sorbing or writing off all costs connected 
with the strikes and grounding. This 
compares with the loss of $2,309,000 re- 
ported for the 1948 fiscal year. National’s 
cash and working canvital positions now 
are adequate and reflect distinct im- 


. provement from the 1948 period, resulting 


from an increase in operating revenue 
and the sale of capital stock to W. R. 
Grace & Co. on March 17, 1949. As of 
June 30, 1949 working capital 
amounted ‘to $1,906,236, an increase of 
$2,406,660 over the previous year, when 
current liabilities exceeded current as- 
sets. . . The company’s long-term debt 
was reduced to $1,578,947 on June 30, 
1949... .The long-term debt on Sevtem- 
ber 30, 1949, had declined further to 
$1,105,262. ... 

“Our company had the lowest operat- 
ing exvenses per available ton-mile of 
any of the 16 major airlines for the nine 
months ended March 31, 1949... . Because 
of its low cost in all categories, National 
can operate profitably with the lowest 
passenger load factor of any of the 16 
domestic carriers .. .” 

In fiscal year 1949, National had added 
to its passenger plane fleet two C-46 
cargo planes leased from the government, 
said Mr. Baker. 

In the Senate committee hearings, he 
said, some concern had been demon- 
strated as to the possibility that exces- 
sive competition now prevailed in the 
airline industry. 

“Whatever the situation may be in 
other areas,” said Mr. Baker, “National 
submits that the record proves that there 
has not been excessive competition along 
the east coast routes; rather the record 
unquestionably shows that the competi- 
tion of National has provided better 
service to the areas where such competi- 
tion has been authorized. The three 
types of low cost service now available to 
travelers along the Atlantic coast were 
offered by Eastern only after National 
had pioneered them. . . . Another con- 
clusive indication of the value of com- 
petition is the fact that the total air 
traffic in major cities served competitively 
by Eastern and National has increased 
twice aS much as has traffic served only 
4 a during the period from 1940 
o 1947...” 


* * * 


While the volume of passenger traffic, 
based on the number of passengers car- 
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ried multiplied by the distance carried, 
was 63.4 per cent less in 1949 than in the 
peak war year, 1944, it still exceeds that 
carried in each of the 15 years prior to 
1942, according to the Association of 
American Railroads. 


Treasury Dep’t Opposes 
Ship Sales Act Amendment 


Acting Secretary Thomas J. Lynch, of 
the Treasury Department, has trans- 
mitted to Chairman Johnson of the 
Senate interstate and foreign commerce 
committee a statement in opposition to 
H.R. 3419, a bill passed by the House 
early in October, 1949, under which the 
merchant ship sales act of 1946 would 
be amended by addition thereto of a 
provision relating to federal tax treat- 
ment of purchasers of war-built ships 
from the Maritime Commission (T.W., 
Oct. 8, 1949, p. 54). 

The acting Secretary of the Treasury 
expressed the opinion that H.R. 3419 
would result in an unwarranted and dis- 
criminatory tax advantage in favor of 
ship owners who had had an adjustment 
of their ship purchase price under sec- 
tion 9 of the merchant ship sales act. 
The text of his letter to the Senate com- 
mittee chairman follows: 


“Further reference is made to your 
letter . . . requesting statement of the 
Treasury Department’s views on H.R. 
3419 (81st Congress, First session), ‘a 
bill to amend the merchant ship sales 
act of 1946.’ 


“The bill would amend section 9(b) 
of the merchant ship sales act of 1946 to 
provide that from and after March 8, 
1946, the cost basis, for tax purposes, of 
a vessel, as to which there has been an 
adjustment of price under section 9, 
shall be the undepreciated original pur- 
chase price reduced by the net amount 
of such adjustment in favor of the pur- 
chaser. 

“It is the opinion of the department 
that the bill would result in an unwar- 
ranted and discriminatory tax ad- 
vantage in favor of ship owners who 
have had an adjustment of price under 
section 9 of the merchant ship sales act. 

“Section 9 of the merchant ship sales 
act provides for an adjustment in price 
of vessels purchased prior to the date 
of the act for the purpose of conforming 
the price of such a vessel to the statutory 
sales price established by the act. To 
this end it is required by section 9(b) 
that the original price of the vessel be 
reduced to statutory sales price, and fur- 
ther that the financial transactions be- 
tween the government and purchaser in 
the meantime with respect to the vessel 
shall be undone. The purchaser must 
under section 9(b) (6) return to the gov- 
ernment the entire amount of charter 
hire received on the vessel, and the gov- 
ernment returns to the purchaser the 
amount of taxes paid on such charter 
hire. In addition, the government pays 
the taxpayer interest under section 9(b) 
(5) on the original purchase price from 
the date of the purchase to the date of 
the act. 

“In accordance with the intent and 
the purpose of the act, the department 
has held that the vessels as to which an 
adjustment is made, are sold at the 
statutory sales price, and the basis of 
the vessels for tax purposes is the statu- 
tory sales price. 

“Under this bill, the basis of the ves- 








sels would in most cases be an amount 
substantially in excess of the sales price 
prescribed by the act. The basis would 
in effect be increased by the sum of the 
charter hire money, which under the 
act the purchaser is required to return 
to the government, and reduced in part 
by the interest paid under section 
9(b) (5), and the tax refundable under 
section 9(b) (8). Since charter hire after 
taxes usually exceeds interest payment, 
the basis for tax purposes would be 
arbitrarily reduced by the excess of net 
charter hire over interest. The pur- 
chaser would thus be permitted to re- 
cover partially through increased de- 
preciation allowance the charter hire 
money which the act contemplated 
should be refunded to the government. 

“It is also evident that computation 
of basis as provided by the amendment 
would lead to capricious results and 
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discriminate against certain other pur- 
chasers under the act. Since basis would 
vary with the net effect of the interim 
transaction between the government and 
the purchaser, and particularly accord- 
ing to the amount of charter hire, ves- 
sels purchased at the same statutory sales 
price would have widely differing bases. 
The amendment would discriminate 
against purchasers who received small 
amounts of charter hire from the govern- 
ment in the interim period and favor 
those who received the greatest amount 
of charter hire. The use of a higher basis 
than statutory sales price by reason of 
the interim transaction would also dis- 
criminate against those who purchased 
vessels after March 8, 1946, and are 
limited to statutory sales price or basis. 

“For the foregoing reasons, the de- 
partment is strongly opposed to enact- 
ment of the bill .. .” 


LABOR NEWS 


Mediation Board, in Annual Report, Sees 
Way to Clear Logjam of N.R.A.B. Cases 


Review of Activities in Fiscal Year 1949 Contains Suggestion for 
Permanent Referees on Staff of Adjustment Board’s First Division. 
Plea Made for Adherence to Rail Labor Act Procedures in Disputes. 


As a means of establishing a “current 
case status” for the First division of the 
National Railroad Adjustment Board, it 
had been suggested that a panel of 
permanent referees be established “with 
a tenure of office of such duration as 
to permit a thorough study and under- 
standing of the nature and type of dis- 
putes coming before the board and 
thereby create, by their awards, a series 
of precedents for future guidance,” said 
the National Mediation Board in its 
fifteenth annual report, covering its ac- 
tivities in the fiscal year ended June 30, 
1949, made available January 6. 

Indicating that it approved the sug- 
gestion, the board continued its discus- 
sion of it as follows: 

“Under the present system, there is 
a constant flow of new men serving as 
referees, none of whom, under the law, 
can be associated with railroads or 
organizations, and hence their familiar- 
ity with labor practices in the railroad 
industry is necessarily limited. It can- 
not be emphasized too strongly, how- 
ever, that unless some such procedures 
succeed in effecting systematic peace- 
ful disposal of such cases the entire 
structure of the railway labor act is 
Placed in jeopardy.” 

‘Serious Administrative Deficiency’ 

The board said that 1949 marked the 
fourth successive year in which it had 
reported that the failure of the First 
division of the Adjustment Board to 
function as provided by the railway 
labor act was “the most serious admin- 
istrative deficiency under the statute.” 
The First division of the N.R.A.B. has 
jurisdiction over disputes involving 
train and yard service employes of car- 





riers. The N.M.B. said that the other 
three divisions of the N.R.A.B. had lit- 
tle difficulty in keeping abreast of their 
dockets, but that, “unfortunately,” this 
was not true of the First division. 

“This is due primarily to the fact that 
the First division has nearly four times 
as many cases coming before it as all of 
the other three divisions combined,” said 
the N.M.B., “and its problems involve 
many intricate operational practices and 
train and engine movements affecting 
individual crews or small groups of em- 
ployees. 

“The backlog of pending disputes 
continues to grow year after year. For 
example, the First division docketed 1,- 
226 new cases during 1949 while dis- 
posing of 731 cases. As a result the back- 
log grew from 2,347 cases at the begin- 
ning of the year to 2,842 as of June 30, 
1949. Based upon the number of cases 
closed during the past year the board 
had on hand at year’s end nearly four 
years’ work. Nor do these figures tell 
the whole story, for with the prospect 
of such long delays in getting cases con- 
sidered and settled by the First divi- 
sion many organization representatives 
have withdrawn pending cases and have 
declined to submit any new cases until 
the situation is corrected and threaten 
frequently to use economic strength in 
disposing of the cases. For this reason 
the 2,842 docketed cases probably rep- 
resent only a small fraction of the total 
number of such disputes pending settle- 
ment on the railroads of the country.” 

The National Mediation Board said 
the membership of the First division had 
never been able to agree on needed pro- 
cedural changes, and that not until the 
past year did committees representing 
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the railroads and the labor organizations 
succeed in reaching an agreement on 
measures to “break the logjam.” It noted 
that the carriers and the brotherhoods 
had made two agreements on May 19, 
1949, one revising procedural rules with 
respect to how submissions would be 
prepared and submitted to the First di- 
vision, the other providing that “two sup- 
plemental boards of four men each will 
be set up . . . with authority to handle 
cases now on the docket of the First 
division . . . assigned to them by such 
First division . . .” 

The N.M.B. said that both of these 
agreements “should help greatly in en- 
abling the First division to dispose of 
a larger volume of cases.” It observed 
that a request for an appropriation to 
finance operations of the two supple- 
mental boards had been transmitted to 
Congress. The appropriation had not 
been made at the end of fiscal year 1949, 
but before the end of its first session the 
Eighty-first Congress appropriated $207,- 
700 to cover salaries and expenses of the 
two supplemental boards. 

In the introductory paragraphs of its 
report the N.M.B. said that in fiscal year 
1949 it mediated 309 cases and that there 
were only six “reportable strikes” in the 
year. Two of those strikes, it said, were 
“relatively minor stoppages of less than 
24 hours.” (The strike on the Missouri 
Pacific developed after the period cov- 
ered by the report.) 


Strike Threats Frequent 


“The tension in labor relations which 
has characterized the railroad and airline 
industries in the postwar years did not 
lessen during 1949,” said the board. 
“Threats of strikes frequently occurred. 
The underlying factors in each such 
threat raised many novel and perplexing 
problems which required patient, con- 
tinuous effort before a solution was 
found. It can be reported _ therefore 
that in the vast majority of cases the 
board was able to avert the threatened 
stoppages by mediation and the other 
procedures for settlement provided in 
the act... .” 

Wage disputes involving the train and 
engine service employes on more than 
99 per cent of the nation’s railroad mile- 
age were settled in direct negotiations 
in fiscal year 1949, the board reported. 
It mentioned the agreement between the 
railroads and their non-operating em- 
ployes as a result of which the 40-hour 
week was eStablished (effective Septem- 
ber 1, 1949). for about 1,000 railroad work- 
ers, and commented that “this is the 
most important advance made by rail- 
road workers since 1916 when eight hours 
was established as the basic workday for 
train and engine service employes.” 

“By far the most serious problem met 
by the board in the past year,” said the 
N.M.B., “is the number of threatened 
strikes arising out of unsettled grievance 
disputes involving train and engine serv- 
ice employes. In most cases settlements 
were effected through mediation and the 
Strike threats canceled, but in one case 
the men actually withdrew from the 
Service. . . . The case referred to... 
completely immobilized the Wabash 
Railway System for a period of eight 
days, from March 15 to 23, 1949.” 


Board’s Advice to Disputants 
The board said it felt that full utiliza- 
tion of the steps provided in the railway 
labor act, “coupled with the intention 
that every reasonable effort be exerted 
by the parties to settle their differences,” 
could operate to hold such threats or 


stoppages to a minimum. It said that 
therefore it continued to urge full utiliza- 
tion of and compliance with the pro- 
cedural steps which had been “so thor- 
oughly grounded in the transportation 
industry,” and to point out that “delib- 
erate and reasoned judgment in these 
matters will in many instances avoid 
strikes which are costly not only to the 
employer and employes but to the public 
at large.” 

“The protective and procedural rights 
of the act,’ it added, “are regarded as 
almost sacred by the parties, but it 
should be observed that with such rights 
go obligations which must be observed if 
the procedures of the law are to remain 
effective in peaceful settlement of labor 
disputes.” 

There had been continued necessity 
for the use of mediation processes in 
matters “clearly intended to be handled 
by adjustment board machinery, and this 
would result in a weakening of the over- 
all procedural structure of the railway 
labor act, said the N.M.B. 

“To summarize,” it said, “it may be 
stated that the basic intent of the law is 
to settle controversies and avoid strikes 
in the rail and air transportation indus- 
tries can best be fulfilled: first, by set- 
tling as many disputes as possible in 
direct negotiations and real collective 
bargaining; second, through the assist- 
ance of mediation in effecting a meeting 
of the minds; and third, in issue not so 
resolved, through the voluntary ac- 
ceptance of arbitration by both parties. 
These three steps should operate to hold 
to a minimum the necessity for use of 
the emergency board procedure, and the 
rights of both employers and employes 
would be amply protected. The board 
feels that both the carriers and the or- 
ganizations want to see the railway labor 
act function successfully, but its basic 
purpose will be defeated unless there is 
a stricter observance to its procedural 
requirements. Agreements freely made 
through genuine collective bargaining, 
assisted when necessary by mediation, 
and the voluntary acceptance of arbi- 
tration on real and valid issues which 
cannot be settled otherwise are the real 
guideposts to industrial peace in the far- 
flung transportation industry in which 
the general public is so vitally con- 
cerned.” 


Emergency Board Cases 


The board said 12 emergency boards 
were created by executive order of the 
President under section 10 of the rail- 
way labor act in fiscal year 1949. The 
N.M.B. designated those emergency 
boards as Nos. 64 to 75 inclusive and 
named the parties in each dispute, as 
follows: 

No. 64, Brotherhood of Railroad 
Trainmen and Pittsburgh & West Vir- 
ginia Railway Co.; No. 65, Brotherhood 
of Locomotive Firemen & Enginemen, 
Brotherhood of Railroad Trainmen and 
Public Belt Railroad Commission, City 
of New Orleans; No. 66, sixteen coop- 
erating railway labor. organizations 
(nonoperating) and Akron & Barberton 
Belt Railroad Co. and other carriers 
(the 40-hour ‘week case); No. 67, Inter- 
national Association of Machinists and 
Northwest Airlines, Inc.; No. _ 68, 
Brotherhood of Locomotive Engineers 
and Akron, Canton & Youngstown 
and 79 other carriers (demand for 
additional engineer on diesel locomo- 
tives); No. 69, Switchmen’s Union of 
North America and Denver & Rio 
Grande Western; No. 70, B. of L. F. & 
E. and carriers represented by three 
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regional conference committees (man- 
ning of diesel-electric locomotives); No. 
71, B. of L. E., B. of L. F. & E., Order 
of Railway Conductors and B. of R. T. 
and Wabash and Ann Arbor railroads; 
No. 72, B. of L. F. & E., and Southern 
Pacific Co. (Pacific Lines); No. 73, 
Brotherhood of Railway and Steamship 
Clerks, etc. and Railway Express 
Agency, Inc.; No. 74, B. of R. T. and 
Aliquippa & Southern, and No. 75, B. 
of R. T. and Union Railroad Co. (of 
Pittsburgh, Pa.). 

The board observed that, in addition 
to the strike on the Wabash, there were 
strikes in fiscal year 1949 on the New 
York, Ontario & Western; on Pan 
American Airways (flight radio officers) ; 
on the Railway Express Agency in New 
York City; on National Airlines, Inc. 
(pilots); on the Peoria & Pekin Union 
(yardmen) and on the Hudson & Man- 
hattan and Colonial Airlines, Inc., the 
latter two involving small groups and 
being of what the board called “a ‘wild 
cat’ and unauthorized nature.” 


Action in Representation Cases 


With respect to “representation cases” 
—cases in which the board conducts 
elections to ascertain which of two or 
more rival unions should represent cer- 
tain crafts or classes of employes on a 
carrier involved in such a jurisdictional 
dispute—the board said it had disposed 
of a total of 139 representation disputes 
in fiscal 1949, as against 203 such cases 
in 1948. 


“During the 15-year period since the 
railway labor act was amended to pro- 
vide for settling representation disputes,” 
said the N.M.B., “the board has disposed 
of 2,160 such disputes. In 84 per cent, 
involving 743,562 employes, representa- 
tion rights were established either by 
issuance of certifications or by voluntary 
recognition by the carrier managements 
involved.” 

As of June 30, 1949, it said, there were 
on file with it 5,060 “basic labor agree- 
ments’—copies of contracts between 
railroads and their employes covering 
rates of Day, rules, or working condi- 
tions, filed by the carriers. At the end 
of fiscal year 1935, it said, the number 
of such contracts in its files was 3,021. 


After stating that the labor disputes 
subject to its jurisdiction generally were 
divided into three groups—(1) those in- 
volving representation of employes by 
various labor organizations for the pur- 
poses of collective bargaining; (2) those 
between carriers and their employes 
concerning rates of pay, rules, or work- 
ing conditions not. adjusted by the 
parties in conference, and (3) the in- 
terpretation of agreements reached 
through mediation, where disputes arose 
between the parties as to the meaning 
or application of such agreements, the 
board said: 


Cases Docketed and Disposed of 


“The total number of cases of all 
three kinds docketed and disposed of 
by the board during the fiscal year 1949 
did not vary materially from the totals 
of the previous year. 

“There was a reduction in the number 
of cases docketed in both mediation and 
representation categories. In mediation 
cases the number of cases docketed was 
268 during the past year as compared 
with 301 in 1948. In representation 
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cases the decline was from 167 in 1948 
to 139 in 1949. 


“In cases disposed of, the total of 449 
in 1949 compares quite closely with the 
total of 464 in 1948. There was, how- 
ever, quite a substantial change in the 
number of different types of cases 
settled. The number of mediation cases 
increased to 309 in 1949 over 259 dis- 
Posed of in 1948. In representation 
cases, however, the number declined 
from 203 in 1948 to 139 during this year. 
This results from the assignment of ad- 
ditional mediators to mediation cases by 
which the backlog of pending disputes 
was reduced during the year from 111 
to 70. The backlog of pending repre- 
sentation disputes totaled 23 as of June 
30, 1949, unchanged from the total of 
such disputes pending at the close of 
fiscal year 1948. During 1949, one in- 
terpretation case was’ docketed and dis- 
posed of before the year closed.” 

The board said that its most difficult 
problem in mediation had been “nonob- 
servance of the duty placed by the law 
on both carriers and employes to make 
every effort to settle all disputes in 
direct negotiations.” Second only to that 
problem, it added, was “the increasing 
tendency of certain organizations to set 
strike dates on disputes involving rules 
or working conditions upon which medi- 
ation should normally be invoked.” It 
urged “those concerned in such situa- 
tions” to “reconsider their course of ac- 
tion, and return to a normal use of the 
adjustment procedures of the law.” 


Labor Force Reductions 


“The problem of subcontracting work, 
which was commented on at more length 
in last year’s report,’ said the N.M.B., 
“has not assumed much importance in 
the year just completed. In its place, 
however, have arisen the questions of 
force reductions brought about by econ- 
omy programs and technological im- 
provements. One or two instances have 
occurred where the employes have 
threatened strike action to prevent 
straight force reductions, which are not 
prohibited in the working agreements. 
Such demands, however, come close to 
the exercise of the functions of manage- 
ment, in the light of the operating and 
financial conditions of the carrier in- 
volved, and can be settled only in con- 
sideration of the particular circum- 
stances in each case. The situation is 
noted, however, as an interesting recent 
development. Several cases involving 
reduction in personnel due to techno- 
logical improvements and changes in 
methods of operation have occurred on 
various airlines, and the prineiple of 
severance pay is emerging in rather con- 
crete form in such instances. It seems 
probable that there may be further 
developments in this respect as time 
passes.” 

According to the report, 109 Class I 
railroads, or 86 per cent of the total of 
such roads, were involved in disputes 
considered by the N.M.B. in the fiscal 
year. The board said it also considered, 
in the year, disputes involving employes 
of 35 different airlines. 

The board showed that the appro- 
priations made for it for fiscal year 1949 
included $136,900 for “salaries and ex- 
penses, arbitration and emergency 
boards,’ and that $120,000 of that 
amount had been spent, leaving an un- 
obligated balance of $16,900 in that cate- 
gory as of June 30, 1949. 


According to the report, 14 referees 
were employed in cases handled by the 


First division of the National Railroad 
Adjustment Board. At $50 a day, those 
referees received amounts ranging from 
$50 to $4,150 and totaling $28,637, the 
report showed. 


TRANSPORTATION 
STATISTICS 
| ee er a RNR 


1949 Carloadings Totaled 
35,909,741, Said to be 


Lowest Number in 10 Years 


Loading of revenue freight on Ameri- 
can railroads totaled 35,909,741 cars in 
1949, the Association of American Rail- 
roads announced. This was a reduction 
of 6,809,087 cars or 15.9 per cent com- 
pared wtih 1948 and the smallest number 
of cars loaded in any of the past ten 
years, it said. 

“Freight traffic in 1949 was handled 
with an all-time record efficiency,” said 
the AA.R. “Not only was the average 
speed of freight trains from terminal to 
terminal higher than ever before, but 
also the average freight train turned out 
a new high record in net ton-miles of 
transportation service per hour.” 


Commodity Loadings 
Total loadings by commodities in 1949 
were compared with 1948 follow: 


Per 
cent cent 
In- De- 
crease crease 


Per 


1949 

Grain and grain 
products 2,583,900 
Livestock .. 551,124 
6,217,387 
588,181 


. 1,952,294 
2,210,337 
Merchandise, 
L.C.L. ... 4,588,485 5,457,077 
Miscel- 
laneous~ .17,218,033 19,686,235 


Total ....35,909,741 42,718,828 
Loading for Last December Week 


Loading of revenue freight the week 
ended December 31, 1949, which included 


1948 


2,467,951 4.7 
629,675 .. 
8,689,810 
739,164 


2,348,139 
2,700,777 


TRAFFIC WoOR}D 


Christmas holiday, totaled 495,634 cars, 
said the A.A.R. This was a decrease of 
88,976 cars or 15.2 per cent below the 
corresponding week a year ago, and 
186,485 cars or 27.3 per cent below the 
corresponding week two years ago, both 
of which weeks included the New Year’s 
Day holiday, it said, and continued: 


“Loading of revenue freight the weck 
ended December 31 decreased 127,659 
cars or 20.5 per cent below the preceding 
week. 

“Coal loading amounted to 90,190 cars, 
a decrease of 33,412 cars below the cor- 
responding week a year ago and a de- 
crease of 43,793 cars below the preced- 
ing week in 1949. 

“Miscellaneous freight loading totaled 
258,309 cars, a decrease of 35,982 cars 
below the corresponding week in 1948, 
and a decrease of 44,989 cars below the 
preceding week. 

“Loading of merchandise less than 
carload freight totaled 62,781 cars, a de- 
crease of 11,391 cars below the corres- 
ponding week in the previous year, and 
a decrease of 14,317 cars below the pre- 
ceding week in 1949. 

“Grain and grain products loading 
totaled 32,464 cars, a decrease of 4,384 
cars below the corresponding week in 
1948, and a decrease of 7,518 cars below 
the preceding week in 1949. In the 
Western Districts, grain and grain prod- 
ucts loading for the week of December 
31, totaled 19,969 cars, a decrease of 3,- 
710 cars below the previous year and 
a decrease of 5,246 cars below the pre- 
ceding week. 


“Livestock loading amounted to 6,244 
cars, a decrease of 1,870 cars below the 
same week in 1948, and a decrease of 1,- 
721 cars below the previous week in 1949. 
In the Western Districts, loading of 
livestock for the week of December 31 
totaled 4,299 cars, a decrease of 1,374 
cars below the same week a year ago 
and a decrease of 1,729 cars below the 
preceding week. 


“Forest products loading totaled 23,281 
cars, an increase of 259 cars above the 
same week in the previous year, but a 
decrease of 13,441 cars below the pre- 
vious week in 1949. 

“Ore loading amounted to 10,484 cars, 
an increase of 1,054 cars above the same 
week in 1948, but a decrease of 1,784 cars 
below the previous week in 1949. - 


Cars of Revenue Freight Loaded Weekly 


Car Service Division, Association of American Railroads 
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“Coke loading amounted to 11,881 cars, 
a decrease of 3,250 cars below the pre- 
vious year, and a decrease of 106 cars 
below the previous week. 

“All districts reported decreases com- 
pared with the corresponding weeks in 
1948 and 1947.” 

Loadings, 1947, 1948, 1949 

The A.A.R. statement also included 
the following table, showing weekly car- 
loadings for each month in 1947, 1948, 
and 1949: 

1948 


3,136,602 
3,076,653 
3,612,357 
3,210,586 


1947 
3,315,992 
3,193,958 
4,035,514 
3,399,969 
3,493,260 
4,172,680 
3,568,371 
3,638,156 
4,542,799 
3,806,384 
3,483,446 
3,846,350 

44,496,879 


1949 

Four weeks of 

January . 2,843,619 
Four weeks of 

February .. 2,767,048 
Five weeks ot 

March * . 3,344,597 
Four weeks of 

April 3,078,454 
Four weeks of 

May 3,098,808 
Five weeks of 

June # . 3,603,454 
Four weeks of 
' July 2,761,747 
Four weeks of 

August . 2,922,980 
Five weeks of 

Sept. @.... 3,390,749 
Four weeks of 

October . 2,338,546 
Four weeks of 

November . 2,638,331 3,296,290 
Five weeks of 

December. 3,121,408 3,534,946 


Total 35,909,741 42,718,828 
*Includes week ended April 2. 


# Includes week ended July 2. 
@ Includes week ended October 1. 


3,511,166 
4,280,146 
3,423,684 
3,562,252 
4,411,589 
3,662,557 


Rail Passenger Revenue 
Drop Shown for Sept. ‘49 


Passenger revenues, other than com- 
mutation, of Class I steam railways, ex- 
clusive of switching and terminal com- 
panies, totaled $41,163,526 in coaches and 
$22,239,795 in parlor and sleeping cars 
for September, 1949, as against $49,356,- 
251 in coaches and $27,908,851 in parlor 
and sleeping cars for September, 1948, 
decreases of 16.6 and 20.3 per cent, re- 
spectively, according to a compilation of 
the Commission’s Bureau of Transport 
Economics and Statistics of passenger 
traffic statistics, other than commuta- 
tion, statement M-250. 


For the nine months ended with 
September, 1949, passenger revenues 
amounted to $377,181,126 in coaches and 
$225,358,575 in parlor and sleeping cars 
as compared with $418,527,034 in coaches 
and $248,622,816 in parlor and sleeping 
cars for the like period of 1948, de- 
creases of 9.9 and 9.4 per cent, respec- 
tively. 

Revenue passengers carried for Sep- 
tember, 1949, totaled 18,546,562 in coaches 
and 1,733,150 in parlor and sleeping cars, 
aS against 22,609,686 in coaches and 2,- 
229,278 in parlor and sleeping cars in 
September, 1948. For the nine months 
ended with September, 1949, revenue 
passengers carried totaled 172,808,031 in 
coaches and 17,873,548 in parlor and 
Sleeping cars as compared with 220,784,- 


; 782 in coaches and 21,048,993 in parlor 


_ Sleeping cars for the like period of 


December Freight Car Orders 


Domestic freight car deliveries in De- 
cember totaled 3,330, compared with 
4,376 in November and 9,967 in Decem- 


ber, 1948, the American Railway Car In- 
stitute announced. 

New cars ordered in December totaled 
1,220, bringing the backlog of unfilled 
orders on January 1 to 12,036, as com- 
pared with 103,896 a year earlier. The 
annual figure for new car orders in 1949 
was 6,248, compared with 92,787 in 1948. 
Deliveries for the year were 92,562, the 
second highest total since 1924, being 
exceeded only by 1948’s total of 112,634, 
according to the institute. 


Production of the leading types of 
cars in December was as follows: 893 
hoppers, 860 gondolas, 838 box, 63 re- 
frigerator and 201 tank. For the year, 
production ran 41,601 hoppers, 18,775 


gondolas, 15,668 box, 7,742 refrigerator 
and 5,110 tank. Orders in the year in- 
cluded 1,131 hoppers, 244 gondolas, 2,852 
box, 1,050 refrigerator and 834 tank. 


Wage Summary Issued, 
Reflects Wage Awards 


The Commission has issued a state- 
ment M-300, a compilation of wage 
statistics of Class I steam railways in 
the United States for the year 1948. 
The statement bears a notation that 
it is a consolidation of the twelve monthly 
statements of wage statistics issued in 
1948, and supplemental data supplied by 
the carriers covering retroactive wage 
payments applicable to the year 1948. 
The statistics are shown for 1946 and 
1947, in addition to 1948. 

Total compensation of $4,768,827,602 
for 1948, excluding switching and termi- 
nal companies, was shown to include 
$88,219,661 due to back pay resulting 
from a mediation award. Similarly, to- 
tal compensation for 1946 of $4,170,163,- 
790 was shown to include $171,577,663. 

Under the heading “including switch- 
ing and terminal companies,” the 1948 
total compensation of $4,942,113,646 was 
said to include $91,233,441 due to back 
pay resulting from mediation award, the 
1946 item amounting to $177,364,019 in- 
cluded in total compensation of $4,309,- 
654,280. 

The latter section of the compilation, 
a footnote said, excluded the Toledo, 
Peoria & Western for 1947 and 1946 be- 
cause reports were not received in time 
for inclusion in the summary. 


Back Pay Explanation 

The summary does not explain the 
back pay for 1946. As to the 1948 in- 
clusions it says: 

“On March 27, 1948, the President’s 
emergency board recommended an in- 
crease of 15.5 cents per hour for engi- 
neers, firemen, and switchmen retroac- 
tive to November 1, 1947, but this award 
was not accepted by the brotherhoods 
until July 8, 1948. An additional in- 
crease of 10 cents per hour, effective 
October 16, 1948, was accepted by the 
conductors and trainmen on October 4, 
1948, and by the engineers, firemen, and 
Sswitchmen on November 12, 1948. On 
March 19, 1949, the nonoperating em- 
ployes and the carriers agreed to the 
establishment of a 40-hour week effective 
September 1, 1949. The agreement pro- 
vided that all rates of pay effective prior 
to October 1, 1948, should be increased 
by 20 per cent so that such employes 
would receive the same basic earnings 
for 40 hours as had formerly been earned 
in 48 hours. The agreement also pro- 
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vided for an increase of 7 cents an hour 
effective October 1, 1948, which would 
be retained by the employes after the 
40-hour week became effective as well 
as the 20 per cent increase in the basic 
rates that were effective prior to October 
1, 1948. The above-mentioned awards 
are reflected in the data shown in this 
statement.” 


Rail Net Operating Income 
Drops in 1949 Under 1948 
For 11-Month Periods 


Class I railroads in November, 1949, 
had a net railway operating income of 
$75,582,128 compared with $84,067,641 in 
the same month in 1948, according to 
reports filed with the Bureau of Rail- 
way Economics of the Association of 
American Railroads. The corresponding 
net railway operating income for the 
first eleven months of 1949 totaled $615,- 
155,039 compared with $937,720,822 in the 
same period of 1948 (T.W., Jan. 7, p. 15). 


“Net railway operating income repre- 
sents the amount left after the payment 
of operating expenses and taxes but be- 
fore interest, rentals and other charges 
are paid,” said the bureau, adding: 

“In the twelve months ended Novem- 
ber 30, 1949, the rate of return on prop- 
erty investment averaged 2.88 per cent, 
compared with a rate of return of 4.43 
per cent for the twelve months ended 
November 30, 1948. Property investment 
is the value of road and equipment as 
shown by the books of the railways, in- 
cluding materials, supplies and cash, less 
accrued depreciation. 


“This compilation as to earnings for 
the first eleven months of 1949 is based 
on reports from all Class I roads, repre- 
senting a total of 226,642 miles. 


“Total operating revenues in the first 
eleven months of 1949 amounted to 
$7,869,491,773 compared with $8,865,258,- 
509 in the same period of 1948, or a de- 
crease of 11.2 per cent. Operating ex- 
penses in the first eleven months of 1949 
amounted to  $6,323,494,404 compared 
with $6,822,987,875 in the corresponding 
period of 1948, or a decrease ol 7.3 per 
cent. 

“Twenty-six Class I railroads failed to 
earn incerest and rentals in the first 
eieven months ofr 1949, of which twelve 
were in the astern District, iour in the 
Southern Region, and ten in the West- 
ern District. 


Eastern District 


“Class I railroads in the Eastern Dis- 
trict in November, 1949, had an estimated 
net income, after interest and rentals, 
of $18,000,000 compared with a net in- 
come of $25,000,000 in November, 1948. 
In the first eleven months of 1949, their 
estimated net income, after interest and 
rentals, was $95,000,000 compared with 
a net income of $252,000,000 in the same 
period of 1948. 

“Their net railway operating income, 
before interest and rentals in November 
1949 amounted to $27,798,467 compared 
with $35,228,235 in November, 1948. Those 
same roads in the first eleven months 
of 1949 had a net railway operating in- 
come, before interest and rentals, of 















2 SPEEDS FORWARD and REVERSE 


—another Towmotor 
efficiency feature 


A lift truck travels in reverse 50% 
of the time. That's why Towmotor 
has 2 speeds forward, 2 speeds 
reverse—offering fast travel in 
both directions. 


Ask to see the New Towmoftor 
Movie, ‘The One Man Gang,” 
right in your office. 











for easy handling in tight spots! 


Towmotor rear wheel steering—opposite 
the load—provides fast and easy maneuver- 
ability under all conditions. Designed for 
sharp angle turns, Towmotor steering mech- 
anism permits rapid travel in and out of box 
cars, highway trucks, narrow aisles and 
doors, cutting mass handling time and costs. 
Compare Towmotor with any other fork lift 
truck and you will see why Towmotor engi- 
neered features make every Mass Handling 
job easier, faster, safer. 10 models plus 
standard and specially designed accessories 
handle loads from 1500 to 15,000 Ibs.—a 
Towmotor for every job. Write for a copy 
of the “Operators Guide.’’ Towmotor Cor- 
poration, Division 10, 1226 E. 152nd St., 
Cleveland 10, Ohio. Representatives in all 
Principal Cities in U. S. and Canada. 
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months of 1948. 


Southern Region 


“Class I railroads in the Southern 
Region in November, 1949, had an esti- 
mated net income, after interest and 
rentals, of $7,000,000 compared with 
$7,000,000 in November, 1948, In the 
first eleven months of 1949, their esti- 
mated net income, after interest and 
rentals, was $52,000,000 compared with a 
net income of $86,000,000 in the same 


period of 1948. 


“Those same roads in November, 1949, 
had a net railway operating income, 
before interest and rentals, amounting to 
$11,002,536 compared with $10,817,492 in 


November, 1948. 


erating income, before interest and rent- 
als, in the first eleven months of 1949 





Railroads. 


$237,696,804 compared with $403,261,346 
in the same period of 1948. 

“Operating revenues of the Class I 
railroads in the Eastern District in the 
first eleven months of 1949 totaled $3.- 
478,296,516, a decrease of 13.9 per cent 
compared with the same period of 1943. 
Operating expenses totaled $2,870,311,334 
in the eleven months period of 1949, a 
decrease of 9.8 per cent below the same 
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amounted to $93,070,877 compared with “ 
$126,606,769 in the same period of 1948. 
“Operating revenues of the Class I 
railroads in the Southern Region in the 
first eleven months of 1949 totaled $1,- 
080,698,188, a decrease of 104 per cent 
compared with the same period of 1948, 
while operating expenses totaled $866,- 
778,731 in the eleven months period of 
1949, a decrease of 7.7 per cent below N ID 
the same months of 1948. prc 
Western District in tran 
“Class I railroads in the Western Dis- — 
trict in November, 1949, had an esti- those ¢ 
mated net income, after interest and control 
rentals, of $29,000,000 compared with $31,- in the 
000,000 in November, 1948. Their esti- materi 
mated net income, after interest and : 
rentals, in the first eleven months of This 
1949 was $206,000,000 compared with | Subject 
$316,000,000 in the same period of 1948. ps 
“Their net railway operating income, ssid 
before interest and rentals, in November, veason 
1949, amounted to $36,781,125 compared serve t 
with $38,021,914 in November, 1948. Those foo prjer 
same roads in the first eleven months of tation ‘ 
1949 had a net railway operating in- ments ; 
come, before interest and rentals, of 
$284,387,358 compared with $407,852,707 § 4 na 
in the same period of 1948. Truckir 
“Operating revenues of Class I rail- 2 the 
roads in the Western District in the — ‘te th 
first eleven months of 1949 totaled $3,- — SO ar 
310,497.069, a decrease of 8.5 per cent chairme 
compared with the same period of 1948, — 
while operating exvenses totaled $2,586, f 70m th 
404,339 in the eleven months period of ee 
1949, a decrease of 43 ver cent below § 22ndlin 
the same months of 1948.” in that 
are here 
piled to 
ever th 
° materia: 
Freight Car Report neer fo 
U. S. railroads reported an average § ingenuit 
daily surplus of 82,707 freight cars and 
an average daily shortage of 41 freight 
cars for the week ended December 31, Carrie 
1949, according to the car service divi- J Problem 
sion of the Association of American § Various 
Vices fol 
The surplus was made up as follows: ff been inv 
Plain box, 14,459; auto box, 423; flat, J than th 
1,064; gondola, 8,552; hopper, 44,791 (571 — they act 
covered); stock, 4,287; refrigerator, 4,- — 4 Source 
729, and miscellaneous, 4,402. Mitted 2 
The shortage consisted of 30 flat, 5 — sreatest 
gondola and 6 covered hopper cars. Problem 
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MECHANIZED FREIGHT HANDLING AND PACKAGING 
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AN INTERPRETIVE SECTION APPEARING 2nd ISSUE MONTHLY 


Rewards Urged for Merchandise 
Shippers Using Modern Methods 


N IMPORTANT PART of the overall 
A problem of handling small shipments 
in transportation is the need for reducing 
handling costs so that further increases 
in charges will not be necessary to meet 
those costs. A prime opportunity so to 
control and to reduce handling costs lies 
in the application of modern scientific 
materials handling to the problem. 


This article proposes to deal with that 
subject, although it is admitted that ma- 
terials handling for small shipments is 
still in the stage of trial and error and 
experimentation. Nevertheless, there is 
reason to hope that, eventually, it will 
serve to solve the problem for motor 
carriers and for other types of transpor- 
tation where the handling of smail ship- 
ments is a factor. 


A national subcommittee of American 
Trucking Associations, created as a result 
of the small shipments proceedings be- 
fore the Interstate Commerce Commis- 
sion and including this writer as its 
chairman, has struggled with this ap- 
proach for some time. Its chief problem 
from the beginning was to get sufficient 
information from carriers and materials 
handling men about what had been done 
in that field. The results of that effort 
are here summarized; but the data com- 
piled to date are still meager enough. If 
ever there was a field in which the 
materials handling consultant or engi- 
heer found a challenge for all of his 
Ingenuity and inventive genius, it is here. 


Carrier Experiments 


Carriers are very much alive to the 
Problem. They have experimented with 
various types of materials handling de- 
vices for more than a decade, and have 
been investigating possibilities for longer 
than that; but not until recently have 
they achieved a climate of thinking and 
a4 Source of data on the subject that per- 
mitted more than cautious effort. The 
greatest impetus toward solving the 
Problem has been the advent and com- 


Trucking Company Executive Advocates Rate Concessions 


For Industries That Have Modern Facilities, Up-to-Date 


Mechanized Equipment for Handling of Small Shipments. 


By A. MARKOWITZ 


General Traffic Manager 


New York & New Brunswick Auto Express Co., Inc. 


plete success in industry of the fork 
lift-truck and the pallet, and of other 
mechanical aids in materials handling. 
That industry should have achieved this 
success first is not startling, since the 
simplest approach to the matter ap- 
peared first in connection with industrial 
needs for warehousing and distribution 
as modern factory planning and con- 
struction came into its own. The old 
loft building, or multiple story plant 
structure with ponderous _ elevators, 
ramps, stairs, and massive building con- 
struction, including much dead space, 
many blind corners, and inside platforms 
and landings, has seen its last days. 


No one today would erect such a struc- 
ture. Instead have come the clean 
utilitarian lines of the single floor plan, 
scientifically arranged, with production 
and distribution of goods uppermost in 
mind. It was inevitable that, in this 
newer, cleaner, streamlined atmosphere 
of planning and construction, should 
first appear the need for modern 
methods of material handling, following 
logically the adoption of modern meth- 
ods of producing and distributing. The 
transit warehouse of General Foods, Inc., 
at Camp Hill, Pa., and the new multi- 
million dollar shipping center of John- 
son & Johnson, at Metuchen, N.WJ., are 
two outstanding examples of buildings 


efficiently planned for mechanized han- 
dling of small shipments. 


Here then is the first essential dif- 
ference between the problems of car- 
riers and industry in the mechanization 
of freight handling. The carriers, for 
the most part limited to outmoded struc- 
tures in conducting their businesses 
(structures that deteriorated still further 
during the war years, when repairs were 
impossible), found themselves in the 
worst position in their history when the 
war ended. Most of them, with their 
reserves depleted and plants decrepit, 
were compelled to continue to pour good 
money after bad, to meet the needs of 
the post-war expansion, in buildings 
hopelessly inadequate in design and 
costly to operate. 

Industry, on the »ther hand, was a 
beneficiary of war. production, and with 
the money and reserves to proceed with 
the most extensive building program this 
nation has ever seen, has acquired many 
new modernly equipped and designed 
facilities. The speed of modernization 
in all phases of business has never been 
equalled in our history. 

Motor carriers have begun to catch up 
with this trend. A bright beginning has 
been made in cities like Baltimore and 
Detroit, with modernly constructed 
motor trucks terminals specifically de- 
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signed with mechanized materials han- 
dling in mind. These carriers are reap- 
ing the benefits of new construction and 
are beginning to realize savings from 
their investments. In other parts of the 
country, from coast to coast, new motor 
truck terminals are beginning to rise, 
financed mainly with carrier earnings 
and bank loans. Some construction on 
a larger scale is in progress and in pros- 
pect, as witness the new terminals con- 
structed at New York and at Newark, 
N.J., by the Port of New York Authority, 
and the efforts of private investors to 
provide similar construction in other 
cities. i 


New Terminals 


In a few years most of the important 
Class I motor carriers will probably be 
housed in new terminal buildings and 
the first great barrier to mechanized 
materials handling of small shipments 
will be removed. Modern materials han- 
dling cannot be adapted efficiently to 
old type freight station construction. No 
one knows this better than the motor 
carrier operator who has_ struggled 
against increasingly higher costs of op- 
eration for the past decade. 


Having solved the problem of proper 


construction, the motor carrier next 
faces the question of the kind of ma- 
terials handling devices to install. This 
is no small matter for him; a large in- 
vestment is required, mistakes are costly, 
and the system finally adopted cannot 
easily be changed. Caution is of pri- 
— importance in deciding this ques- 
ion. 

There is nothing standard about the 
handling of small shipments. No two 
operations are exactly the same, nor are 
any two days of operation, even over the 
lines of one carrier. Small shipments 
have no tendency to resemble each other 
in transportation and handling charac- 
teristics. 

Can small shipments be handled 
completely with mechanized platform 
facilities, or must manual operations be 
continued? Which is superior for cer- 
tain type operations and why? If 
mechanization is necessary, what kind? 
Most motor carriers would gladly pay 
one who knew the correct answers to 
these important questions a substantial 
sum in exchange for that knowledge. 
Some claim to have the answers. In 
some places various methods have been 
tested and found wanting, or have 
achieved a measure of success. ‘There 
is no one who can supply the proper 
answers at the moment. There are, how- 
ever, men who are at work on the prob- 
lem. In a number of cases outstanding 
success has been achieved. Some or- 
ganizations have done such good jobs 
that they ought to be cited specifically. 
These have shown the way to the rest 
of the industry. 

From here on it may be expected that 
the trend will gain increasing momen- 
tum, and this writer predicts that, not 
more than ten years from now, regard- 
less of any present obstacle, 95 per cent 
of all small shipments handled by all 
forms of transportation will be handled 
with devices engineered to modern mate- 
rials handling, some of which have yet 
to be invented. 


Some Examples 


Central Freight Lines, of Tampa, Fla.. 
has already done an outstanding job 
in this field. So has the Great Southern 
Trucking Co., Jacksonville, Fla. On the 
Pacific coast, Ellis Longenecker, of Pa- 
cifie Freight Lines at Los Angeles; 


Leland James, of Consolidated Freight- 
ways, at Portland, Ore., and Pacific In- 
termountain Express, at Oakland, Calif., 
have all gone well beyond the experi- 
mental stage.. W. W. Callan, president, 
Central Freight Lines, Waco, Tex., is 
now engaged in revising all of his operat- 
ing plans to meet the challenge of mod- 
ern mechanized materials handling. 
There are many more persons who have 
done the same outstanding job in this 
field. A large number of trucking execu- 
tives have completed their plans for new 
truck terminals and the designs include 
complete conversion to mechanized han- 
dling of shipments on their platforms. 
The new Port of New York Authority 
terminal represents an investment of $9,- 
000,000, with the “merry-go-round” over- 
head drag-line method of distributing 
small shipments on trucks and plat- 
forms. The Newark terminal now under 
construction will use an underground 
drag line in the same way. The over- 
head moving chain belt is the heart 
of the mechanized freight platforms of 
Merchants Motor Freight, Inc., at St. 
Paul, Minn. 

The Regular Route Common Carriers 
Conference of American Trucking Asso- 
ciations has authorized a nationwide 
survey of truck terminals for the pur- 
pose of answering questions motor truck 
executives are asking about new methods 
of handling. The conference has retained 
the firm of Drake, Startzman. Sheehan 
and Barclay, materials handling con- 
sultants, New York Citv. That organiza- 
tion has finished, or has in process, sur- 
veys of about a dozen terminals. It 
made its first revort to the industry at 
the recent Boston convention of A.T.A. 
The enthusiasm with which the report 
was greeted, the close attention paid to 
it by truck overating executives, and 
the resolve to incorporate these findings 
when ready into a manual of overating 
procedure. with cost defraved by for- 
ward--looking operators who pledged their 
support, are heartening signs that motor 
carrier executives are not sleeping on 
this most important and revolutionary 
development. The Army-Navy con- 
solidatine stations, operated at Chicago 
and other places in the war, were a prov- 
ing ground for mechanization that motor 
carriers have not lost sicht of. 

Savings in handling costs must avprox- 
imate 60 to 90 cents a ton to be effective. 
That is the goal towards which motor 
carriers should aim in studying materials 
handling suited to their needs. This sav- 
ing should bear no relationship to capi- 
talization of new facilities needed, but 
at least that much saving should be as- 
sured to justify the outlay. There are 
no reliable cost figures to go by other 
than those obtained by the operator him- 
self from a study of his own operation. 
This operation should be studied by an 
outside engineering firm of good repute 
and a record made of apnvlication of its 
svecial skills to the problems of motor 
carriers. When a manual is constructed 
along the lines suggested, as a result of 
surveys now in progress, a valuable guide 
to industry standards will be available 
to operators who want to compare their 
results with those obtained by others. 

The next problem is that of training. 
One by-product of mechanization that 
has not followed the trend in the direc- 
tion of improvement has been in the 
handling of over and short freight. Be- 
cause men are improperly trained in 
mechanized handling, there has been a 
tendency in such operations to increase 
astray freight. This is because motion 
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studies have not been made to gear a 
man’s brain and his hands to the re- 
quirements of the machine, or to teach 
him how to make equipment work most 
efficiently. It appears that the worker’s 
interest shifts from the shipment to the 
equipment, and he becomes more con- 
cerned with its manipulation than with 
the job it is supposed to do for him. 
More than anything else, this constitutes 
a reason for hesitation in complete 
mechanization of an operation in which 
small shipments predominate. 


Shippers will have to imvrove their 
packing and marking practices if the 
full efficiency of mechanization in the 
handling of small shipments is to be 
realized. Carelessness is at a Premium 
in such an operation and must be elim- 
inated if efficiency is to result. 


There are two kinds of materials han- 
dling that interest truck operators at this 
time; and both of them are highly im- 
portant. Nor is one likely to be achieved 
without the acceleration of the other. 
It is here that motor carrier need has 
caught up with materials handling in- 
genuity and awaits further progress be- 
fore important savings can be made. 


We have thus far been discussing car- 
rier handling on its platforms. The other 
kind of handling that will achieve re- 
sults and create the impetus by which 
mechanization will be further speeded, 
is the transportation of shipments on 
pallets with loading and unloading to 
and from the vehicle by mechanized 
methods. To make this possible the 
shipping and receiving habits of a lot of 
people must be changed. Just as the 
airplane preceded the modern airport 
and the automobile preceded the road on 
which it had to ride, so has modern 
materials handling arrived before every- 
one was ready to make full use of it in 
a proper manner. 


It serves no useful purpose to a motor 
carrier to unload his truck on pallets, 
transport those pallets across his plat- 
forms, unload the pallets, load his truck, 
and then, at destination, unload his 
truck to pallets at the consignee’s place 
of business. No really important saving 
is thus gained. It is obvious that, un- 
less the shipper, the carrier and the con- 
signee are all ready to cooperate in this 
new method of handling, efficiency is 
lost. Many shippers and some carriers 
are now ready to participate; but few 
consignees. In other words, the man 
who would, in the final analysis, benefit 
most by the use of this modern method 
is not himself equipped to gain any 
benefits from it. This is more true of 
the small shipment than of any other 
kind. Until the consignee cooperates, 
the value of mechanization in handling 
small shipments will be curtailed. 


Rate Concessions Advocated. 


Business houses, commercial establish- 
ments and others who are large cus- 
tomers, still have, in the main, anti- 
quated and inefficient receiving facili- 
ties. One might wish that some way 
could be found to grant rate concessions 
to shippers and consignees who C0- 
operate with the carrier by providing 
adequate facilities to take advantage of 
new methods of handling, and to in- 
crease charges to those who maintain 
old-style cost-consuming facilities. This 
writer believes that a start can be made 
in that direction that will become 4 
trend, and that the Interstate Com- 
merce Commission and other regulatory 
bodies should cooperate with the cal- 
riers to that end. 
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It is suggested that the list of articles 
in the Motor Freight Classification and 
exceptions be examined with a view to 
establishing ratings applicable to pallet 
loads of merchandise which will offer 
an inducement to the shipper and to 
the consignee to purchase in pallet-load 
lots, subject to a rule defining the re- 
quirements of shippers and consignees 
who use such ratings. The amount of 
this concession might be made up by an 
increase in the charges to those whose 
facilities are considered insufficient to 
meet the needs of modern motor truck 
service. In that way the burden of pay- 
ment for waste transportation will fall, 
as it should, on the wasters, and the 
advantages of lower charges will accrue 
to those who provide facilities. In cer- 
tain cases it might be necessary to have 
tariffs specify addresses at which pick- 
up or delivery service would not be 
offered because of insufficient facilities, 
while, in other cases, the tariffs would 
specify additional charges at localities 
where the expense to the carrier was 
increased because of inadequate facili- 
ties. 


Where adequate pick-up facilities are 
provided, a rate concession to the 
Shipper for multiple pick ups at such 
point and to his customer for multiple 
deliveries to one point might be granted, 
subject to some provision in the tariffs 
whereby the minimum charge for pick- 
up and delivery service would be tied to 
that kind of operation. Others not pro- 
Viding such facilities would pay addi- 
tional cost of rendering pick-up and de- 
livery service at either or both ends of 
the transportation, to be collected from 
the party requiring the service and fail- 
Ing to provide the proper facilities for 
it. In short, I would place a premium 
on efficiency and modernization and a 
Penalty on inefficiency and complacence. 
Until that need is recognized by the 
Tegulatory bodies and the public, there 
Will be no lasting improvement. If the 
law needs to be amended to achieve that 
Tesult, it should be so amended. 


Opposes Empty Pallet Reductions 


We should stop talking about bringing 
pallets back for half rate or for nothing, 
and concentrate on the creation of a 
Pallet pool. That would make it un- 
necessary to return pallets except in sub- 
stantial numbers which can be handled 




























































The two photographs together show handling economies achieved through 
combined use of modern facilities and equipment. 
shows trailers spotted at the dock of the new shipping center of Johnson 
& Johnson, near New Brunswick, N. J., illustrating the manner in which 
the platform has been constructed at a height level for easy and efficient 
The other picture shows not merely that Johnson 





The picture at left 


trailers. 


in truckload lots at adequate revenues 
to compensate for expense in handling 
and produce a profit. The place for a 
reduction in rates for goods on pallets 
is in the movement of the goods, and 
not of the pallets, although some revi- 
sion is undoubtedly necessary in that 
direction also. As a carrier, I would 
want to do everything possible to en- 
courage palletized movements, but I do 
not feel inclined to pay the cost of ex-~ 
perimenting by others or of inefficient 
operation by others for which I am in 
no way responsible. A pallet pool can 
be operated by private enterprise. There 
is a fortune waiting for those with 
enough ingenuity to create and maintain 
such a pool. Agreement on two or three 
standard pallet sizes must precede such 
an effort, however. Motor trucks should 
be permitted a total inside width of 
100 inches, and trailer bodies should 
have installed in them removable rails 
or similar facilities for tiering pallets, 
on much the same principle as refrigera- 
tor shelves. 

The vehicle itself must be redesigned 
so that it can be used as a closed or 
open body, through use of a rolling roof; 
equipped with side and end self.-sealing 
doors; insulated and equipped for protec - 
tive service against heat or cold; to take 
pallets, and to be loaded from any 
angle, weathertight, and standard in 
size and attachments, such as brakes, 
lights, tire and wheel sizes, so that it 
may be readily interchanged among Car- 
riers. A bin on skids must be devised to 
take numerous small packages, weighing 
less than 25 pounds each, of assorted 
sizes. Every encouragement must be ac- 
corded to the shipment of standard-sized 
packages in quantities which can best 
be handled by mechanized equipment. 
Those who serve the cause of progress 
should be encouraged by every conces- 
sion to which they are entitled; and 
those who impede it must be made to 
pay the costs they incur for the carrier. 

When the goal of efficient transporta- 
tion by mechanized means is achieved, I 
will be the first to offer a general ten 
per cent reduction in all rates. In my 
opinion, the cost of waste transportation 
in motor truck service, due to impedi- 
ments which I have listed, are at least 
that great. The effect in retarding the 
erowth of mechanized handling of smail 
shipments, and in making shipments 


& Johnson is taking advantage of efficiencies brought about by the use of 
lift-trucks and palletized loading, but depicts the ingenious adjustable floor- 
plates which compensate for minor differences in floor levels of spotted 
These make operations of the loaded lift-trucks from floor to 
trailer, and from trailer to floor, shock-proof. 
are adjusted, in recesses provided, to the floor level. 
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When not in use, the plates 


even smaller and harder to handle, is the 
result of the kind of waste that must be 
eliminated if real mechanization and the 
savings to be realized for it are to be 
achieved. 


Better Containers, Loading 
Methods for Rail Hauls of 
Fresh Vegetables Studied 


Working under a contract with the 
Department of Agriculture, the West- 
ern Growers Association, of Los Angeles, 
is making field tests and experimental 
work in furtherance of a study directed 
by the department’s Production and 
Marketing Administration, toward the 
objective of developing improved con- 
tainers and loading methods for ship- 
ping fresh vegetables by rail, according 
to the P.M.A. 


The study is conducted under au- 
thority of the research and marketing 
act of 1946. The act provides for ex- 
pansion of research and marketing 
services in which the Department of 
Agriculture, the state agricultural ex- 
periment stations, the cooperative 
state agricultural extension services, the 
state departments of agriculture and 
bureaus of markets, and other public 
and private agencies are cooperating in 
solving agricultural problems, with em- 
phasis on more effective marketing of 
agricultural commodities. 


“Initiation of this research,” the P.M.A. 
said, “has resulted in a year’s postpone- 
ment by the Interstate Commerce Com- 
mission of an order reducing the bulge 
allowance on crated lettuce from 2% 
inches and on carrots from 2 3/16 inches 
to 1 5/8 inches for each. The I.C.C. will 
await results of the P.M.A. study. Rep- 
resentatives of the railways joined in 
asking the postponement, although they 
had previously sought the reduction in 
bulge allowance. 

“The project is under the direction of 
Dr. R. W. Hoecker, chief of the Trans- 
portation Research Division of the Mar- 
keting Facilities and Research Branch of 
P.M.A., and C. B. Moore, secretary- 
managing director of the Western Grow- 
ers Association. The Association has 
employed J. Prescott Blount and L. J, 
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Voegeli to work at the shipping end in 
California and Arizona, and George 
Woodhams to work at the eastern re- 
ceiving terminals. 

“Data are being collected on the 
changes needed to make _ containers 
more suitable for shipping vegetables 
than those now in use. Observations are 
being made on the performance of dif- 
ferent types of containers and on various 
methods of packing, loading and han- 
dling them under actual conditions of 
distribution, so that their relative ef- 
ficiency may be evaluated. 

“Work has been done in the Salines, 
Calif., area and the studies will proceed 
through the season in the Yuma, Im- 
perial Valley, and Salt River Valley 
areas. Observations regarding the re- 
quirements for an improved lettuce and 
carrot crate have been made and more 
than 50 test cars have been shipped to 
try out new ideas in sizes and types of 
containers and loading methods. Infor- 
mation that is believed to be useful has 
already been developed, but it must be 
tested and confirmed before it is re- 
leased. 

“Shippers, receivers, railroads, and box 
manufacturers are cooperating in the 
work.” 


Gaylord Makes Combination 


Carton-Corrugated Box 


Something different from the ordinary 
run of folding cartons and corrugated 
boxes is presented in this combination 
package. Its purpose is to gain the 
maximum exterior beauty and display 
value of a folding carton and still obtain 
the strong, protective qualities of a cor- 
rugated box, according to Gaylord Con- 
tainer Corporation, the manufacturer. 

“The users of this package, the Link- 
Belt Co., make a complete line of 
mounted ball and roller bearings from a 
size considerably smaller than a roller 





skate wheel to pillow-block assemblies 
weighing in excess of forty pounds,” it 
says. “These larger sizes are the types 
packaged in this combination folding 


carton-corrugated box. The company 
wanted to maintain the family resem- 
blance in packaging for their complete 
line to capitalize on the design, colors, 
and trademark impressions built up 
through their other products packaged 
in folding cartons. 

“As shown in the photograph, the cor- 
rugated insert provides all-around pro- 
tection to the bearing. When this in- 
sert is placed in the folding carton, the 
package then can take its place on cus- 
tomers’ shelves as one more product in 
the regular Link-Belt family. The fold- 
ing carton is made of natural-color Kraft, 
being printed with an over-all back- 
ground of brown with red lettering. The 
light tan of the natural Kraft is utilized 
as a third color to highlight the trade- 
mark and general design.” 
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Commerce Dep't Sees '50 as ‘Good Year 


For Land Transport Equipment Production 


Says Value Estimated to Total $9.3 Billion of Which $8.8 
Billion is Predicted for the Automotive Industry and $0.5 
Billion for Railway Locomotives, Passenger and Freight Cars. 


Predicting that 1950 will be a good 
year for most of the industries that pro- 
duce transportation equipment, the U.S. 
Department of Commerce has reported 
that the value of production of land 
transportation equipment in that year 
is estimated to total $9.3 billion. 

It said the estimate was based on an 
analysis of land transportation equip- 
ment industries in 1949 and an evalua- 
tion of prospects in those industries in 
1950 made by the machinery and trans- 
portation equipment division of the Of- 
fice of Domestic Commerce. 

While somewhat below the estimated 
1949 production of $10.7 billion, it said, 
the 1950 figure compared favorably with 
the $9 billion production of transporta- 
tion equipment reported in the 1947 
census of manufacturers. 

Of the 1950 production of land trans- 
portation equipment totaling $9.3 bil- 
lion, $8.8 billion is predicted for the 
automotive industry, and $0.5 billion 
of railway locomotives and cars. 

In the automobile field, according to 
the department, O.D.C. analysts said it 
was unlikely that 1949 production would 
either be equalled or exceeded in the 
next few years. It was estimated, it 
said, that from five to five and a half 
million units would be produced in 1950, 
or about 15 per cent below 1949. 

In railway equipment, it is expected 
that 2,500 locomotive units will be or- 
dered in 1950 at an approximate value 
of $330 million. Deliveries are expected 
to have an approximate value of $250 
million. In 1949, total production was 
valued at $226 million. 

It is estimated that 42,500 freight cars 
will be ordered in 1950 having a value 
of $195 million as compared with 4,500 
cars ordered in 1949, and 94,691 in 19438. 

Approximately 275 railway passenger 
cars are expected to be ordered in 1950 
for domestic use aS compared with 145 
cars in 1949, and 517 in 1948. 

In shipbuilding, the department said 
O.D.C. analysts expected that about 682,- 
009 gross tons of shipping would prob- 
ably be completed in 1950, a decline of 
12 per cent from 1949. Dollar values 
for this industry, it said, were not avail- 
able. 

Detailed reports were given by the de- 
partment on review and outlook of land 
transportation equipment (automotive 
industry; locomotives, passenger and 
freight cars; and shipbuilding industry) 
as follows: 

“The automotive industry, including 
manufacturers of passenger cars, trucks, 
busses, bodies and automotive parts is the 
largest, in terms of dollar value of sales, 
of all manufacturing industries. 


“In 1949, total factory sales of motor 
vehicles are estimated at 6.2 million 
units exceeding the peak year 1929 when 
5.4 million units were produced. There 
has been a consistent increase in factory 
sales since the close of World War II. 
Factory sales amounted to 3.1 million in 
1946, 4.8 million in 1947 and 5.3 million 
in 1948. 

“Estimated 1949 factory sales include 





5.1 million passenger cars and 1.1 millioy 
trucks and busses, aS compared to 39 
million passenger cars and 1.4 million 
trucks and busses produced in 1948. Fac- 
tory sales in 1929 equalled 4.6 million 
Passenger cars and 771,020 trucks and 
busses. 

“Wholesale dollar value of 1949 factory 
sales of motor vehicles and parts is esti- 
mated at over $10 billion, as compared to 
an estimated $9.3 billion in 1948, and $8.1 
billion in 1947. 

“It is estimated that average 1949 em- 
ployment in the motor vehicle, body and 
parts industry equals 780,000, substan- 
tially the same as in 1947. 

“It appears unlikely that 1949 produc- 
tion will be equalled in the next few 
years. Factory sales of motor vehicles in 
1950 are estimated at from 5.0 to 5.5 mil- 
lion units, a decrease of 10 to 20 percent 
below 1949, but about equal to 1929 and 
1948 production—the only other years 
when the 5 million figure was reached. 
Sufficient orders are on hand to main- 
tain production during the first six 
months of 1950 at the high levels at- 
tained during the last half of 1949. A 
decline in production is expected during 
the second half of 1950. 

“Passenger cars will make up a larger 
portion of total output in 1950 than in 
1949. Seasonal buying will appear again. 
Heavy purchases of cars will take place, 
as in prewar years, in the spring and 
summer. Factory sales of lower priced 
passenger cars will probably expand due 
to increased availability. 


“The number of motor vehicles in op- 
eration in 1949 is estimated at 44.0 million 
as compared to 41.2 million in 1948. Reg- 
istrations in 1950 are expected to exceed 
45.5 million vehicles. In these figures 
are included some 500,000 publicly owned 
units. 


“Of the total 1949 factory sales of mo- 
tor vehicles estimated at 6.2 million, 
about 280,000 units were exported. Ex- 
ports totalled 436,217 units in 1948 and 
733,762 in 1929. Exports of motor ve- 
hicles in 1950 will probably not rise above 
the 1949 level, because of a scarcity of 
dollar exchange. 


“Wholesale value of 1949 automotive 
replacement parts and accessories out- 
put for the home market is estimated at 
$2 billion, a 21 per cent decrease from 
the $2.6 billions produced in the peak 
year 1948. Exports of parts in 1949 were 
valued at approximately $200 million 
as compared to $187 millions in 1948. 
More than 20 million motor vehicles 
were produced during 1945-1949. Because 
of this factor, in addition to the accel- 
erated rate of scrappage of old vehicles, 
especially trucks, the peak in parts re- 
quirements demand has passed. It is 
estimated that parts with a wholesale 
value of $2 billion will be delivered in 
1950. Of this total, exports of replace- 
ment parts and accessories will equal 
approximately $200 million. 

“The 1950 outlook for the locomotive 
segment of the railroad transportation 
equipment industry appears brighter 
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than did the outlook for 1949 at the close 
of 1948. 

“Locomotives. In 1949, estimated to- 
tal deliveries of locomotives included 
1600 diesel electric units, 65 steam, 4 
electric locomotives for road _ service, 
and 600 industrial locomotives excluding 
mine type. Total estimated value of 
1949 production was $226 million, of 
which about $50 million was for export. 

“It is estimated that a total of 2500 
locomotive units will be ordered during 
1950 at an approximate value of $330 
million with 1950 deliveries of approxi- 
mately $250 million, despite an expected 
decrease in the number exported. 

“Railway freight cars. Approximately 
92,500 freight cars were delivered for do- 
mestic use in 1949 at an estimated value 
of $390 million. An additional $17 mil- 
lion worth were manufactured for ex- 
port. Deliveries in 1949 are expected to 
be approximately 83 per cent of cars 
delivered during 1948. 

“About 4500 freight cars were or- 
dered during 1949 as compared to 93,691 
during 1948, a decrease of 95 per cent. 
With a backlog of 14,146 as of December 
1, 1949, deliveries and orders during De- 
cember will result in an estimated back- 
log of 11,500 on January 1, 1950. As of 
January 1, 1949 the backlog totaled 103,- 
986 freight cars. This was the factor 
which permitted a high production in 
1949 despite the low number of new 
orders placed during the year. 

“It is estimated that a total of ap- 
proximately 42,500 freight cars will be 
ordered during 1950 at a value of $195 
million. Deliveries of freight cars dur- 
ing 1950 are estimated at 40,000, al- 
though the capacity of the industry is 
considerably in excess of that figure. 
The industry’s production, however, is 
related to the needs of the railroads 
and is not necessarily indicative of 
capacity to produce. Exports will con- 
tinue to decline as European countries 
are now able to produce their own re- 
quirements. 

“Railway passenger cars. During 1947, 
517 passenger cars were ordered for do- 
mestic use, while in 1949 approximately 
145 were ordered. Deliveries in 1948 
totaled 890 as against an estimated 950 
for 1949, an increase of 6 per cent. Total 
value of 1949 deliveries is estimated at 
$124 million of which $6 million was for 
export. 

“Orders for 1950 are estimated at a 
total of 275 passenger cars at a value of 
$36 million, or an increase in number of 
90 percent over 1949 orders. 


Shipbuilding Industry 

“In 1949, the shipbuilding industry 
completed 225 vessels, excluding naval 
craft, comprising approximately 772,000 
gross tons. Of this total, 41 ships, total- 
ling 680,000 gross tons were 2,000 gross 
tons and over. and consisted of 39 
tankers averaging 16,565 tons each, 1 
freighter of 12,000 tons, and 1 special 
type dredge of 22,000 tons, built for the 
Department of the Army. The re- 
maining 184 vessels, totalling 92,000 gross 
tons, consisted of smaller type craft 
ranging from 100 to 1,199 gross tons. 
Included in this category were tugs, tow- 
boats, and fishing trawlers. 

“In 1948, the shipbuilding industry re- 
ceived contracts from private oil com- 
panies for 64 tankers. These contracts 
provided the bulk of all new construc- 
tion work during 1949. It is anticipated 
that the last of these tankers will be 
delivered in late 1950. Little dry cargo 
tonnage is under construction in United 
States shipyards at this time, and no 
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improvement is anticipated in the near 
future. 

“During 1948, the Maritime Commis- 
sion awarded contracts for three pas- 
senger cargo vessels for the American 
President Lines, and two passenger 
liners for the American Export lines. 
These five ships are scheduled for com- 
pletion during 1950. In 1949, the Com- 
mission awarded a contract for construc- 
tion of a super liner for the United 
States Lines. This vessel will not he 
completed until late 1952 or early 1953. 
In addition, the Commission has 
awarded contracts for two prototype 
cargo vessels designed for multiple pro- 
duction in the event of another national 
emergency. ‘These two vessels are not 
scheduled for completion until Febru- 
ary 1951. 

“Because of a higher cost of building 
ships in the United States than abroad, 
it is not expected that domestic ship- 
building for foreign owners will be of 
any consequence during the foreseeable 
future. The shipyards abroad are now 
in a position to accept practically all 
new construction orders offered by 
foreign owners. 

“It is estimated that a total of some’ 
682,000 gross tons of shipping will be 
completed in 1950. This represents a 
decline of 12 per cent from 1949. 

“The ship repairing segment of the 
shipbuilding industry has suffered a 
rapid decline from the high level 
achieved during 1947 and during the 
first nine months of 1948. This decline 
has been due to a steady decrease of ton- 
nage in operation caused by the return 
of many chartered ships to lay up, and 
by the fact that the post-war recon- 
version program is virtually complete. 
Normally, the volume of ship repair 
work is in direct proportion to active 
shipping services. When these decline, 
as they have in 1949, repair volume 
suffers accordingly. 

“Total employment, including Navy 
shipyards, is now about 135,000, a de- 
cline of about 70,000 employees from 
1948. Shipyards traditionally experi- 
ence high labor turnover because of dif- 
ficulty in keeping workers continuously 
occupied as new repair jobs are started 
and completed. Recently, as a result 
of a decline in the volume of repair work, 
employment in United States shipyards 
has been declining more rapidly than 
in any other manufacturing industry. 
It is estimated that employment in 1950 
may decline to 100,000.” 










































Heavy-Duty Folding Box 
Offered by G. B. Lewis 


A heavy-duty woven wood-and-wire 
container that folds to one-quarter its 
setup size has been added to the line of 
materials handling containers manufat- 
tured by the G. B. Lewis Co. Known as 
the Lewis folding box, the unit’s space- 
saving features are said to be partic- 
ularly advantageous while in transit be- 
tween plants and when in temporary 
non-use storage. 

Sides and ends are made of woven 
wood-and-wire panels with bracing 
cleats. These panels are attached to the 
solid wood bottom with heavy-gauge 
steel hinges. When unfolded to an up- 
right position, strong tension fasteners 
at the corners hold the side and end 
panels rigid. Bottoms are available in 
the single- or double-face pallet type 
or with stacking skids. All wood parts 
are of northern elm. The folding boxes, 
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when full, may be stacked ceiling high 
with perfect safety to contents and to 
workers, according to the company, and 
may be handled singly or in multiples 
with fork trucks. 


Fork Truck Device Speeds 
Bulk Materials Handling 


A gravity-dump grading fork attach- 
ment for fast, safe handling of bulk 
materials too large to pass through a 2%- 
inch screen, has been introduced by Clark 
Equipment Company’s Industrial Truck 
Division. 

“The attachment is applicable to all 
models of Clark fork-lift trucks of 2,000 
pounds capacity and up, and is readily 
interchangeable with standard forks and 
attachments for mounting on standard 
uprights or Clark’s Hi-Lo-Stack,” says 
the Clark industrial truck division. 

“The fork has %-inch-diameter re- 
movable tines spaced on a 1-inch center, 
making it simple to change the tine- 
spacing for handling coke, coal of larger 
sizes, sugar cane, vegetables, hides, stock- 
yard litter, bones, corn cobs and similar 
materials. The tines enter the material 
more readily than a shovel, thus requir- 


ing less tractive effort. In operation 
the grading fork has the same character- 
istics as a gravity dump shovel. The 
grading fork is of heavy construction, of 
%-inch steel. plate mounted on a fixed 
plate of %~-inch hot rolled steel. When 
the load is raised the fork locks in posi- 
tion; and the load is dumped when re- 
leased by a 15-lb. pull. A pneumatic 
Snubber minimizes the stock and strain 
of dumping. The new grading-fork at- 
a is not available for export 
Sale,” 








Glaskraft Sealing Tape 


Lee Turley, vice-president in charge of 
Sales, has announced that McLaurin- 
Jones’ new heavy-duty sealing tape— 
Glaskraft—is now out of the experi- 
— stage and in full production, and 








_‘Glaskraft Sealing Tape is four to six 
times stronger than ordinary sealing 
tape. It consists of two sheets of kraft 
Paper laminated with asphalt, in which 
Slass fibers are imbedded for added 
strength. Thus, its average tear test is 
55 to 60 (machine direction), as compared 








with a 14 tear test for 90 pound kraft, 


and 65 to 70 (cross machine direction) 
as compared with a 15 tear test for 90 
pound kraft. 

“Glaskraft is excellent for sealing car- 
tons that are heavy. It is recommended 
for cartons which contain valuable mer- 
chandise. It will reduce breakage and 
carton rupture. Furthermore, its fibers 
are not affected by dampness, and will 
not rot or weaken in storage. Also, this 
tape is water-resistant and can be fur- 
nished with waterproof gumming.” 


Unit Pack for Springs 

Among the unit packs developed by the 
Addison-Semmes Corporation, is one 
which an Indiana manufacturer has 
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used for more than 18 months. This 
pack holds 96 coil springs to the unit, 
all stacked on end, and has proven 
very satisfactory, according to Addison- 
Semmes. The pack weighs about 17 
pounds, measures 35x39 inches, and costs 
approximately $1.45 complete. More than 
20,000 of these units have been used by 
this manufacturer. 


Upward Trend Indicated 
In Truck Cargo Thefts 


A marked upward trend in truck cargo 
thefts and hijackings is indicated in the 
monthly report released by the Cargo 
Protection Bureau, nationwide loss pre- 
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vention service. Nearly 40 new truck 
cargo thefts and hijackings, representing 
a third of a million dollars in values, 
are reported by the bureau, which points 
out that these current losses include all 
types of cargoes and losses from varying 
sections of the country. 

Liquor losses top the list, with one 
individual hijacking loss approximating 
$100,000. Clothing, textiles, television 
sets, and furs are also prominently 
listed in the current loss report. 

The appearance of money losses on the 
list again, indicates a significant trend, 





according to the bureau. Three losses 
of this sort involving systematic hi- 
jackings of collections made by tele- 
phone company representatives and a 
$33,000 hijacking of a pay roll from a 
truck at Cicero, Ill., are disclosed. 

According to the bureau, apparently 
the high price of coffee has also at- 
tracted the attention of the underworld 
because a $1,700 theft of this commodity 
is reported from Cleveland, O. The bu- 
reau also reported that $1,000 worth of 
Christmas toys were stolen recently from 
a truck in Chicago. 


PERSONAL NEWS 





Elevation of the traffic department of 
Victor Chemical Works, of Chicago, to 
an equal status with other operating de- 
partments of the 
company and, ef- 
fective January 1, 
appointment of 
Walter N. Saaby as 
director of traffic, 
have been an- 
nounced by Rothe 
Weigel, president. A 
native of Chicago, 
Mr. Saaby attended 
Northwestern Uni- 
versity and is a 
graduate of the 
College of Ad- 
vanced Traffic, Chi- 
cago. After serving the Chicago & North 
Western Railway in various capacities, 
he joined Victor Chemical’s traffic de- 
partment as assistant manager in 1929, 
becoming traffic manager in 1947. He is 
a member of several traffic organizations, 
including founder membership in the 
American Society of Traffic and Trans- 
portation. He serves as chairman of the 
chemicals’ committee of the Midwest 
Shippers’ Advisory Board and a member 
of the traffic committee of the Manu- 
facturing Chemists’ Association. In addi- 
tion, he is an active member of the 
Traffic Club of Chicago, Chicago Trans- 
portation Club, Nashville Traffic and 
Transportation Club, National Industrial 
Traffic League, and Southern Traffic 
League. 





W. N. Saaby 


* * * 


Earle V. White, Jr., executive-secretary 
of the Oregon Draymen & Warehouse- 
men’s Association and formerly general 
traffic manager of Freightways, Inc., has 
opened offices in Portland, Ore., for the 
general practice of law. An I.C.C. prac- 
titioner, he will continue in his position 
with the association. 

* * * 

Marshall M. Parkhurst has been ap- 
pointed traffic manager for Interna- 
tional Harvester Co., Chicago. Formerly 
assistant traffic manager, he has been 
with the company since 1929. 

* *” *” 

Albert Banscher, of the New York 
staff of the Academy of Advanced Traf- 
fic, New York, N.Y., has been appointed 
resident manager of the Academy at 
Philadelphia, effective January 16. A 
graduate of the University of Pennsyl- 
vania, where he majored in traffic, Mr. 
Banscher was wartime chief of the 
freight branch, US. Army Transporta- 





tion Corps, London, England. He is 
presently a member of the U.S. Army 
active reserve and is control officer for 
the 1053rd Staging Area, Kearny, N.J. 
He joined the Academy’s research and 
training staff in New York in 1946. 

* * * 


William C. Kelley has been named as- 
sistant district traffic manager at De- 
troit for Northwest Airlines, Inc. Prior 
to joining the company last November, 
he was employed by Trans-World Air- 
lines as district traffic manager in the 
Middle East, with headquarters at 
Dhahran. 

ok * * 

Herbert F. Milley has been appointed 
traffic manager for the Pacific-Alaska 
division of Pan American World Airways, 
with headquarters in San Francisco, ef- 
fective January 2. He was formerly cen- 
tral regional sales manager for the com- 


pany. 
* * * 

W. C. Bergmann has been appointed 
vice-president in charge of southwestern 
territory for Universal Carloading & 
Distributing Co., with headquarters in 
St. Louis, Mo. 

So * 1 

Percy S. Hinckley has been appointed 
freight claim agent for the Boston & 
Maine Railroad, effective January 9, suc- 
ceeding Charles M. Macdonald, who re- 
tired January 7 under the railroad’s pen- 
sion plan after more than 50 years of 
service with the company. Mr. Mac- 
donald had been freight claim agent 
since 1919. For 15 years he was a mem- 
ber of the general committee of the 
freight claim division of the Association 
of American Railroads and for the last 
30 years had been a member of the East- 
ern Claim Conference. Mr. Hinckley 
joined the Boston & Maine in 1905 and 
was made chief clerk of the freight claim 
department in April, 1944. 

Bd ok * 


Bryce L. Hamilton has been ap- 
pointed general solicitor and William C. 
Mulligan has been named assistant gen- 
eral counsel for the Chicago Great 
Western Railway Co., both with head- 
quarters in Chicago. 

* * ok 


Barton J. Crosby has been appointed 
superintendent of transportation for 
Railway Express Agency, with headquar- 
ters in New York City, succeeding John 
R. Norway, who has retired after 51 years 
of continuous service with the agency. 
Mr. Crosby was formerly superintendent 
of the agency’s Susquehanna division at 
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Scranton, Pa. Mr. Norway had been 
superintendent of transportation at New 
York since September 15, 1940. Other 
personnel changes made by the agency 
include appointment of Joseph A. Papa, 
formerly superintendent of the Central 
Illinois division, as superintendent of 
organization, with headquarters in Chi- 
cago, succeeding G. C. Lace, transferred; 
appointment of Roger Park, heretofore 
superintendent of organization at Chi- 
cago, aS superintendent of the Michigan 
division, with headquarters in Detroit, 
succeeding Robert H. Vogel, who has re- 
tired after 48 years of continuous serv- 
ice; appointment of William H. Carver, 
formerly assistant superintendent of 
terminals at Chicago, as superintendent 
of the Central Illinois division, with 
headquarters in Chicago, succeeding Mr. 
Papa, transferred; and appointment of 
C. H. Campbell, formerly general agent 
at Minneapolis, as acting superintend- 
ent of the Central Minnesota-Dakota 
division, with headquarters in St. Paul, 
succeeding C. F. Custer, who is on leave 
of absence. 






























* * 






Appointment of R. M. Sutton as gen- 
eral auditor of the Union Pacific Rail- 
road with headquarters in Omaha, Neb., 
effective January 4, 
has been an- 
nounced by A. E, 
Stoddard, presi- 
dent. Formerly 
senior assistant 
general auditor, 
Mr. Sutton  suc- 
ceeds the late A. 
£. Callin, of Oma- 
ha. Mr. Callin died 
recently while vis- 
iting in Portland, 
Ore. With Mr. 
Sutton’s appoint- 
ment, other  pro- 
motions have been made in the railroad’s 
accounting department, as follows: E. 
M. Kerrigan, from assistant general 
auditor to senior assistant general 
auditor; H. J. Bearss, from auditor of 
passenger accounts to assistant general 
auditor, and H. B. Jacobsen, from chief 
clerk to auditor of passenger accounts. 
Mr. Sutton started with the Union 
Pacific in 1915 as a clerk in the pas- 
senger accounting department. He served 
as accountant in charge of the dining car 
and hotel accounting bureau at Ogden, 
Utah, from 1924 to 1930, when he was 
transferred to the position of chief clerk 
to auditor of disbursements at Omaha. 
In 1941, he was appointed assistant 
auditor of disbursements and became 
auditor of general and station accounts 
in 1942, auditor of disbursements in 1946, 
assistant general auditor in 1948 and 
senior assistant general auditor in 1949. 


* * * 


Appointment of C. E. Bellew as general 
traffic manager of Hayes Freight Lines, 
with headquarters in the company’s 
executive offices in Chicago, has bee! 
announced by David H. Ratner, presi- 
dent. Formerly with Midwest Motor 
Freight Bureau and it’s predecessors in 
interest, for a period of thirteen yeals, 
Mr. Bellew has practiced law in Kansas 
City for the last two years. Other ap- 
pointments announced by Mr. Ratner 
were: P. L. Shriver, superintendent 0 
operations; L. F. Mattingley, general 
auditor; H. Olson, traveling terminal su- 
pervisor: and J. E. Donavan, assistant t0 
the president. Mr. Shriver served for 19 
years with Hayes Freight Lines, In¢. 



























R. M. Sutton 




































































































































WORLD January 14, 1950 


. been 
it New 
Other 
agency 
Papa, 
entral 
nt of 
1 Chi- 
‘erred; 
tofore 
[ Chi- 
chigan 
etroit, 
las re- 
; serv- 
Yarver, 
nt of 
2ndent 
. With 
ig Mr. 
ent of 
agent 
ntend- 
Jakota 
Paul, 
| leave 


uditor, 

suc- 
tte A. 
Oma- 
n died 
e vis- 


VS: 
eneral 
eneral 
tor of 
eneral 
. chief 
ounts. 
Union 
> pas- 
served 
ng car 
Dgden, 
e was 
f clerk 
maha. 
sistant 
ecame 
counts 
1 1946, 
8 and 
1 1949. 


eneral 
Lines, 
pany’s 
, been 
presi- 
Motor 
ors in 
yeals, 
ransas 
sr ap- 
vatner 
ont of 
eneral 
a1 su: 
ant to 
for 19 

Inc., 


















74 


several years of which he was in charge 
of operations. He will be located in Mat- 
toon, Ill. Mr. Mattingley, who will also 
have headquarters in Mattoon, has had 
17 years with Hayes Freight Lines, Inc., 
in freight revenue accounting and office 
procedures. Mr. Olson was formerly with 
Keeshin Motor Express, serving for 15 
years as manager of various terminals 
and in the operating department. He 
was also with Long Transportation Co., 
as Chicago terminal manager, before 
joining Hayes Freight Lines, Inc. Mr. 
Donavan served for 12 years as vice- 
president and treasurer of Keeshin Mo- 
tor Express. 
x * a 

The Clinchfield Railroad Co. has an- 
nounced appointment of P. O. Likens as 
superintendent of machinery to succeed 
T. G. McFall, who retired on January 1 
after 33 years of service with the com- 
pany; also the appointment of J. M. 
Sahmon, Jr., as chief engineer, effective 
the same date, to succeed V. B. Elliott, 
who has retired after 44 years of service. 

*~ * * 

Robert S. Vipond, formerly district 
freight agent of the Pennsylvania Rail- 
road in Nashville, Tenn. has been 
named to the same position with the 
railroad in Dayton, O., effective January 
1, succeeding Russell W. Rutledge, who 
has retired after more than 41 years of 
continuous service. Dwight M. Clark, 











on a newly-formed committee estab- 
lished by the Baltimore Association of 
Commerce to expedite freight passing 
through the port of Baltimore. The 
committee is composed of representa- 
tives of all transportation, shipping and 
broker interests in the city. 
* * * 


J. D. Sutherland has been appointed 
traffic manager of Nestle’s Milk Products 
(Canada) Limited. 

iw a * 

R. L. Toolin has been appointed gen- 
eral traffic manager for the Great 
Atlantic & Pacific Tea Co., New York, 
N.Y., with jurisdiction over traffic and 
transportation of the company and its 
subsidiaries, effective January 1, suc- 
ceeding L. Z. Whitbeck who retired on 
December 31 under the company’s em- 
ployes’ retirement plan after more than 
30 years of service. 

* * 


Fred C. Lee has been named a mem- 
ber of the Standing Rate Committee of 
the Southern Motor Carriers Rate Con- 
ference, succeeding P. H. Cotton who re- 
signed on January 1 to accept a position 
with Huber & Huber Motor Express of 
Louisville, Ky. Mr. Cotton had been a 
member of the committee since he joined 
the conference on May 1, 1939. Mr. Lee, 
who joined the conference in 1936 and 
served in its rate department, was for- 
merly secretary of the committee. He 
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ters in Lawrenceville, Va., effective Jan- 
uary 16. Formerly chief dispatcher of 
the Southern Railway System, Rich- 
mond, Va., he entered service of the At- 
lantic and Danville on October 1, 1949. 

* + * 

F. Leon Miller has been appointed 
superintendent of the warehouse and 
shipping department of the International 
Nickel Co., Inc., Huntington Works, 
Huntington, W.Va., succeeding L. V. 
Deering, who retired on December 31, 
1949, after 32 years of service with the 
company. 
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* * * 


British Overseas Airways Corporation, 
New York, N.Y., has announced it has 
accepted, with regret, the resignation of 
Vernon G. Crudge, general manager of 
the company’s western division. The air- 
line said Mr. Crudge’s services, however, 
would remain available to the corpora- 
tion for a period in the new year to fa- 
cilitate the handing over of his duties 
under a plan of reorganization. J. Ross 
Stainton, as area manager, will continue 
in charge of the airline’s New York 
office. 
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* * * 


Richard G. Christman, former New 
York City manager of the radio, theatri- 
cal and entertainment sales division of 
United Air Lines, has been named city 
traffic and sales manager of the com- 
pany’s Hollywood office, succeeding L. H. 
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on January 20 commemorating “Motor 
Transportation Day” in that city. He 
will also address the Tulsa Co-Operative 
Club on January 18. He will discuss 
current problems facing the trucking in- 
dustry. 

* * * 

George F. Glacy, of Brookline, Mass., 
has been appointed vice-president— 
accounting of the Boston & Maine Rail- 
road and the Maine Central Railroad, to 
fill the position now held by William S. 
Trowbridge, vice-president—finance and 
accounting, who plans to retire from the 
Maine Central in January this year. Mr. 
Trowbridge, however, will remain on the 
Boston & Maine as_ vice-president— 
finance, and Mr. Glacy will take over the 
accounting portion of his duties. Mr. 
Glacy began service with the Boston and 
Maine in 1918 and has been comptroller 
since 1930. He is chairman of the ac- 
counting division of the Association of 
American Railroads, and chairman of 
its IL.C.C. contact committee. 

* * oe 

James F, Haley has been appointed as- 
sistant manager, traffic and transporta- 
tion department, Koppers Co., Inc., Pitts- 
burgh, effective January 1. In addition 
to his duties as assistant manager, he 
will discharge the duties of manager, 
transportation section. Albert A. Matt- 
sn has been named manager of the 
traffic section ‘of the company’s traffic 
and transportation department, and 
Erwin A. Gorges has been appointed as- 
sistant manager. Thomas P. Reynolds 
becomes supervisor, transportation sec- 
tion, traffic and transportation depart- 
ment. 

% of oo 

Kenneth E. Allen has announced his 
resignation, effective January 15, as di- 
rector of public relations and advertising 
of Western Air Lines to accept appoint- 
ment as deputy chief, administrative bu- 
reau, International Civil Aviation Or- 
ganization, at its headquarters in Mont- 
real, Canada. Prior to joining Western 
in 1946, Mr. Allen was managing editor 
of American Aviation Magazine, air 
transportation trade journal, Washing- 
ton, D.C. 

* * * 

Hugo Waninger has been appointed 
general traffic manager for Anheuser- 
Busch, Inc., effective January 1. He 
was formerly acting traffic manager. 

tk * * 


National Van Lines, Inc., Chicago, has 
announced the opening of a regional of- 


fice in Birmingham, Ala., under the 
management of Philip A. Runey. White’s 
Moving & Storage Co., and Birmingham 
Moving & Storage Co., will continue as 
agents of the company. 

* * ok 


Ioan V. Beckham has been appointed 
assistant to the general passenger agent 
of the New York Central System, effec- 
tive January 1. Formerly passenger rep- 
resentative, she will continue to have 
headquarters in New York City where 
she heads the women’s department, 
specializing in women’s conventions. 

x a * 

G. F. Buckingham has been appointed 
general traffic manager for the Canadian 
Pacific Railway Co., with office at Mont- 
real. 


OBITUARIES 


John E. Hennessy, commerce attorney 
for the Western Pacific Railroad Co. in 
San Francisco prior to joining the firm 
of Gordon, Knapp and Hennessy, of Los 
Angeles, in June, 1948, died December 
29 at his home in San Gabriel, Calif., 
after an illness of several months. A 
member of the Association of Interstate 
Commerce Commission Practitioners, 
both in Los Angeles and San Francisco, 
Mr. Hennessy participated as general 
counsel in the Geneva Steel Rate Case 
and the Pacific Coastwise Rail and Water 
Case. In addition to other organizations, 
he was a member of the Transportation 
Club in San Francisco. 

tk a 


Harry C. Trombly, retired general 
manager of the Railway Express Agency, 
Inc., died December 20 at Woodville, 
Mass. He was an honorary member of 
the Traffic Club of New England. 


* * %* 


Announcement has been made by Ed 
Reilly, executive secretary-treasurer of 
the Colorado Motor Carriers’ Association, 
Denver, Colo., of the recent death of 
Robert V. Weicker, 85, president of the 
Weicker Transfer & Storage Co., of Den- 
ver, following a heart attack. Mr. 
Weicker is credited with building in 65 
years a horse and wagon delivery and 
moving service into a multi-million dol- 
lar moving and storage organization, 
owning 11 warehouses and more than 270 
trucks and other moving equipment. 
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list of Traffic Clubs 


Following publication of the list of 
Traffic Clubs in the TraFric Wort of 
December 31, 1949, p. 48, requests have 
been received for correction of the list- 
ing to show Gordon Perry, Jr., president, 
and Earl J. Adams, secretary-treasurer, 
of the Chattanooga Traffic & Transpor- 
tation Club, of Chattanooga, Tenn.; W. 
R. Bourne, president, and J. T. Odell, 
Secretary, of the Transportation Club of 
Evansville, Ind.; Nick Galanis, president, 
and H. H. Ellsworth, secretary, of the 
Transportation Club of Salt Lake City; 
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Communications for this department 
should be mailed to Editorial Depart- 
Traffic World, 815 Washington 


ment, 
Building, Washington 5, D. C. 





Henry T. Dickson, president, and Frank 
N. Huebner, secretary, of the Corpus 
Christi Traffic Association, Corpus 
Christi, Tex.; E. E. Briers, president, and 
R. J. Rappold, secretary, of the Ky-O-Va 
Traffic Club, Huntington, W.Va. The 
name of R. M. Pilson, secretary-treasurer 
of the Industrial Traffic Managers Asso- 
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ciation ef Baltimore, was incorrectly 


shown as R. M. Pilsen. 


* * * 


The Transportation Club of Freeport 
will hold a dinner meeting January 19, 
at 7 p.m., in the Hotel Freeport, Free- 
port, Ill. The meeting is being spon- 
sored by the Railway Express Agency. 
Guest speakers will be Lieutenant Gov- 
ernor Sherwood Dixon and F. B. Mc- 
Elroy of the Illinois Commerce Commis- 
sion. 

* * * 

John J. Carmody, president of the 
Gulf-International Corporation, will be 
guest speaker at a dinner meeting of the 
Clearing-Cicero Traffic Conference 
scheduled to be held January 19 in the 
Clearing Industrial club rooms, Chicago. 
He will discuss export sales and pro- 
motion and other factors surrounding 
export trading. The meeting is being 
arranged by R. R. Horlick, of Judson 
Freight Forwarding, chairman of the 
export-import committee. 

* s * 

The Traffic Club of Norristown, Pa., 
will hold its annual “Ladies Night” 
dinner-dance January 28 at the Valley 
Forge Hotel, Norristown, Pa. Albert 
Palm is general chairman of the com- 
mittee on arrangements. A meeting of 
the club’s board of governors has been 
called for January 20 by J. E. Ward, 
president. 

* * s 

The Traffic Club of St. Louis held its 
forty-second annual dinner the evening 
of January 10 at the Jefferson Hotel. 
which was attended by approximately 
1,200 members and guests. C. Hamilton 
Moses, Sr., president of the Arkansas 
Power and Light Co.,. Little Rock, Ark., 
was guest speaker. W. A. McDonnell, 
president of the First National Bank 
and chairman of the board of directors 
of the St. Louis Chamber of Commerce, 
served as toastmaster. 

* * ae 

At the annual dinner meeting of the 
Wilmington (Del.) Chapter of the Delta 
Nu Alpha Transportation Fraternity 
December 28, the following officers were 
elected for the ensuing year: Gordon P. 
Smith, president; Caspar H. Snyder, first 
vice-president; Herbert W. Jervis, sec- 
ond-president; R. Bruce Miller, treasurer, 
and Thomas J. Newell, secretary. The 
new officers will be installed at a meet- 
ing of the chapter scheduled to be held 
January 19, at 6:30 p.m., in the Coffee 
Shop, Wilmington. The guest speaker 
will be E. W. Richardson, manager of 
the Wilmington Marine Terminal, Wil- 
mington. 

oe * ae 

Gilbert McAllister, labor member of 
Parliament from Scotland, will be guest 
speaker at the twenty-fourth annual 
dinner of the Bridgeport (Conn.) Traffic 
Association scheduled to be held Janu- 
ary 19, at 6:30 p.m., in the Stratfield 
Hotel, Bridgeport, Conn. He will speak 
on the subject, “Towards One World.” 
Irvine M. Schofield is program chairman 
and Paul Swanson, chairman of table 
arrangements. 

a * * 

Pictures of Hawaii were shown at a 
dinner meeting of the Women’s Traffic 
Club of Milwaukee held the evening of 
January 9 at the Schlitz Brown Bottle, 
Milwaukee, Wis. 

ok 

The annual meeting of the Trans- 
portation Club of Sioux Falls is sched- 
uled to be held January 18, at 6:30 p.m., 
in the Y.M.C.A. dining room, Sioux Falls, 
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$.D. In addition to election of Officers, 
J. B. Totushek, of the Norfolk & West- 
ern Railway Co., will present a techni- 
color motion picture, “The Power Behind 
The Nation.” 


a * 


New Officers installed by the Corpus 
Christi (Tex.) Traffic Association include 
Henry T. Dickson, president; T. D. Ken- 
nedy, first vice-president; J. Harvey 
Johnson, second vice-president; Frank 
Huebner, secretary, and Chilton Hobbs, 


NET 
" Pd 


treasurer. 
® * * 

The Traffic Club of New England will 
ater hold its first monthly dinner meeting of 
ago, the new year on January 19, at 6:30 p.m., 
geles, in the Hotel Statler. James T. Kennedy 
is will direct a program of musical en- 
sili tertainment. 


Officers installed by the New England 
Traffic Club to serve for the year 1950 
include Charles H. Mundt, general 
agent of Missouri-Kansas-Texas Lines, 
president; Alfred Cook, assistant traffic 
manager of Sears Roebuck & Co., Ed- 
ward N. Mayer, general traffic manager 
of Plymouth Cordage Co., E. C. Ness, 
Jr., traffic manager of Stone & Webster 
Engineering Corporation, and Sherman 
L. Whipple, Jr., president of Wiggin 
Terminals, Ine., vice-president; and 
Gerard J. Smith, manager of Wells 
Fargo Carloading Co., Inc., secretary~ 
treasurer. 
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Speakers at the annual dinner of the 
York Traffic Club scheduled to be held 
on January 19, at 6:30 p.m., in the York- 
towne Hotel, include Orlo M. Brees, 
member of the New York State Legis- 
lature, who will speak on the subject, 
“Beyond the Crossroads,” and Jimmy 
Swan, humorist, who has chosen for his 
subject “It’s a Great Life ... If You 
Don’t Weaken.” 

The San Francisco Traffic Club has 
set January 18 for its next meeting which 
will be its annual dinner and election 
of officers for 1950. 

The Metropolitan Traffic Association 
of New York, Inc., will hold a dinner- 
dance on February 25 in the Hotel 
Statler, New York City. 


* a * 


_ The Lansing (Mich.) Traffic Club has 
issued invitations for its thirty-fourth 
annual dinner to be held on January 
26, at 7 p.m. at Sepeter’s Hunt Room, 
Lansing. New officers of the club are 
W. M. McCloud, of Douglas Trucking 
Lines, Inc., president; A. O. Graves, of 
the Michigan Public Service Commission, 
first vice-president; Joe Moon, of the 
New York Central Railroad, second vice- 
president; Arnold Duffield, of W. Ford 
Johnson Cartage, secretary, and Harold 
Traver, of Motor Wheel Corporation, 
treasurer. 


* * * 


_The New Haven (Conn.) Transporta- 
tion Club will elect and install officers 
and directors for 1950 at a meeting 
Scheduled to be held the evening of Jan- 
uary 16 at the Hotel Garde. 


* * * 


The Chicago Transportation Club held 
& transportation quiz at its meeting at 
the Hotel LaSalle, the evening of Jan- 
Uary 5. Raymond R. Winkelmann, 
Joyce Brothers Storage & Van Co., acted 
aS quizmaster. There was a large as- 
Sortment of prizes for those who 
answered questions correctly. Formal 


lif. 





presentation was made to Roy L. Mil- 
bourne, general agent, New York Cen- 
tral, vice-president of the club, of the 
certificate for outstanding work in the 
field of transportation education which 
was awarded to him at the annual meet- 
ing of the Associated Traffic Clubs of 
America at Houston, Tex. Robert J. 
Bayer, editor, the Trarric WORLD, a 
member of the board of directors of the 
association, made the presentation. The 
club also paid tribute, by standing and 
applauding, to Everett Weathers, Con- 
tinental Can Co., the first of its mem- 
bers to pass successfully the examina- 
tions of the American Society of Traffic 
and Transportation and to receive a cer- 
tificate of membership in the society. 
The club will hold its annual “members 
only party” at the Furniture Club of 
America, February 9. There will be a 
buffet supper, refreshments, and a floor 
show. G. F. Sunagel, city freight agent, 
Milwaukee Road, is chairman of the 
committee in charge. 
* ae * 

The annual meeting and dinner of the 
Traffic Club of the Providence (R.I.) 
Chamber of Commerce will be held on 
February 6 in the Narragansett Hotel. 
The meeting, which will include election 
of officers for the ensuing year, will be 
held at 5 p.m., followed by dinner at 
6:30 p.m. There will be a floor show 
and door prizes. 

* * & 

The Transportation Club of Saint Paul 
has set January 17 for its twenty-ninth 
annual election and February 7 for its 
annual dinner, both to be held in the 
Hotel Lowry. The club observed “Pack- 
er’s Day” at its weekly luncheon meet- 
ing held at the same hotel on January 10. 

* * * 


The Waterloo (Ia.) Transportation 
Club will hold its second annual smoker 
at the Hotel President on January 18. 
Entertainment will include the baseball 
film of the 1949 World Series and music 
by Ted Conway. 

oo * co 

The bowling teams of the Milwaukee 
Traffic Club and the Traffic Club of 
Chicago will engage in a “home-and- 
home” league match this year for the 
fourteenth consecutive year. The first 
half of the match will be bowled at the 
Milshore Alleys, Milwaukee, the after- 
noon of February 4. Participants from 
Chicago will journey to Milwaukee in 
special cars on the Milwaukee Road’s 
Hiawatha. Luncheon will be served 
aboard. There will be a special program 
of entertainment for the ladies, and the 
Milwaukee club will be host to the Chi- 
cago visitors, after the match, at a din- 
ner dance at the Milwaukee Elks Club. 
Senator Alexander Wily, of Wiscon- 
sin, will be guest speaker at the club’s 
annual dinner scheduled to be held the 
evening of January 18 at the Schroeder 
Hotel. More than 900 persons are ex- 
pected to attend the dinner. The annual 
election of officers will be held at the 
Elks Club Milwaukee, February 7. Can- 
didates selected are C. J. Rynski, presi- 
dent; A. S. Slania, first vice-president; 
R. M. Heinan, and L. J. Hackl, for 
second vice-president; and F. O. Kunz 
and T. W. Somers, for third vice-presi- 
dent. 

tk ok 

The following officers, elected to serve 
for the year 1950, will be installed at a 
dinner meeting of the Traffic Club of 
Wichita to be held on January 19 at 
6:30 p.m., in the Hotel Broadview: Presi- 
dent, H. A. Rupe, district freight agent, 
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Santa Fe Railway; first vice-president, 
Vern Reid, assistant traffic manager, 
Wichita Flour Mills, and second vice- 
president, G. W. Carleton, assistant gen- 
eral freight and passenger agent, Mis- 
souri Pacific Lines. New directors to be 
installed are Bob L. Pearson, assistant 
traffic manager, Kansas Milling Co.; R. 
D. Pierce, Jr., traffic representative, Mis- 
souri Pacific Lines, and W. S. Welsh, as- 
sistant traffic manager, Coleman Co., 
Inc. The program for the meeting will 
be under direction of H. G. Watts. 
7 . ” 

Harry E. Nelson, manager of traffic, 
New York metropolitan area, Universal 
Carloading and Distributing Co., will be 
installed as the new president of the 
Traffic Club of Jersey City, Inc., at its 
second annual dinner to be held the 
evening of January 17 at the Hotel Plaza. 
Formerly first vice-president, he suc- 
ceeds Charles F. Lovely, of the Central 
Railroad of New Jersey. Other officers 
to be installed are: First vice-president, 
Anthony Scherger, traffic manager, 
Block Drug Co., Inc., Jersey City; second 
vice-president, Sidney Michaels, of Pyra- 
mid Motor Freight Co., Newark, N.J., and 
treasurer, Frank J. Jones, traffic man- 
ager of Joseph Dixon Crucible Co., Jer- 
sey City. The club has designated its 
meeting scheduled for February 21 as 
“Jim Cullington Night,” in honor of its 
secretary, James J. Cullington, of the 
Jersey City Chamber of Commerce. 

co a * 


Movies of the Chicago Railroad Fair 
will feature the meeting of the Trans- 
portation Club of Des Moines, Ia., Inc., 
to be held on January 16 at the Standard 
Club. 


* * * 


The educational committee of the 
South Bend Transportation Club has 
begun a series of lectures for students 
of transportation, at a cost of $5 for the 
series. The lectures are being given 
twice monthly on Thursday evenings at 
the Y.M.C.A. building in South Bend, 
beginning at 7:45 p.m. The first lecture, 
“Business Ethics,” was given by A. Robert 
Caponigri, professor, Notre Dame Uni- 
versity. Other lectures are scheduled 
to be given on “Transportation Prob- 
lems”, on January 26, by Howard Smith, 
of Green Township High, and on “Trans- 
portation Economics”, February 9 and 
23, by George S. Wallace, professor, 
Notre Dame university. On March 9 





Shipping through Portland, 





there will be an examination on “Prin- 
ciples of Traffic Management”, followed 
by a round-table discussion of answers 
to the examination on March 23. 

co a * 


More than 150 members of the Traffic 
Club of Philadelphia participated in a 
testimonial luncheon given on Jan- 
uary 9 in Philadelphia at the Ben- 
jamin Franklin Hotel, in honor of John 
T. Grant, who has been transferred from 
his position of general agent of the 
Nickel Plate Road in Philadelphia to a 
similar position with the railroad in Bos- 
ton. On behalf of the club, Mr. Grant 
was presented a set of matched golf 
clubs by Frank B. Martin, general man- 
ager of the American Viscose Corpora- 
tion. He also received an album of 
business cards from associates in the 
traffic field from J. K. Hiltner, general 
traffic manager of the U.S. Pipe and 
Foundry Co. H. A. J. Kenney, division 
freight agent, Reading Co., was chair- 
man of the testimonial committee. 

* ok x 


The Rock River Valley Traffic Club will 
observe “Railroad and Railway Express 
Nite” at a dinner meeting to be held 
January 18, at 6:30 p.m., in Schrom’s 
Cafe, Rockford, Ill. Past presidents of 
the club will be honored guests. Lee 
Richmond is chairman of the program 
which will feature the presentation of 
the technicolor and sound films, “You 
and Your Railroads” and “Chicago Rail- 
road Fair.” Refreshments will be served 
after the dinner and program. 

* * oe 


The Fort Wayne (Ind.) Transportation 
Club, Inc., held an educational meeting 
the evening of January 11 at the Fort 
Wayne Chamber of Commerce. The 
speaker was H. C. Kohout, assistant 
trainmaster, Pennsylvania Railroad. 

* a * 

The Ky-O-Va Traffic Club will hold 
its annual dinner on February 9 at the 
Hotel Prichard, Huntington, W.Va. Leon 
Miller, plant traffic manager of the In- 
ternational Nickel Co., Huntington, 
W.Va., is general chairman of arrange- 
ments. The program includes a speaker, 
later to be named, a professional floor 
show and orchestral music. 

* Bo * 

The Women’s Traffic and Transporta- 
tion Club of Baltimore, Md., has an- 
nounced completion of arrangements for 
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a series of classes in public speaking to§ Hearin 
be held at the Public Library, Baltimore, fj £20xvit! 
every other Tuesday, January 17 and 31, 
February 14 and 28, and March 14 and 
28, beginning at 7:30 p.m. The Classes January 
will be conducted by Sam Barnes of the 3osa3" 
Southern Railroad Co. There is no et al 
charge. January 
* * * — 
The annual dinner of the Eastern Indi-§ *’s’"c. 
ana Transportation Club will be held on§ January 
January 19, at 6:30 p.m., in the Hotel Moree 


Roberts, Muncie, Ind. Fred Flieg, of the 
Cincinnati Reds baseball club, will he 
the speaker. 

a * * 

The Traffic Club of New York, Inc, 
has issued announcement of its fortieth 
annual dinner to be held the evening of 
February 16 at the Commodore Hotel, 
New York City. There will be a recep- 
tion at 6:30 p.m., followed by dinner at 
7:15 pm. H. H. Meyer is chairman of 
the dinner committee. 

* * ox 


The Traffic Club of Eastern Connecti- 
cut, Norwich, Conn., has designated its 
meeting scheduled for January 19 at the 
Wauregan Hotel in Norwich as “Sports 
Night.” The program will feature Dan 
Jessee, head football coach of Trinity 
College, who will speak on “What Hap- 
pened in 1949” and present movies on 
Trinity’s games last season. There will 
also be a forum discussion on “Freight 
Rates—and Why,” under the direction of 
J. A. Cunningham, of the New Haven 
Railroad. Dinner will be served at 7 p.m. 
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Hearing in 30385, assigned January 27, at 
Knoxville, Tenn., postponed to a date to 
be fixed. 





a 
January 16—Brooklyn, N.¥.—Hotel St. 


George—Examiner Brown: 
30383—Western Electric Co., Inc. v. C. & O., 


et al. 
Ga.—U.S. Ct.—Ex- 


January 16—Columbus, 
aminer Griffin: 
30200—Camp Concrete Products Co., et al. 


vy. C. & G. 

January 16—Chicago, [ll—U.S. Customs 
Hse.—Examiner Raley: 

Finance 16817 — Pacific Intermountain 


Express Co., Assumption of Obligation. 
January 17—Brooklyn, N.Y.—Hotel St. 
George—Examiner Bradford: 


Finance 16575—L. & W. U. reorganiza- 
tion 

January 17—Washington, D.C.—Examiner 
Weaver: 


F.S.A. 18404, et al—Fruits and vegetables 
from Pacific Coast. 

January 18—Washington, D.C.—Division 2: 

I & SS. 5625—Pig Iron, Cleveland and 
Lorain, Ohio to Worcester, Mass. 

F.S.A. 23953, Pig Iron, to Worcester, 
Mass. 

January 18—Washington, D.C.—Commission: 

29466—Florsheim Mercantile Co., v. South- 
ern Pacific Co.. et al. 

29563—Rhodes Mercantile  v. 
Pacific Co. 

30056—Eastern New Mexico Grain Deal- 
ers Assn., et al. v. Atchison, Topeka and 
Santa Fe Railway Co., et al. 

January 18—Washington, D.C.—Division 2: 

29932—-Harrison Construction Co., et al. 
v. Pennsylvania RR. 

January 18—Washington, D.C.—Examiner 
McGrath: 

30288—City of Milwaukee, Municipal Corp., 
v. Chic & N.W., et al. 

January 18—Washington, 
Wilkins: 

36298—Ashland Oil Co. v. A. C. L., et al. 

—— Standard Oil Co. v. A. C. L., 
et al. 

30348—American Bitumuls Co. v. A. C. L., 
et al. 

I. & §.-5707—Asphalt, 


Southern 


D.C.—Examiner 


Ky. to Southern 


Va. 

January 19—Akron, Ohio—Mayflower Hotel 
—Examiner Barber: 

I. & §. 5724—Boots or Shoes, Misawaka, 
Ind. to Boston, Mass. 

January 19—Akron, Ohio—Mayfiower Hotel 
Examiner Barber: 

I, & S. 5743—Boots and Shoes, New Eng- 
land to West. 

January 19—Columbus, Ga.—U.9. Ct.—Ex- 
aminer Griffin: 

30215—Lummus Cotton Gin Co., et al. v. 
Seaboard AL., et al. 

30215, Sub. 1—Murray Co. of Texas, Inc. 
v. Southern, et al. 

30215, Sub. 2—Continental Gin Co. v. Ala- 
bama GS., et al. 

January 19—Washington, D.C.—Division 2: 
I. & §S. 5634—Shipping Weight on Eggs. 

January 19—-Washington, D.C.—Argument— 
Division 2: 

29981—Berry Door Corp. v. N.Y.C., 

,Bsanuary 20—Boston, Mass.—Hotel 
Examiner Brown: 

I, & S. 5719—Gas oil & fuel oil, Boston to 
Worcester, Mass. 

January 20—Detroit, Mich.—Hotel Tuller— 

Examiner Barber: 


oe W. Stock & Sons, Inc. v. N.Y.C., 
et a 


January 20—Washington, D.C.—Argument— 
Division 2: 
30137—Coastal Bag & Bagging Corp. v. 
T. & N. O., et al. 


—— 














et al. 
Lenox— 








January 20—Washington, D.C.—Division 2: 
29939—Schenley Distillers Corp., et al., v. 
A. C. & Y., et al. 
January 23—Birmingham, Ala.—Thos. 
ferson Hotel—Examiner Griffin: 
I. & S. 5716—Lime from Southwest. 
January 23—Birmingham, Ala.—Thomas Jef- 
ferson Hotel—Examiner Griffin: 
F. S. A. 24557—Lime, Southwest to Mis- 
sissippi River crossings. 
January 23—Boston, Mass.—Hotel Lenox— 
Examiner Brown: 
30315—The White & Bagley Co. v. B. & 
M., et al. 
January 23—Chicago, Il.—U.S. Customs 
Hse.—Examiner Barber: 
F. S. A. 24605—Iron & steel articles, Min- 
nequa, Colo. to Okla. and Tex. 
S. A. 24639—Iron & Steel articles, 
Minnequa, Colo. to Okla. and Tex. 
I. & S. 5731—Iron & steel articles, Min- 
nequa, Colo. to Okla. and Tex. 
January 23—Chicago, Ill.—U.S. Custom Hse. 
—Examiner Barber: 
30353—Auto Specialties 
Co. v. C. & O., et al. 
January 23—Chicago, Ill.—U.S, Custom Hse. 
—Examiner Barber: 
I. & S. 5722—Iron & Steel, Minnequa to 
Kans., Nebr., & S. Dak. 
January 23—Washington, D.C.—Argument— 
Division 4: 
*Finance 16426—D. T. & I., et al., 


etc. 
January 24—Kansas City, Mo.—Hotel Pick- 
wick—Examiners Mackley and Hall: 
30092—The Board of Trade of Kansas 
City, Mo. v. A. & S., et al. 
I. & S. 5661—Grain, Colo., Kan. & Wyo. 


to Southern Tex. 
January 25—Buffalo, N.Y.—Hotel Buffalo— 
Examiner Brown: 
30360—Chas. A. Krause Milling Co. v. C. & 
N.W., et al. 
30360, Sub. 1—Froedtert Grain & Malting 
Co., Inc. v. C. & N.W., et al. 
January 25—Chicago, Ill.—U.S. Custom Hse. 
—Examiner Barber: 
— Chemicals Co. v. A. & S., 
et al. 
January 26—Laurel, Miss.—Chancery Court— 
Examiner Griffin: 


Jef- 


Manufacturing 


control, 


+ ae Lumber Co., vs. Ill-Cent, 

et al. 

January 26—Washington, D.C.—Oral Argu- 
ment: 


*9200—Railway Mail Pay. 
January 27—Chicago, Ill—U.S. Custom Hse. 
—Examiner Barber: 
30289—A.C.F. Brill Motor Co. v. Pennsyl- 
vania RR., et al. 
January 27—Knoxville, Tenn.—U.S. Ct.—Ex- 
aminer Russell: 
30385—Williams Lime Manufacturing Co. 
v. Southern Railway Co., et al. 


January 30—Houston, Tex.—Lamar Hotel— 
Examiner Russell: 
30365—Anderson, Clayton & Co. and 
Western Cotton Oil Co., v. Atchison, 
Topeka and Santa Fe Ry Co., et al. 


January 30—New Orleans, La.—Jung Hotel— 
Examiner Griffin: 
I. & S. 5715—Sugar, Southern Ports to 
Nashville and Clarksville. 
January 30—New Orleans, La.—Jung Hotel— 
Examiner Griffin: 
F.S.4. 24573—Sugar, Gulf and South At- 
lantic ports to Tenn. 
January 30—St. Louis, Mo.—Hotel Statler— 
Examiners Hosmer aand Barber: 
29886—Official Southwestern Divisions. 
February 1—Chicago, Ill.—Hotel Morrison— 
Examiner Weaver: 
I. & S. 5730—Fish between Midwest & 
Eastern points. 


HANDLES ALL LOADS WITHIN ITSELF 
NO SEPARATE THRUST BEARING NEEDED 


Why use an extra bearing or block to carry thrust loads 


loads and any 


Furthermore, 


journal box. 


tages 


Canton 6, Ohio - 


lateral movement 
closely controlled within the bear- 
ings —not by the limits of the 


You can have these bearing advan- 
in new and existing cars. 
There’s a Timken bearing to suit 
all types of journal requirements. 


THE TIMKEN ROLLER BEARING COMPANY 
Cable Address “TIMROSCO” 


in railroad car journals? The Timken tapered roller bear- 
ing needs no such assistance. It carries radial loads, thrust 
combination of 
and safely on its own tapered rolls and races. 


them surely 
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THE ROAD OF PLANNED | THE ROAD OF PLANNED PROGRESS | 


Solution to your 


ig OO 


Mid-West truck and trailer equipment, 
with steam coils and insulation, is well- 
maintained and especially designed to 
meet your needs for commodities that 
require heat. 25 years service to na- 
tional accounts. Without obligation to 
you, let us tell you how we can serve 
you to your advantage. Call or wire 
collect or write us. Offices conveniently 
located. 





MIDWEST TRANSFER CO. 


7000 S. PULASKI ROAD @ CHICAGO 239, ILL 
Telephone: POrtsmouth 7-2200 
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COUNCIL BLUFFS (Omaha) 
KANSAS CITY 
MINNESOTA TRANSFER 


(Minneapolis, St. Paul) 
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WATER, 


FREIGHT FORWARDER, 
PIPELINE 


January 16—Pittsburgh, Pa.—Chamber of 
Commerce—Examiner Barber: 
FF-202—Ace Forwarders, Inc., Lease (por- 
tion) Wells Fargo Carloading Co., Inc. 
FF-202, Sub. 1—Ace Forwarders, Inc., 
Freight Forwarder Application. 
January 18—Akron, Ohio—Mayflower Hotel 
—Examiner Barber: 
FF 198, Sub. 1—Ohio Fast Freight Corp., 
freight forwarder application. 
FF 198, Sub. 2—Ohio Fast Freight Corp., 
extension, Cleveland. 
January 26—Jacksonville, Fla.—New Hotel 
Mayflower—Examiner Diamondson: 
W-993, Sub. 5—East Coast Shipping Co., 
Inc., extension, St. Johns River. 
January 26—Miami Beach, Fla.—New May- 
flower Hotel—Examiner Diamondson: 
W-933, Sub. 3—East Coast Shipping Co., 
Inc., Extension Banana River. 
January 30—Sanford, Fla.—Mayfair Inn— 
Examiner Diamondson: 
*W-557, Sub. 2—C. G. Willis Extension— 
St. Johns River. 
January 31—Washington, D.C.—Examiner 
Corbin: 
W-1001—F. P. Grier Company, Inc., 
mon carrier application. 


com- 





MOTOR 


CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in MC-F-4401, assigned January 
16, at U.S. Customs Hse., Chicago, Ill., post- 
poned to January 30, at U.S. Customs Hse., 
Chicago, Ill., before Examiner Raley. 

Hearing in MC- 70049, Sub. 6, assigned 
January 11, at Washington, D.C., postponed 
to February 13, at Washington, DC., before 
Examiner Masoner. 

Hearing in I. & S. M-3161, assigned Jan- 
uary 12, at Washington, D.C. postponed to 


February 16, at Washington, D.C., before 
Examiner Naftalin. 
Hearing in MC-108962, Sub. 1, assigned 
January 12, at Des Moines, Ia., canceled. 
Hearing in MC-89617, Sub. 10, assigned 
January 17, at Columbia, S.C., canceled. 


Hearing in I. & S. M-3162, assigned Jan- 
uary 17, at Washington, D.C, canceled and 
reassigned February 15, at Washington, D.C., 
before Examiner Williams. 


Hearing in MC-85225, Sub. 1 and MC-67225, 
Sub. 7, assigned January 24, at Olympic 
Hotel, ‘Seattle, Wash., transferred to Jan- 
uary 24, at Fed. Bldg., Seattle, Wash., before 
Jt. Bd. 80. 

Hearing in MC-29521, Sub. 21, assigned 
January 25, at Olympic Hotel, Seattle, Wash., 
transferred to January 25, at Fed. Bldg., 
Seattle, Wash., before Jt. Bd. 81. 


Hearing in MC-104529, Sub. 5, assigned 
January 25, at Olympic Hotel, Seattle, Wash., 
transferred to January 25, at Fed. Bldg.. 
Seattle, Wash., before Jt. Bd. 80. 

Hearing in MC-52858, Sub. 13, assigned 
January 26, at Olympic Hotel, Seattle, Wash., 
transferred to January 26, at Fed. Bldg., 
Seattle, Wash., before Examiner Russell. 

Hearing in MC-109107, assigned January 
27, at Atlanta, Ga., postponed to February 


15, at Sou. Mot. Rate Conf., Atlanta, Ga., 
before Examiner Yardley. 

Hearing in MC-108719, Sub. 1, assigned 
February 1, at Providence, R.I., canceled. 


January 16—Atlanta, Ga.—Chamber of Com- 
merce Bldg.—Examiner Yardley: 
MC 107515, Sub. 31—Refrigerated Trans- 


port Co., Inc., Atlanta, Ga., common 
carrier application. 
January 16—Chicago, Ill—Main P.O. Bidg. 


—Examiner Kobernusz: 

MC-110420, Sub. 9—Quality Milk Service, 
Inc., Burlington, Wisc., common carrier 
application. 

January 16—Chicago, Ill.—Main P.O. Bidg. 
—Examiner Kobernusz: 

MC-110420, Subs. 12 and 13—Quality Milk 
Service, Inc., Burlington, Wis., common 
carrier application. 

January 16—Chicago, I1l.—U.S. Customs Hse. 
—Examiner Raley: 


MC-F-4401—Pacific Intermountain Ex- 
press Co., Control, Keeshin Freight 
Lines, Inc., et al. 


January 16—Columbus, Ohio—New Fed. Bldg. 
—Examiner Harrison: 

MC-52633, Sub. 98—Mathews Trucking 
Corp., Ontario Center, N. Y., common 
carrier application. 

January 16—Des Moines, Ia.—Fed. Ct. Bldg. 
—Examiner Dunn: 

MC 111092—Hennessey Bros. Inc., Cedar 

Rapids, Ia., common carrier application. 
January 16—Harrisburg, Pa.—Main Capital 
Bldg.—Examiner Smith: 

MC-29220, Sub. %—Edgar F. Lehman, 
Chambersburg, Pa. Common carrier ap- 
plication. 

MC-66881, Sub. 2—J. Wilbur Wagner, 
— Pa. Common carrier applica- 

on. 
January 16—Knoxville, Tenn.—U. S. Ct.— 
Examiner Sutherland: 

MC-111187—E. W. Mathew, Knoxville, 
Tenn., contract carrier application. 

ees vl a Tenn.—U.S. Ct.—Jt. 
d. : 

MC 12520—Roger Q. Williams Tours, Mor- 

ris, Tenn., broker application. 


January 16—Los Angeles, Calif.—Fed. Bldg.— 
Examiner Linn: 

MC 108869, Sub. 6—A. & A. Transfer & 
Storage Co., Los Angeles, Calif., contract 
carrier application. 

January 16—Los Angeles, Calif.—Fed. Bldg. 
—Examiner Rannells: 

MC | Lines, Los Angeles, 

Calif. 


January 16—Missoula, Mont.—U.S. Ct.—Ex- 
aminer Russell: 
MC 111288—Bucher Transfer, Polson, Mont., 
common carrier application. 


January 16—Newark, N.J.—State Comm.— 
Examiner Cunningham: 

MC 29698, Sub. 6—Lester Fellows Co., 
Jersey City, N.J., contract carrier appli- 
cation. 

MC 104908, Sub. 2—Elins’ Brunswick Vans, 
New Brunswick, N.J., common carrier 
application. 


TRAFFIC WoORrtp 


January 16—New York, N.Y.—641 Washing- 
ton St.—Examiner Silverman: 

%*%MC-39099—Old Colony Motor Lines, Inc,, 
New York, N.Y. 

*#MC-110362—American Trucking (Go, 
Scranton, Pa., contract carrier applica- 
tion. 

January 16—Raleigh, N.C.—Sir Walter Hotel 
—Examiner Garofalo: 

MC 102478, Sub. 2—Bright Belt Mctor 
Lines, Grifton, N.C., common carrier ap- 
plication. 

January 16—St. Paul, Minn.—Uptown Sta- 
tion & Fed. Bldg.—Jt. Bd. 141: 

MC 109994, Sub. 1—Hilmer Grain Co., Roch- 

ester, Minn., common carrier application, 
January 16—St. Paul, Minn.—Uptown Sta- 
tion & Fed. Bldg ——Jt. Bd. 142: 

MC 106714, Sub. 2—Higgins Transportation, 
Richland Center, Wis., common carrier 
application. 

MC 111310—Albert N. Cartwright, Eau 
Claire, Wis., contract carrier application, 

January 16—Shreveport, La.—Washington- 
Youree Hotel—Jt. Bd. 215: 

MC 1124, Sub. 86—Herrin Transportation 
Co., Corp., Houston, Tex., common car- 
rier application. 

January 16—Shreveport, La.—Washington- 
Youree Hotel—Jt. Bd. 164: 

MC 1124, Sub. 84—Herrin Transportation 
Co., Corp., Houston, Tex., common car- 
rier application. 

MC 1124, Sub. 85—Herrin Transportation 
Co., Corp., Houston, Tex., common car- 
rier application. 

January 16—Springfield, Mass.—Fed. Bldg, 


—Jt. Bd. 20: 
MC-102676, Sub. 1—Central Cab & Coach 
Co., Inc., Worcester, Mass., common 


carrier application. 
January 16—Washington, D. 
Masoner: 

MC-111510—Martin & Early, Waynesboro, 

Pa., common carrier application. 
January 17—Brooklyn, N.Y.—St. George Ho- 
tel—Examiner Brown. 

MC-C-1100—Maybrook Improvement Corp., 
Revocation of Certificate. 

January 17—Chattanooga, Tenn.—U.9. Ct.— 
Jt. Bd. 239: 

MC 109505, Sub. 2—Northeast Alabama 
Bus Co., Inc., Fort Payne, Ala., common 
carrier application. 

MC 110228, Sub. 1—Bowman Bus Lines, 
Long Island, Ala., common carrier ap- 
Plication. 


January 17—Chicago, Ill.—Main P.O. Bldg. 
—Examiner Kobernusz: 
MC-110420, Sub. 14—Quality Milk Service, 
Inc., Burlington, Wis., common carrier 
applicaticn. 


January 17—Columbia, S.C.—Wade Hampton 
Hotel—Examiner Garofalo: 


C.—Examiner 


MC 89617, Sub. 10—Lewis Truck Lines, 
Conway, S.C., common carrier applica- 
tion. 

January 17—Columbus, Ohio—New Fed. 


Bldg.—Examiner Harrison: 
MC-108492, Sub. 2—J. H. Eldred, Galion, 
Ohio, contract carrier application. 
January 17—Harrisburg, Pa.—Main Capital 
Bldg.—Examiner Smith: 
MC-56244, Sub. 13—Harry Kuhn, Gard- 
ners, Pa. Common carrier application. 
January 17—Lubbock, Tex.—Hilton Hotel— 
Examiner Joyner: 
MC-111272—Alexander Markets, Clovis, N. 
Mex., contract carrier. 
January 17—Missoula, Mont.—U.S. Ct.—Ex- 
aminer Russell: 
MC 111222—Jack Eddy and Clyde Pierson, 
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Partnership, Kalispell, Mont., contract 
carrier application. 

January 17—Newark, N.J.—State Comm.— 
Examiner Cunningham: 

MC 29133, Sub. 5—Weston Trucking and 
Forwarding Co., Inc., Jersey City, N.J., 
contract carrier application. 

January 17—New York, N.Y.—641 Washing- 
ton St.—Examiner Silverman: 

*MC-17778, Sub. 28—B. & E. Transporta- 
tion Co., Inc., Secaucus, N.J., common 
carrier application. 

*MC-17778, Sub. 30—B. & E. Transporta- 
tion Co., Inc., Secaucus, N.J., common 
carrier applicaticn. 

January 17—Omaha, Nebr.—Hotel Fontenelle 
—Jt. Bd. 192: 

MC 95459, Sub. 4—Bob Hunter, Thurman, 
Ia., common carrier application. 

MC 100584, Sub. 3—G. B. Davison, Thur- 
man, Ia., common carrier application. 


MC 111533—Oliver Briley, Percival, Iowa, 
common carrier application. 
MC 111535—Charles Hill, Thurman, Ia., 


common carrier application. 


MC 111536—N. D. Pierce, Thurman, Ia., 
common carrier application. 
MC 111537—Paul Hickey, Thurman, Ia., 


common carrier application. 

January 17—Omaha, Nebr.—Hotel Fontenelle 
—Jt. Bd. 138: 

MC 111360, Sub. 1—Joe Mogis, Omaha, 
Nebr., common carrier application. 

MC 111361, Sub. 1—Kenneth Keegan, 
gaa Nebr., common carrier applica- 

on. 

MC 111362, Sub. 1—Vernon Eckert, Omaha, 
Nebr., common carrier application. 

MC 111363, Sub. 1—Richard Kousgaard, 
Bellevue, Nebr., common carrier appli- 
cation. 

MC 111364, Sub. 
Bellevue, Nebr., 
cation. 

MC 111365, Sub. 1—Melvin Werth, Omaha, 
Nebr., common carrier application. 

MC 111366, Sub. 1—Frank Pochop, Omaha, 
Nebr., common carrier application. 

MC 111367, Sub. 1—Albert Tady, Omaha, 
Nebr., common carrier application. 

MC 111368, Sub. 1—John Owiertnia, La 
Platte, Nebr., common carrier applica- 


1—Emmert Kousgaard, 
common carrier appli- 


tion. 

MC 111532— Gilbert Stogdill, Council 
Bluffs, Ia., common carrier application. 
MC 111534—Lowell King, Council Bluffs, 

Ia., common carrier application. 

January 17—St. Paul, Minn.—Uptown Sta- 
tion & Fed. Bldg.—Jt. Bd. 142: 

MC 111299—Kirvan Truck Line. 

January 17—Shreveport, La.—Washington- 
Youree Hotel—Jt. Bd. 35: 

MC 110345, Sub. 2—Shreveport Express, 
Shreveport, La., common carrier appli- 
cation. 

January 17—Springfield, Mass.—Fed. Bldg., 
—Jt. Bd. 20: 

MC-1940, Sub. 21—Trailways of New Eng- 
land, Inc., W. Springfield, Mass., com- 
mon carrier application. 

January 17—Washington, 
Masoner: 

MC-102616, Sub. 476—Coastal Tank Lines, 
Inc., extension, West Virginia, York, Pa., 
common carrier application. 

January 17—Washington, D.C.—Examiner 
Lawton: 

I. & S. M-3162—Canned or preserved food- 
stuffs in South. 

January 18—Chattanooga, Tenn.—U. 9. Ct. 
—Examiner. Sutherland: 

MC-94201, Sub. 27—Bowman Transporta- 


D.C.—Examiner 


tion Co., Attalla, Ala., common carrier 
application. 
January 18—Columbus, Ohio—New Fed. 


Bldg.—Examiner Harrison: 
MC-89706, Sub. 8—Motorway Corp., Co- 
ten, Ohio, contract carrier applica- 
January 18—Columbus, Ohio—New Fed. 
Bldg.—Examiner Harrison: 
MC-111294—M & P Trucking Co., Lan- 
— Ohio, common carrier applica- 
January 18—Harrisburg, Pa.—Main Capital 
Bidg.—_Examiner Smith: 
MC-51661, Sub. 31—H. Earl Pitzer, Bigler- 
eerie. Pa. Common carrier application. 
C-54744, Sub. 28—Clarke Motor Express, 
mong Pa. Common carrier applica- 
January 18—Jacksonville, Fla.—New May- 
flower Hotel—Commissioner Rogers and 
Examiner Fuller: 
Section 5a Appl. 6—Southern Freight As- 
Scciation, et al., agreements. 
January 18—Lubbock, Tex.—Hilton Hotel— 
Jt. Bd. 77: 


MC 34348, Sub. 10—Baygent Coaches, 
sorta, Tex., common carrier applica- 
lon, 


January 18—New York, N.Y.—641 Washing- 
ten St—Examiner Cunningham: 
MC 52729, Sub. 15—Gilbert Carrier Corp., 
- w York, N.Y., common carrier appli- 
ation. 


January 18—New York, N.Y.—641 Washing- 
ton St.—Examiner Silverman: 

*%MC-64650, Sub. 12—W. T. Cowan, Inc., 
Baltimore, Md., common carrier appli- 
cation. 

January 18—St. Paul, Minn.—Uptown Sta- 
tion & Fed. Bldg.—Jt. Bd. 24: 

MC 44770, Sub. 4—Liederbach Bus Co., Inc., 
Minneapolis, Minn., common carrier ap- 
plication. 

January 18—Spokane, Wash.—Davenport Ho- 
tel—Jt. Bd. 169: 

MC 111225—Al Swanson, Bonners Ferry, 
Idaho, common carrier application. 

MC  111255—Clarkston Delivery Service, 
Clarkston, Wash., common carrier appli- 
cation. 

January 18—Washington, D. C. 
Masoner: 

MC-106760, Sub. 19—Whitehouse Trucking, 
Dearborn, Mich., common carrier appli- 
cation. 

January 19—Atlanta, Ga.—Chamber of Com- 
merce Bldg.—Examiner Yardley: 

MC 111201—J. N. Zellner & Son Transfer 
Co., East Point, Ga., common carrier 
application. 

January 19—Boston, Mass.—New P.O. Bldg.— 
Examiner Brown: 

MC-C 1098—Frank Laflamme, revocation of 
certificate. 

January 19—Boston, Mass.—New P.O. Bldg. 
—Jt. Bd. 69: 

MC 92215, Sub. 4—Boston and Rockland 
Transportation Co., Rockland, Me., com- 
mon carrier application. 

January 19—Boston, Mass.—New P.O. Bldg. 
—Examiner Seaman: 

%MC-111483—Kubli Bros. Franklin, Mass., 
contract carrier application. 

January 19—Chicago, Ill.—U.S. Custom Hse. 
—Jt. Bd. 76: 

MC-67818, Sub. 28—Michigan Express, 
Inc., Grand Rapids, Mich., common car- 
rier application. 

January 19—Columbus, Ohio—New Fed. Bldg. 
—Jt. Bd. 117: 

MC-19201, Sub. 57—Pennsylvania Truck 
Lines, Inc., Pittsburgh, Pa., common car- 
rier application. 

MC-35628, Sub. 163—Interstate Motor 
Freight System, Grand Rapids, Mich., 
common carrier application. 

January 19—Harrisburg, Pa.—Main Capital 
Bldg.— Examiner Smith: 

MC-97116, Sub. 1—W. B. Wills and Son, 
Belleville, Pa. Common carrier applica- 
tion. 

January 19—Harrisburg, 
Bldg.—Jt. Bd. 332: 
MC-111240—James K. Miller, Sunbury, Pa. 

Common carrier application. 
January 19—Jacksonville, Fla.—Mayflower 
Hotel—Examiner Garofalo: 

MC 111395—Withers Van Lines, Miami, 

Fla., common carrier application. 
January 19—Los Angeles, Calif.—Fed. Bldg.— 
Jt. Bd. 75: 

MC 78787, Sub. 30—Pacific Motor Trucking 
Co., San Francisco, Calif., contract car- 
rier application. 

January 19—Lubbock, Tex.—Hilton Hotel— 
Examiner Joyner: 

MC-107698, Sub. 8—J & L Transport Co., 
Inc., Lubbock, Tex., common carrier ap- 
plication. 

January 19—Lubbock, Tex.—Hilton Hotel— 
Jt. Bd. 33: 

MC-111145, Sub. 1—Reliable Service Co., 
Denver City, Tex., common carrier appli- 
cation. 

January 19—Nashville, Tenn.—Andrew Jack- 
son Hotel—Jt. Bd. 25: 

MC-111204—P. Altsheler, Hopkinsville, Ky., 
common carrier application. 

January 19—New York, N.Y.—641 Washing- 
ton St——Examiner Cunningham: 

MC 100463, Sub. 6—Smith Transport 
Limited, Ontario, Canada, common car- 
rier application. 

January 19—New York, N.Y.—641 Washing- 
ton St.—Examiner Silverman: 

%*MC-FC-50896 (BMC 76) (under MC 32505 
and Sub. 4)—Vinci’s Transfer, Sea Isle 
City, N.J., transferee, Vinci’s Express, 
Inc., transferor, Sea Isle City, N.J. 

January 19—Omaha, Nebr.—Hotel Fontenelle 
—Examiner Dunn: 

MC 17777, Sub. 25—Rose Line Transporta- 
tion Co., Des Moines, Ia., contract car- 
rier application. 

MC 17777, Sub. 26—Rose Line Transporta- 
tion Co., Des Moines, Ia., contract car- 
rier application. 

MC 7777, Sub. 27—Rose Line Transporta- 
tion Co., Des Moines, Ia., contract car- 
rier application. 

MC 17777, Sub. 28—Rose Lines Transporta- 
tion Co., Des Moines, Ia., contract car- 
rier application. 


January 19—Spokane, Wash.—Davenport Ho- 
tel—Jt. Bd. 80: 

MC 7746, Sub. 36—United Truck Lines, Inc., 
Spokane, Wash., common carrier appli- 
cation. 

MC-42487, Sub. 201—Consolidated Freight- 
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Toledo, Peoria & Western 
Railroad 


Westbound Intercoastal 
To Pacific Coast Ports 


Plan your marketing around 
the Intercoastal Service of 
Pope & Talbot Lines for as- 
surance of dependable water- 
borne transportation. Experi- 
enced personnel watch details 
to expedite your shipments. 


Offices in Principal Ports 
Executive Offices * San Francisco 4 


eens 


POPE 2 TALBOT LINES 





P. & P.U. Ry. Co. 
and Peoria Gateway 


PEORIA-GATEWAY 


Everybody’s Gateway 
Always Open 


PEDRIA-GATE WAY 


Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, Ill. 
E. F. Stock, General Traffic Manager 


“One of America’s Railroads 
—In Partnership with All America” 














TRAFFIC ” 
OFFICES 


Strategically Located 
for Your Convenience 


4 





There’s aGM&O 
Freight Representative 
near you. For expert : 
counsel, call him Es 
—today 










































MATHEWS SYSTEM 
of 
Refrigerated Service 


Serving the Shipping Public in the 

Transportation of Perishable Food 

Products to points generally east of 
the Mississippi River. 


MATHEWS 


TRUCKING CORP. 
General Offices 
ONTARIO, NEW YORK 


Telephone: 4751-4171-4181-4191 





























ways, Inc., Portland, Oreg., common Car- 
rier application. 

MC 109394, Sub. 1—Okanogan Valley Motor 
Freight, Inc., Spokane, Wash., common 
carrier application. 

January 19—Washington, D.C.—Examiner 
Masoner: 

MC 108560, Sub. 1—Florida and New York 

Motor Lines, Inc., New York, N.Y. 
January 20—Atlanta, Ga.—Chamber Comm. 
Bldg.—Examiner Yardley: 

*MC-104903, Sub. 3—Dixie Transfer, Rome, 

Ga., common carrier application. 
January 20—Boston, Mass.—New P.O. Bidg.— 
Examiner Crane: e 

MC 79476, Sub. 8—Youngs Motor Truck 
Service, Inc., Taunton, Mass., common 
carrier application. 

January 20—Boston, Mass.—New P.O. Bldg. 


—Jt. Bd. 134: 
MC 79476, Sub. 9—Youngs Motor Truck 
Service, Ind., Taunton, Mass., common 


carrier application. 





The Following Assignments 
Have Not Heretofore Appeared 


January 20—Harrisburg, Pa.—Main Capital 
Bldg.—Jt. Bd. 65: 

MC-1658, Sub. 24—Shirks Motor Express 
Corp., Lancaster, Pa. Common carrier 
application. 

MC-67646, Sub. 31—Hall’s Motor Transit 
Co., Corp., Sunbury, Pa. Common carrier 
application. 

January 20—Indianapolis, Ind.—Fed. Bldg.— 
Jt. Bd. 72: 

MC-954, Sub. 27—Mid-States Freight Lines, 
Inc., Chicago, Ill., common carrier ap- 
plication. 

MC-12492—Coulter Tours, Rushville, Ind., 
broker application. 

January 20—Indianapolis, Ind.—Fed. Bldg.— 
Jt. Bd. 72: 

MC-2202, Sub. 51—Roadway Express, Inc, 
Akron, Ohio. 

January 20—Jacksonville, Fla.—Mayflower 
Hotel—Jt. Bd. 64: 

MC 61628, Sub. 11—Benton Rapid Express, 
Corp., Savannah, Ga., common carrier 
application. 

January 20—Los Angeles, Calif.—Fed. Bldg.— 
Examiner Linn: 

MC 29886, Sub. 53—Dallas & Mavis For- 
warding Co., Inc., South Bend, Ind., 
common carrier application. 

January 20—Nashville, Tenn.—Andrew Jack- 
son Hotel—Examiner Sutherland: 

MC-20783, Sub. 28—Tompkins Motor Lines, 
Inc., Nashville, Tenn., common carrier 
application. 

January 20—Newark, N.J.—State Comm.— 
Examiner Silverman: 

MC-94755, Sub. 3—Faitoute Trucking 
Corp., Cranford, N.J., contract carrier 
application. 

January 20—New York, N.Y.—641 Washing- 
ton St.—Examiner Cunningham: 
MC 39311, Sub. 3—George Ernst, Jr., 
Inc., Suffern, N.J., common carrier ap- 
Plication. 

MC 100463, Sub. %7—Smith Transport, 
Limited, Ontario, Canada, common car-+ 
rier application. 

January 20—St. Paul, Minn.—Uptown Sta- 
tion & Fed. Bldg.—Jt. Bd. 143: 

MC 105159, Sub. 3—Alton S. Lawrence, Red 

Wing, Minn., common carrier application. 
January 20—St. Paul, Minn.—Uptown Sta- 
tion & Fed. Bldg.—2Jt. Bd. 96: 

MC 42380, Sub. 17—Minnesota Wisconsin 
Truck Line, St. Paul, Minn., common 
carrier application. 


January 20—Seattle, Wash.—Fed. Bldg.— 
Jt. Bd. 80: 

MC 7746, Sub. 37—United Truck Lines, Inc., 
Spokane, Wash., common carrier appli- 
cation. 

January 20—Shreveport, La.—Washington- 
Youree Hotel—Jt. Bd. 14: 

MC 2130, Sub. 27—Couch Motor Lines, 
Inc., Shreveport, La., common carrier 
application. 


January 23—Atlanta, Ga.—Chamber of Com- 
merce Bidg.—Jt. Bd. 131: 
MC 111083—Ross Trucking Co., Augusta, 
Ga., common carrier application. 


January 23—Atlanta, Ga.—Chamber of Com- 
merce Bldg.—Jt. Bd. 101. 
MC 32783, Sub. 66—Southeastern Grey- 
hound Lines., a Corp. 


January 23—Chicago, Ill—Main P.O. Bldg. 
—Jt. Bd. 54: 

MC-70451, Sub. 98—Watson Bros. Trans- 
portation Co., Inc., Omaha, Nebr., com- 
mon carrier application. 

MC-76266, Sub. 59—Merchants Motor 
Freight, Inc., St. Paul, Minn., common 
carrier application. 

January 23—Harrisburg, Pa.—Main Capital 
Bldg.—Jt. Bd. 65: 
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January 14, 1950 


MC 1440, Sub. 19—York Motor Express Co., 
Corp., York, Pa. Common carrier appli- 
cation. 

January 23—El Paso, Tex.—Hotel Paso Del 

Norte—Examiner Joyner: 

McC-111195—Trio Trucking Co., Las Cruces, 
N. Mex., common carrier application. 

January 23—Indianapolis, Ind.—Fed. Bldg.— 

Examiner Harrison: 

MC-20995, Sub. 2—Dumes Trucking Co., 
Inc., Vincenes, Ind., contract carrier ap- 
plication. 

January 23—Jacksonville, Fla.—Mayflower 

Hotel—Examiner Garofalo: 

MC 106135, Sub. 6—Porter Transfer & 
Storage, Sebring, Fla., common carrier 
application. 2 

January 23—Los Angeles, Calif.—Fed. Bldg.— 

Jt. Bd. 47: 

MC 56615, Sub. 1—Needles Trucking Serv- 
ice, Los Angeles, Calif., common carrier 
application. 

January 23—Newark, N.J.—State Comm,.—Jt. 

Bd. 3: 


MC 108766, Sub. 1—Green Flyer, Hillside, 

N.J., common carrier application. 
January 23—Newark, N.J.—State Comm.— 
Jt. Bd. 3: 

MC-C-1047—Asbury Park-New York Trans- 
it v. Bingler Vacation, Westwood Trans- 
portation Lines, et al. 

MC-C-1070—Quaker City Bus Co. v. Bingler 
Vacation Tours, Inc. 

January 23—Newark, N.J.—State Comm.— 
Examiner Silverman: 

MC-84479, Sub. 5—Egon Haselman, Bogota, 

N.J., contract carrier application. 
January 23—New York, N.Y.—641 Washing- 
ton St.—Examiner Cunningham: 

MC 96539, Sub. 1—Fulton Motor Express, 
Inc., New York, N.Y., common carrier 
application. 

January 23—Omaha, Nebr.—Hotel Fontenelle 
—Jt. Bd. 138: 

MC 29566, Sub. 5—Southwest Freight Lines, 
Inc., Kansas City, Mo., common carrier 
application. 

January 23—Paducah, Ky.—U. S. Ct.—Jt. Bd. 


25: 
MC-1014, Sub. 15—Eck Miller Transfer Co., 
Owensboro, Ky., common carrier appli- 


cation. 
January 23—Portland, Me.—Fed. Bldg.— 
Examiner Crane: 

MC 111184—Forshner Refrigerated Lines, 
Trenton, Nova Scotia, Canada, common 
carrier application. 

January 23—St. Paul, Minn.—Uptown Sta- 
tion & Fed. Bldg.—Jt. Bd. 145: 


MC 74721, Sub. 26—Motor Cargo, 
Ohio, 


Inc., 
common carrier applica- 


tion & Fed. Bldg.—Jt. Bd. 146: 

MC 76266, Sub. 53—Merchants Motor 
Freight, Inc., St. Paul, Minn., common 
carrier application. 

January 23—San Francisco, Calif.—449 P.O. 
Bldg.—Examiner Rannells: 


MC 110325—Transcon Lines, Los Angeles, 


Calif. 

January 23—Seattle, Wash—Fed. Bldg.— 
Jt. Bd. 80: 

MC 7746, Sub. 35—United Truck Lines, 
Inc., Spokane, Wash., common carrier 
application. 


January 23—Shreveport, La.—Washington- 
Youree Hotel—Jt. Bd. 164: 

MC 1968, Sub. 43—D. C. Hall Motor 
Transportation, Fort Worth, Tex., com- 
mon carrier application. 

January 23—Washington, D. C.—Examiner 
Masoner: 

MC-3474, Sub. 3—Mundy Motor Lines, Roa- 
noke, Va., common carrier application. 
January 24—Harrisburg, Pa.—Main Capital 

Bldg.—Jt. Bd. 65: 

MC 1440, Sub. 20—York Motor Express Co., 
Corp., York, Pa. Common carrier appli- 
cation. 

January 24—Indianapolis, Ind.—Fed. Bldg.— 
Jt. Bd. 72: 

















MOTOR EXPRESS 
























33rd St. and General Office 
S. Wabash Ave. 8th & Kentucky Sts. 
Chicago Louisville, Ky. 







Daily Package & Refrigerator Service Betw. 
Chicago Atlanta, Ga. Indianapolis, Ind. 
Middlesboro, Ky. Lexington, Ky. 
Louisville, Ky. Knoxville, Tenn. 
onnecting lines serving all points in Ken- 
tucky, Tennessee, North Carolina, South 

Carolina and Georgia. 













MC-151, Sub. %7—Lovelace Truck Service, 
Inc., Terre Haute, Ind., common carrier 
application. 

January 24—Indianapolis, Ind.—Fed. Bldg.— 

Jt. Bd. 155: 

MC-2510—Sub. 10—Ziffrin Truck Lines, Inc., 
Indianapolis, Ind., common carrier appli- 
cation. 

January 24—Jacksonville, Fla.—Mayflower 

Hotel—Examiner Garofalo: 

MC 110439, Sub. 3—Frolkis Trucking Co., 
Albany, Ga., common carrier applica- 
tion. 

January 24—Lansing, Mich.—Olds Hotel— 

Examiner Kobernusz: 

MC-103880, Subs. 53 and 54—Producers 
Transport, Inc., Benton Harbor, Mich., 
common carrier application. 

January 24—Los Angeles, Calif.—Fed. Bldg.— 

Jt. Bd. 47: 

MC 23939, Sub. 43—Asbury Transportation 
Co., Los Angeles, Calif.. common car- 
rier application. 

January 24—Newark, N.Y.—State Comm.— 

Examiner Silverman: 

MC-94755, Sub. 4—Faitoute Trucking 
Corp., Cranford, N.J., contract carrier 
application. 

January 24—New York, N.Y.—641 Washing- 

ton St.—Examiner Cunningham: 

MC 10761, Sub. 24—Transamerican Freight 
Lines, Inc., Detroit, Mich., common 
carrier application. 

MC 111308—M. S. Marks, New York, N.Y., 
contract carrier application. 

January 24—Omaha, Nebr.—Hotel Fontenelle 

—Examiner Dunn: 

MC 48844, Sub. 4—James Transfer, St. 

: Minn., contract carrier applica- 

tion. 

January 24—Portland, Ore.—Portland Hotel 

—Jt. Bd. 81: 

MC-C 1069 — Consolidated Freightways, 
Inc., et al. v. United Truck Lines, Inc. 

January 24—St. Paul, Minn.—Uptown Sta- 

tion & Fed. Bldg.—Examiner Proudley: 

MC 110193, Sub. 13—Safeway Truck Lines, 
Inc., Chicago, Ill., common carrier ap- 
plication. 

January 24—Seattle, Wash.—Olympic Hotel— 

Jt. Bd. 80: 

MC 67225, Sub. 7—Pacific State Lines, 
Vancouver, B.C., Canada, common Car- 
rier application. 

January 24—Seattle, 

—Jt. Bd. 80: 

MC-85255, Sub. 1—Puget Sound Freight, 
Inc., Seattle, Wash., common carrier ap- 
plication. 

January 24—Shreveport, La.—Washington- 

Youree Hotel—Jt. Bd. 32: 

MC 105387, Sub. 19—R. A. Corbett Trans- 

port, Lufkin, Tex., common carrier ap- 

Plication. 


January 24—Washington, D.C.—Jt. Bd. 68: 

MC-C-1118—Lee Francis Hopkins, Revoca- 
tion of Certificate. 

January 25—Atlanta, Ga.—Chamber of Com- 
merce Bldg.—Jt. Bd. 204: 

MC 107475, Sub. 14—Dance Freight Lines, 
Inc., Cincinnati, Ohio, common carrier 
application. 

January 25—El Paso, Tex.—Hotel Paso Del 
Norte—Jt. Bd. 33: 

MC-107064, Sub. 3—Ferguson-Steere Motor 
Co., Dallas, Tex., common carrier appli- 
cation. 

MC-111098—Tillman Bros., Las Cruces, N. 
M., contract carrier application. 

January 25—Harrisburg, Pa.—Main Capital 
Bldg.—Jt. Bd. 65: 

MC-74721, Sub. 25—Motor Cargo, Inc., Ak- 

ron, Ohio. Common carrier application. 
January 25—Indianapolis, Ind.—Fed. Bldg.— 
Jt. Bd. 208: 

MC-103880, Sub. 52—Producers Transport, 
Inc., Benton Harbor, Mich., common car- 
rier application. 


January 25—Indianapolis, Ind.—Fed. Bldg. 
—Jt. Bd. 1: 


MC-110072—Butler Oil and Water Trans- 


Wash.—Olympic Hotel 


portation, Troy, Ind., common carrier 
application. 
eee nee, Mich.—Olds Hotel—ZJt. 
». Te: 


MC-28478, Sub. 4—Doyle Freight Lines, 
Inc., Saginaw, Mich., common carrier 
application. 

MC-58956, Sub. 4—Hastings Truck Co., 


Kalamazoo, Mich., common carrier ap- 
Plication. 
cme 2 ~-Sentes, Mich.—Olds Hotel—Jt. 


MC-58954, Sub. 15—McNamara Motor Ex- 
press, Inc., Kalamazoo, Mich., common 
carrier application. 


January 25—New York, N.Y.—641 Washing- 
ton St.—Examiner Cunningham: 
MC 12496—Embassy Tours, New York, N.Y., 
broker application. 
MC 110965—E. Young, Port Jervis, N.Y., 
common carrier application. 
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CLASSIFIED 
ADVERTISING 


When answering ads please address as fol- 
lows: Box Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 
reader ads, $1.00 a line (approximately 5 
words), minimum three lines. 
$15.00 a column inch. 


Classified Advertisements 
Payable in Advance 
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Display ads, 








Help Wanted 


FREIGHT BILL AUDITOR (full or part time 
basis) for traffic bureau in N. Y. C. Must 
know rail, truck and carloading rates in all 
territories. Submit complete details. Box 55. 





Situations Wanted 





ASSISTANT TO TRAFFIC MANAGER. Seven 

years experience in all phases of industrial 

——— age 32, I. C. C. Practitioner. 
Ox 52. 





CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained by the COLLEGE OF ADVANCED TRAFFIC 
for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, 
ambitious, recent graduates who can be 
developed as understudies for positions of 
responsibility. 


Also included are specialists in many dif- 
ferent phases of Traffic—Practitioners—Tariff 
Compilers—Solicitors—and Claim Agents—as 
well as men with varying degrees of experi- 


ence in Rates—Routes—Transit—Demurrage— 
Storage—Claims—Classifications. In fact, any 
and all duties in a Traffic Department. 


Just drop a line outlining your needs to 
Placement Manager 


COLLEGE OF ADVANCED TRAFFIC 
14 E. Jackson Bivd. Chicago 4, Illinois 





Employment Agencies 


CHARLES D. MACKNEE, The Transportation 
Man’s Agency, 2 East 23rd St., New York 10. 
po hes carriers, shippers and warehouses 
only. 


Educational Books or Courses 


REGULATION OF TRANSPORTATION, $6.00. 
This is the book used by the author, J. H. 
Tedrow, LL.B. in the University of Kansas 
City, with record of 90% admitted to prac- 
tice. Compact, simple, comprehensive. Covers 
Acts, history, practice, evidence. Quizzes and 
pleading forms. Over 250 leading cases dis- 
cussed. A complete practitioners’ course for 
class or individual study. Endorsed by well- 
known traffic men and lawyers. Study for 10 
days and if not satisfactory your $6.00 re- 
funded. Wm. C. Brown Company, Publishers, 
Dubuque, Iowa. 


I. C. PRACTITIONERS. The only practical 
authentic I. C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE 
OF ADVANCED TRAFFIC, 12 E. Jackson 
Blvd., Chicago, Ill. 


Wanted to Buy 


WE WILL PAY TOP PRICES for the follow- 
ing Tariffs with Supplements: 9.W.L. 253- 
252-251-154-153-152-4 (Mileage Table) and 
PFTB 26. Box 54. 








For Sale 


PITNEY-BOWES MODEL RG Electric Mail- 
ing Machine. Excellent condition. Reason- 
able. Box 53. 













































































































EDITORIAL 


NALYSIS OF THE CONSIDERATIONS that led 
Commissioner Alldredge to the opinion that there 
are comparatively simple ways in which the railroads could 
attain savings of nearly a billion dollars a year indicates that 
there was nothing very startling or radical in his conclusions 
(T.W. Jan. 7, p. 17). The interesting thing about what he 
wrote was his bringing together the economy potentialities 
and adding them up to a figure that should convince a lot 
of people that no small part of the task of rescuing the rail- 
road business from the disaster toward which it seems to be 
sliding rests with railroad management. 


Those who are familiar with views expressed on this 
page from time to time will not be surprised at our approval 
of what Commissioner Alldredge said about possibilities for 
economies in the reduction of freight claims. On that score, 
as on others, we think his estimates are conservative. He 
asks for nothing more than a return to the record of 1939— 
something we believe no fair-minded railroad man or shipper 
will consider unreasonably difficult. 

Such difficulties as present themselves are the result of 
what has happened since 1939. A reduction of something 
like 80 per cent under the 1949 figures seems large, indeed, 
but if a more careful check had been kept on freight loss 
and damage in the past decade, the huge task would not now 
remain to be performed. The very fact that the job is now 
such a large one proves that the prevention tools over the 
years have not been equal to it. 

Some of Commissioner Alldredge’s suggestions for 
economies are not quite so simple. Undoubtedly there are 
savings to be accomplished through complete dieselization 
of rail operations; but even he admits that this means heavy 
capital expenditures, though he conveniently refrains from 
saying anything about how the credit to obtain the capital 
can be built on a foundation of low rail earnings. 


GQ IMILARLY, while more than half of his billion-dollar 
total saving potentiality is made up of passenger deficits, 
his suggestions as to how to wipe out these deficits are 
vague. He does recommend a recasting of accounting so as 
to place the burden of expenses for various types of services 
where they belong; but he admits that deficits cannot be 
erased by bookkeeping. And although he notes that ‘‘the 
traffic potential in the passenger field is actually expanding,” 
and notes that it would be shocking ‘‘to raise the white flag 
on passenger service,’ even he must realize that there is a 
lot of that service in which the potential is clinically dead 
and as to which, shocking or not, it would be good business 
to “raise the white flag,” if only it were easier to do so. 

As to terminal unifications—well, the reluctance on the 
part of the railroads to do something constructive about that 
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remains one of the mysteries of transportation. Coordinator 
Eastman found out what a futile business it was to promote 
that cause; and nothing much has happened since he made 
his reports to encourage the hope that anything will be done 
about it now—nothing, that is, except an intensification of 
problems that may make some far-sighted railroad statesmen 
see it as the final, desperate remedy. 
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Index to a Transportation Library 


UBSCRIBERS TO THE TRAFFIC WORLD will find 

enclosed with this issue the semi-annual index which § 
has been a feature of its service since it came into existence, } 
almost 43 years ago. Like everything else about the publica- J 
tion, it is intended to be an aid to reader—to help make the § 
TRAFFIC WorRLD more useful to him as a ‘“‘working tool.” 

Nearly all the many steps we have taken in the last twof 
years have had that as their objective. The decision tof 
devote the front cover to “Highlights of This Issue,” replac- 
ing revenue-producing advertising, was based solely on thej 
determination to permit the subscriber of the TRAFFIC) 
WokLD to ascertain at a glance the most important develop-} 
ments of the transportation week, and to guide him quickly § i 
to those pages in the issue in hand where the details | 





be read. The new make-up of the contents page, too, was 
designed to permit guidance to items in which the reader 
was most interested without undue loss of time. 


Indeed, the whole arrangement of the magazine has 
made its content more readily accessible and has added new 
uses to it as ‘a working tool for traffic and transportation) 
men,” which is TRAFFIC WORLD’s catch line. : 

The semi-annual index serves this additional purpose—f) 
that to the many uses of the publication as a timely periodical, 
there may be added, when the issues are bound with the ly 
index, other and hardly less valuable uses as a transportationh 
reference library. It might well have been decided that, 
when the weekly table of contents was expanded to sf 
nearly all the significant items contained therein, some cut- 
tailing of the semi-annual index could be made. It was felt, - 
however, that those who ranged the bound volumes alongh 
the shelves in their offices needed the added convenience of 4) 
semi-annual index; hence the decision to continue, as in the) 
past, to list in it all the items to which future reference 
might be made, and to cross-index many of them undeth 
several heads. 

To those who have followed the practice of binding anf 
preserving the semi-annual volumes the value of this practice 
has become apparent. To others, we recommend that they) 
begin with Volume 84, covering June to December, 1949.) 
inclusive, the construction of a complete historical transports) 
tion library for future use. 
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WHERE- 
ow MANY- 
E TO BE MOVED... 


HETHER moving transferred employees is a 
major or minor function of your traffic 
department, you can reduce to a minimum the 
time and effort required to handle each move by 
turning the whole job over to Greyvan. 
Whether you're moving one family or a dozen 
. . . to the next state or across the continent .. . 
your local Greyvan representative can handle every 
detail for you with maximum efficiency, speed, 
and economy. 
With his specialized knowledge of this field, he 
can fit Greyvan’s many facilities exactly to your 
requirements. Knowing the procedures you prefer 


with respect to his contacting your office and the 
employees to be moved, the handling of paper 
work and clerical details, he can function almost 
like a member of your own department. 

As for the quality of Greyvan service, the fact 
that Greyvan has the /owest transit insurance rates 
of any national long-distance moving company is 
the best proof of the extra-careful handling your 
employees’ furnishings receive by Greyvan — at 
no extra cost! 

Enjoy America’s finest long-distance moving 
service . . . save bother, time, and effort for your 
department . . . by having Greyvan handle every 
move for you. 





OVER 400 BRANCHES AND AGENTS 












and some site for 
a new plant! 
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.»- dlong New York Central’s West Side Line, 
the ONLY all-rail freight route serving Manhattan 


A Close-Up of World’s Richest 
Market! That’s an advantage 
your plant or warehouse enjoys 
on New York Central’s West 
Side Line. For you’re at the 
heart of the market that does 
about 20% of U. S. wholesale 
business. And right beside the falo and key Midwest centers 
harbor that handles more than saving a full business day at 
40% of U.S. foreign trade. no extra cost! 


A Glimpse of Time and Money 
Savings! A great freight fleet 
serves Central’s West Side 
Line. Trains such as the fa- 
mous red-and-gray Pacemaker 
that speeds your shipments be- 
tween New York, Boston, Buf- 







on these Rail-Freight Ad- 

vantages! Your rail siding can 
be right in your plant. New 
York Central tracks link it di- 
rectly with eleven states and 
two Canadian provinces... 
and give you fast, smooth con- 
nections with principal markets 
and sources of supply through- 
out North America. 


NEW YORK CENTRAL 


466 Lexington Avenue, New York 17, N. Y. 
Murray Hill 9-8000 


Look Over Available Properties. 


Central offers confidential aid 
in finding properties for lease 
or purchase along its West Side 
Line. Contact C. H. Morton, 
General Land and Tax Agent, 
or W. R. Dallow, Manager of 
Industrial Development, for 
information about these 
“CENTRAL LOCATIONS.” 
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